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A HISTORY OF VAUXHALL TO 1950 
ABSTRACT OF THE THESIS
This study i s  p rim arily  concerned wiuh tra c in g  the  development of 
Vauxhall Motors Lim ited u n t i l  1950* I t  involves an an a ly s is  of the 
reasons fo r  th e  success of the  company in  th e  years "before 1920, and 
th e  fa c to rs  which le d  to  i t s  f in a n c ia l tro u b les  in  th e  1920's  and 
i t s  eventual a c q u is it io n  by General Motors in  1925.
An attem pt i s  made to  examine th e  re la t io n s h ip  of Vauxhall to  i t s  
American p aren t company in  terras of th e  degree of autonomy which 
General Motors afforded  V auxhall.
The 1930's and 1940's were decades of p ro sp e rity  and considerable 
expansion f o r  Vauxhall when th e  company was ab le  to  en te r  in to  the 
ranks of th e  'B ig  S ix ' i e .  the  s ix  la r g e s t  car producers. However, 
as th e  chap ter on finance , m arketing and export performance rev ea ls  
i t  was th e  production of l ig h t  tru ck s  th a t  was th e  major f a c to r  in  
th e  Vauxhall success s to ry .
In  tra c in g  th e  development of Vauxhall an examination i s  made of the  
f irm 's  in d u s tr ia l  r e la t io n s .  A marked co n tra s t i s  shown between the  
pre and post 1929 e ra . The e a r l i e r  period  was marked by b i t t e r  
s tru g g les  between management and unions, w h ils t th e  l a t e r  period  w it­
nessed a time of r e la t iv e ly  good in d u s tr ia l  r e la t io n s  which la s te d  
u n t i l  the  1960 's .
The f in a l  chap ters attem pt to  put Vauxhall in  the  context of th e  
lo c a l economy, showing how Luton developed from a town r e l ia n t  p re ­
dominantly on th e  h a t tra d e  and female labour, to  one where engineering 
and veh icle  m anufacturing became p a r t ic u la r ly  im portant and employed 
mainly male lab o u r.
I t  i s  a lso  shown th a t  V auxhall' s predominance in  th e  lo c a l economy
was to  be in f lu e n t ia l  in  improving wages and conditions of th e  Luton 
w orkers.
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INTRODIDTION '
The development o f  th e  motor v eh ic le  in d u s try  in  th e  20th cen tu ry  
h as 'p roved  to  be o f g rea t importance to  both th e  B r i t i s h  economy 
and th e  economies o f th e  major in d u s tr ia l is e d  n a tio n s  o f th e  • 
world. Vauxhall Motors has played a  s ig n if ic a n t p a r t  in  th a t  
growth and occupies a p lace  a s  one o f the  la rg e s t  th re e  v eh ic le  
m anufacturers in  B rita in . I t  i s  su rp r is in g , th e re fo re , th a t  th e  
development of th e  company has not h i th e r to ,  been th e  su b jec t o f  
d e ta ile d  resea rch , consequently th e  main o b jec tiv e  o f t h i s  Study 
i s  to  attem pt to  remedy t h i s  om ission. Three books have been 
published  on th e  h is to ry  o f th e  company which emphasise th e  
te c h n ic a l developments o f  car and commercial v eh ic le  design . While 
a h is to ry  o f Vauxhall cannot ignore th ese  a sp e c ts , p a r t ic u la r  emphasis 
in  t h i s  study has been p laced  on th e  economics of v eh ic le  p roduction : 
finance , m arketing, management and labour r e la t io n s ,  and th e  impact 
of V auxhall's  growth on th e  development o f th e  lo c a l economy.
Chapter One i s  concerned w ith  the  o r ig in s  and growth o f Vauxhall, 
u n t i l  1925, and a ttem pts  to  analyse th e  reasons fo r  th e  company's 
i n i t i a l  success in  the  years before th e  F i r s t  World War, and i t s  
f in a n c ia l  tro u b le s  which ev en tua lly  le d  to  i t s  a c q u is itio n  by General 
Motors in  1925,
Chapter Two examines th e  take-over by General Motors and endeavours 
to  show th e  r e la tio n s h ip  of th e  new owners to  the  B r i t is h  su b s id ia ry  
and th e  consequent e f f e c ts  on th e  ch a rac te r  and development o f 
Vauxhall w ith sp ec ia l re fe ren ce  to  th e  amount of autonomy which th e  
p aren t company accorded to  Vauxhall. '
Chapter Three c h a r ts  th e  expansion o f Vauxhall in  th e  1930s and 1940s, 
and an attem pt i s  made t o  explain  how and why i t  en te red  in to  th e
v i l  I
ran k s o f  th e  s i x  l a r g e s t  v e h ic le  p rod u cers  i n  B r i t a in ,  c o l l e c t i v e l y  
known a s  th e  'B ig  S i x ' .  A more d e t a i l e d  exam in ation  i s  undertaken  
in 'G h a p te f Four o f  th e  f in a n c i a l ,  m ark etin g  and ex p o rt perform ance  
o f  th e  company r e in f o r c in g  th e  a n a ly s i s  in  Chapter T hree, •
C hapters F iv e  and S ix  a r e  d ev o ted  e x c lu s i v e ly  t o  m anagem ent-labour  
r e la t io n s  and a r e  d iv id e d  in t o  develop m en ts b e fo r e  and a f t e r  1929»
The c o n tr o % r s ia l  p e r io d  b e fo r e  1929 i s  c l o s e l y  examined" and in v o lv e s  
an a n a ly s i s  o f  t h e  m anagem ent's sudden change o f  p o l ic y  to w a rd s th e  
w ork force  w hich c o in c id e d  w ith  t h e  com pany's w ith d raw al from th e  
E n gin eer in g  Em ployers F ed era tio n  in  1921 . These d evelop m en ts o f f e r  
th e  o p p o r tu n ity  t o  e v a lu a te  th e  t h e s i s  w hich  h as c a te g o r is e d  th o s e  
ch an ges a s  r e p r e s e n t in g  a  move by m anagers tow ard s s e c u r in g  d ir e c t  
c o n tr o l  over  th e  w ork ers.
The p o s t  1929 p e r io d  h a s  been  e n t i t l e d  t h e  B a r t le t t  Y ears, and  
Chapter S ix  e x p lo r e s  t h e  r ea so n  why V au xhall had such t r a n q u i l  
in d u s t r ia l  r e la t io n s  du rin g  h i s  p e r io d  a s  Managing D ir e c to r .
V a u x h a llÎS la b o u r  r e la t io n s  a f t e r  192 9 , a  p e r io d  o f  r e l a t i v e  t r a n q u i l i t y ,  
a l s o  r a i s e  th e  q u e s t io n  o f  job  c o n tr o l  and tr a d e  u n ion  p o l i c i e s .
The l a s t  two c h a p te r s  c o n s id e r  th e  developm ent o f  V au xhall M otors 
■in t h e  c o n te x t  o f  t h e  Luton economy. C hapter Seven exam ines t h e  
growth o f  Luton from t h e  1 9 th  C entury, when t h e  h a t tr a d e  grew t o  
become th e  dom inant in d u s tr y , le a d in g  Luton Town C ou n cil and th e  
Chamber o f  Commerce t o  prom ote d i v e r s i f i c a t i o n  o f  t h e  Town's econom ic  
b a se  in  ord er  t o  esca p e  from e x c e s s iv e  r e l i a n c e  upon an in d u s tr y  
w hich p redom inan tly  em ployed fem ale  la b o u r . The c r e a t io n  o f  a  
New I n d u s tr ie s  Committee su cceed ed  in  a t t r a c t i n g  e n g in e e r in g
in d u s t r ie s ,  in c lu d in g  .t h a t  o f  V a u x h a ll, and an a s se s sm e n t,  
o f  i t s  im pact on th e  l o c a l  economy i s  u n d erta k en , m  th e  
p a r t ic u la r  re g a rd  t o  i t s  e f f e c t s  on fem a le  ia h o u r .
v i i i
The f in a l  chap ter considers th e  in flu en ce  o f Vauxhall on th e  
p o lic ie s  o f o th er lo c a l  employers, on th e  e f fe c ts  on tra d e  union 
o rg an isa tio n  and upon wages and cond itions between 1930 a.nd 1950.
CHAPTER ONE
The Evolution of Vauxhall: The 1890* s to  1925
The p a tte rn  of development of Vauxhall Motors epitom ises th e  growth
of much c a p i t a l i s t  e n te rp r is e , s ta r t in g  as a small company owned and 
run by one man, growing in to  a l im ite d  company; thence in to  a 
su b sid ia ry  o f a  m u lti-n a tio n a l o rg an isa tio n . The c o n tin u ity  of th e  
firm  remains only in  th e  a sso c ia tio n s  of th e  name ‘Vauxhall.*
In  t h i s  ch ap te r th e  process o f change in  th e  n a tu re  and s iz e  of th e  
company w ill be examined, o u tlin in g  th e  reasons f o r  Vauxhall M otor's 
success up to  1919. In  ad d itio n  an stnalysis w ill be made as to  why 
th e  company ran  in to  d i f f i c u l t i e s  in  th e  1920*s which ev en tu a lly  le d  
to  i t s  a c q u is itio n  by General Motors in  1925.
In  1857 Alexander Wilson, a S co ttish  engineer, founded Alex. Wilson
and Company to  produce marine engines used in  r iv e r  tugs and pinnaces
(a  la rg e  row boat, u su a lly  e i ^ t  oared and p a r t  of a  warship. Driven
by steam and then  p e tro l  engines from th e  19th  cen tu ry .) f o r  which i t
(1)
gained a number of Admiralty c o n tra c ts . . The firm  was lo c a te d  near 
th e  River Thames a t  Wandsworth Road, Lambeth, c lo se  to  Vauxhall Gardens 
and Vauxhall Bridge, and was thus known lo c a l ly  as th e  Vauxhall Iro n  
Works. By th e  1880*s and th e  1890 's Wilson had d iv e r s if ie d  in to  the  
production of dry a i r  r e f r ig e ra tio n  p la n t,  used fo r  la rg e  sc a le  s to rag e , 
and donkey engines fo r  b o ile r  water feed e rs .
(1 ) There a re  no records of th i s  company and in form ation  r e s t s  
h eav ily  on th e  memory of T.W.Holtom, who served with t h i s  
company and th e  subsequent Vauxhall Company from 1888 to  
1938. His e a rly  accounts a re  to  be found in  L .C .D erbyshire 
The S tory of Vauxhall 1857-1946 (Luton, 1946) and 'E a rly  
Memories of Vauxhall ' Luton Saturday Telegranh. 2Rrd November*. 
1935. page 6 .
2.
D espite W ilson 's a b i l i t y  as an engineer he was weak on th e  f in a n c ia l  
and m anagerial s id e  o f th e  business.
'W ilson 's  desk, according to  one of h is  employees, was u su a lly  
a mass o f papers which nobody dared t id y  or d is tu rb . Old 
envelopes and th e  backs o f  l e t t e r s  were used fo r  making no tes  
and rough engineering drawings, and were then  s tu f fe d  in to  . 
W ilson 's pockets f o r  fu r th e r  re fe re n c e , ' ( l )
The Vauxhall Iro n  Works was ah example of e n te rp r is e  run by capable 
eng ineers, unconscious of th e  growing importance of f in a n c ia l and 
m anagerial techn iques. I t  was, however, a  small firm  employing no 
more than  150 men in  th e  I8 8 0 's .  ( 2)
In  th e  ea rly  l8 9 0 's  th e  firm  ran in to  d i f f i c u l t i e s  and th e  re c e iv e r , 
appointed a Mr. John Chambers, an engineer, to  run th e  firm . In  
1892 Vauxhall became a  lim ite d  company and a Mr. William Gardner took 
th e  p o s itio n  of J o in t Managing D irec to r with Chambers while Alexander 
Wilson remained on th e  board fo r  ano ther two years . (3) In  1894 
Wilson l e f t  and s e t  up as a consu lting  engineer in  Fen church S tre e t ,  
London. Two years l a t e r  th e  Company was reformed and renamed th e  
Vauxhall Iron  Works C o.L td ., and i t  was e s s e n tia l ly  t h i s  board which 
was to  tak e  th e  company in to  ca r  m anufacture. (4)
Under th e  Memorandum o f Agreement th e  Wilson Company was purchased fo r
(1 ) Quoted in  K .U lly e tt The Vauxhall Companion (1971) p , l 6
(2) D erbyshire, op. c i t . p . 9
(3) I b id , p .9 ' N either Companies House nor th e  In v esto rs  Monthly
Manual have any record  of t h i s  company and D erbyshire has once 
more been used. The P.R.O. B .T .31 f i l e  has no record  o f t h i s  
company e i th e r .
(4) Vauxhall Iro n  Works C o .,L td ., A r tic le s  of A ssocia tion , 31st March
1 8 9 6 . P.R.O. F ile  B.T.3I ,  15593 . Co. no, 4?433.
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£9,480 which a lso  meant paying o ff  W ilson 's ou tstanding  d e b ts , ( l )
The nominal c a p ita l  of th e  company was to  be £20,000 d iv ided  in to  
£1 shares , but in  A pril only 9,000 had been taken up., by th e  pub lic  
and 10,000 in  Ju ly . (2) Even by 19Q1 only 18,000 of th e  £20,000 
is su e  had been taken  up. (3) Chambers and Gardner owned over a 
q u a r te r  of th e  sh ares , although a Robert E v e re tt, a  ch arte red  
accountant, was th e  m ajor shareho lder with 4 ,170 .(4 ) Much of th e  
subsequent c a p ita l  of th e  firm  was to  be accumulated in te rn a l ly  and 
very slow ly, in  a r a th e r  s im ila r  fash ion  to  th a t  of Standard Motors.
In  many re sp ec ts  t h i s  was not a disadvantage as many ea rly  car 
companies tended to  become ra p id ly  over c a p ita lis e d  and consequently 
ran in to  d i f f i c u l t i e s  when th e  market con trac ted , as in  th e  case o f 
A rgyll and Humber. The most s ig n if ic a n t ,  i f  u n ty p ica l, case was 
th a t  of Harry Lawson and* th e  com paratively huge c a p i ta l is a t io n  of th e  
Daimler Motor Company and i t s  eventual co llap se  in  1902.(5)
I n te r e s t in ^ y ,  Daimler produced marine engines and te s te d  p ro to type p e tro l 
engines in  River launches before in s t a l l in g  them in  c a rs , (6) as 
Vauxhall was to  do under th e  engineering guidance of Frank William Hodges. 
Like William Gardner, Hodges was an ex-ap p ren ti ce of Alex Wilson, and 
i t  was he who obtained a ca r which was thoroughly examined with th e  
id ea  o f producing an independent and improved design. The f a i th  o f 
Hodges in  h is  own work was s u f f ic ie n t  fo r  him to  purchase over 3*000 
Vauxhall shares , tak e  a p o s itio n  on th e  Board of D irec to rs  and ta k e  up
(1) Memorandum of Agreement, 9th A p ril, 1898. P.R.O. B.T. 31» 15030 '
( 2) Nominal C apital Statem ent, 31st March, I 896 . P.R.O, BT 31* 15593* 
Memorandum of Agreement Ib id
Summary of C apita l and Shares 31st Ju ly  I 896. I b id .
(3) Summary of C apita l and Shares, 21st February, 19OI. I b id .
(4) Ib id  Summary of C apital and Shares 31st Ju ly , I 896 .
(5) S.B.Saul 'The Motor Industry  in  B r ita in  to  1914' Business H is to ry ,
V (1962) .  p .31 .
(6 ) David Burgess Wise 'Daimler; Limousines F i t  fo r  Kings and 
N o b il i ty . ' The World of A utom obiles-.^ I l lu s t r a t e d  Encyclopaedia 
o f th e  Motor Car, ( la te  1970's-no date) p .484.
4.
the  appointment of Chief of the Drawing O ffice and P rin c ip a l 
a s s is ta n t  to  the  Works Managing D irec to r, a t  a sa la ry  of £100 
p e r annum, ( l )
T ests of a p e tro l  engine in  a r iv e r  launch le d  to  th e  production  of 
a p ro to type engine in  1902. The one cy lin d e r engine proved 
s a tis fa c to ry  en o u ^  f o r  i t  to  be pu t in to  l ig h t  ca r  ch assis  in  1903 . ( 2) 
This l i ^ t  c a r  was in  e f fe c t  a v o i tu re t te ,  o r fo u r wheeled cycle car. 
N evertheless, Autocar described  i t  as 'n e a t ,  e f f ic ie n t  and c h e a p ... 
which should f in d  many f r ie n d s , ' (3) I t  co st £150. In te re s t in g ly ,  
Vauxhall was never to  mass produce a ca r  below 10 h .p . ,  and ye t i t  
began production  a t  th e  l i ^ t e s t  end of the  m arket.
Vauxhall en tered  the  motor veh icle  in d u stry  a t  a tim e when a  la rg e  
number of firm s were s ta r t in g  up. Between 1901 and 1905 over 220 
firm s were founded of which only 22 were to  be s t i l l  in  ex istence  
by 1914.(4) In  many resp ec ts  i t s  very su rv iv a l a f t e r  th e  f a i lu r e  
of so many ca r companies can be sa id  to  have been an achievement 
in  i t s e l f .
There were f iv e  b asic  reasons which la y  behind the  company's success. 
F i r s t ly ,  a steady but not over extended r a te  of c a p ita l  accum ulation 
and expansion of productive cap acity . Secondly, a balanced m anagerial 
board and management s t a f f ,  ensuring th e  co -operation  of engineering  
s k i l l  and commercial e x p e rtise . T h ird ly , a s o lid  engineering 
background which v i r tu a l ly  enabled th e  to ta l  production  of engine and 
c h a ss is . F ourth ly , a d a p ta b ili ty  to  changing market cond itions;
( l )  .Hodges took up th e  post in  1898. Special R esolution
28th March, 1898. P.R.O. BT.3I .  He purchased shares in  I 9OI. 
Summary of C ap ita l and Shares 21st February, 19OI. P.R.O.
BT 31 f i l e .
( 2) D erbyshire op .c i t . p .10 and 11.
(3 ) Autocar 31st October, I 903, pp. 536-539.
(4) S.B.Saul op. c i t . Table I  p .23.
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and, f i f t h ly ,  th e  in estim ab le  in flu en ce  of Laurence H.Pomeroy.
The f i r s t  f a c to r  has a lready  been p a r t ly  examined and we have 
seen th a t  slow c a p ita l  accum ulation was not a problem p e c u lia r  to  
Vauxhall. In  f a c t  in v e s to rs  were o ften  susp icious of a new in d u stry  
such as motor v eh ic le  m anufacture, and the  example of Daimler was 
a reminder of th e  p o ssib le  dangers of such ' f o l l i e s . '  As l a t e  as 
1907 f in a n c ia l jo u rn a ls  were warning in v es to rs  of th e  problems of 
over production in  the  ca r  in d u stry , ( l )  Slowness of c a p ita l  
accumulation was th e re fo re  a re s u l t  of depending h eav ily  on in te rn a l  
expansion.
Of the  twelve owners of th e  18,000 Vauxhall shares , the  f iv e  la rg e s t  
shareholders were the  D irec to rs , owning 14,720 shares between them, 
who a lso  held  managerial p o s ts  in  th e  firm . (2)
In  1904 the  firm  issued  6 p e r  cent p reference  shares a t  £1 each and 
by th e  end of th e  year 3,000 had been taken up, of which Rudolph Selz 
and engineer and a coal and iro n  m aster named John L ancaster had 
1,000 each. (3)
A fundamental development took p lace in  the  follow ing year when 
Vauxhall amalgamated with th e  West H ydraulic Company. The c a p ita l  
was increased  from £20,000 to  £ 30, 000, bu t th a t  th e  increased  issu e  
was not re a d ily  taken up i s  evidenced by the  f a c t  th a t  a debenture 
of £15,000 was taken out in  Ju ly , with th e  obvious in te n t  of financing  
the  move from London to  Luton, to  share the  West H ydraulic ' s prem ises 
th e re . (4)
(1 ) see fo r  example The In v esto rs  Chronicle November, I 907.P .23I
( 2) P.R.O. BT 31 Summary of C apita l and Shares, 21st Feb.1901.
These d ire c to rs  were Chambers, £2,000 sh a re s ; E v e re tt, £4,170; 
Gardner £2,600; Hodges £3,000 and Rudolph Selz, £3,000, a lso  
an engineer who jo ined  the  firm  in  December, I 9OO and was 
appointed a d ire c to r  and an a s s i s ta n t  manager.
(3) Ib id , P reference Share C e r t i f ic a te s  25th Feb., 1904,
18th Ju ly , 1904.
(4) Ib id , Debenture C e r t i f ic a te ,  12th Ju ly  1905.
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I t  would be in te re s t in g  a t  th i s  p o in t to  ask the  question  why 
Vauxhall decided to  move from London to  Luton, According to  
T.W.Holtom, the  lack  of space a t  th e  Lambeth works was an im portant 
f a c to r ,  ( l )  The West Hydraulic Company owned 6 acres  of land , of 
which th ree  were o ffered  to  Vauxhall ; a s ig n if ic a n t  in c rease  on th e  
q u a r te r  acre p lo t  a llo c a te d  to  ca r production  a t  th e  London works. 
A lth o u ^  the p lo t  was not to  be f u l ly  used u n t i l  a f t e r  th e  F i r s t  World 
War, immediate expansion could take  p lace  in  a modest way. In  
ad d itio n  reo rg an isa tio n  of production along more e f f ic ie n t  l in e s  was 
p o ss ib le , with sep ara te  workshops fo r  each stage ; inc lud ing  an engine 
shop, a f i t t i n g  shop, t e s t  benches and a frame shop. A running shop 
a p a tte rn  shop and a body, trimming and paintshop were a lso  planned. (2) 
At th i s  tim e, however, the  Vauxhall coach work was custom made by 
Messrs Morgan and Company of Long Acre; (3) a general p ra c tic e  in  
the  ca r  in d u s tr ie s  a t  th i s  tim e.
Cheaper ra te s  of pay fo r  lab o u r was ano ther p o ss ib le  f a c to r  in  th e  
move. A Guildford firm  (probably Dennis Motors) had moved from London 
fo r  th i s  reason and had in fluenced  Vauxhall to  do l ik e w is e .(4)
S hortly  a f te r  i t s  a r r iv a l  in  Luton Vauxhall was plunged in to  a d isp u te  
involving the Amalgamated Society  of Engineers, which was demanding 
ex tra  payment fo r  n igh t s h i f t  work. A lfred Ash, th e  works manager 
was th e  major spokesman f o r  th e  firm  a t  Engineering employers -  A.S.E. 
tr ib u n a l held  a t  York (5) From th i s  d isp u te  we le a rn  th a t  th e  West 
Hydraulic Company had been paying tim e and a h a lf  in  Bradford, and
(1 ) O p .c it, Luton Saturday Telegraph, 23rd Nov. 1935.
(2) The Engineer, 31st March, 1905. Luton News, 30th March 1905
p . 3, c o l . l .
(3) Mentioned in  numerous advertisem ents in  A utocar, 1904.
(4) Luton News Supplement on In d u stry , 26th March 1964, p .4. No
source i s  in d ica ted  by the w rite r .
(5) Engineering Employers F ederation  Archives May, 1905. M icro-film  
r e f .  N (2) 7.
7-
had abolished  th a t  p ra c tic e  on moving to  Luton in  I 903. The Luton
New In d u s tr ie s  Committee mentioned in  tra d e  jo u rn a ls  th e  low er wage
ra te s  of the d i s t r i c t  coupled with a lack  of unionism, as s p e c if ic  
' -
a t t r a c t io n s  f o r  firm s moving to  the town, ( l )  The Engineer a lso  
mentions 'h ig h  wages' as a strong  reason fo r  Vauxhall and o th er London 
companies to  'move from th e  M etro p o lis .' (2) In  I 906 Commercial 
Cars moved from London to  Luton where i t  a lso  achieved comparable 
growth to  th a t  of Vauxhall in  the p re  1914 p erio d . (3)
The New In d u s tr ie s  Committee proclaimed reduced r a te s  as an ad d itio n a l 
in cen tiv e  to  move to  Luton, as well as  cheap e le c t r i c i ty  (Luton was 
an ea rly  town to  have e le c t r i f i c a t io n ) ,  cheap gas, and th e  a v a i la b i l i ty  
of s id in g s  on th e  main London-Midland railw ay . (4) Other towns o ffe red  
some of th e  favourable conditions but th e  shared s i t e  was probably 
the  main a t t r a c t io n  fo r  Vauxhall.
One in tr ig u in g  question  must be asked. Why d id  a marine engine f in n  
move to  a town which was not on or near a navigable r iv e r?  There . 
a re  no documents av a ilab le  which answer th i s .  The Grand Union canal 
passed through n e i^ b o u r in g  Dunstable bu t Vauxhall d id  not choose to  
move th e re . I t  seems l ik e ly  th a t  th e  d is tan ce  from navigable 
waterways was not im portant. Many Midland firm s such as Humber and 
Daimler in  Coventry produced marine engines w ithout t h e i r  works being  
lo ca ted  near la rg e  or navigable r iv e r s .  The engines could be bench 
te s te d  and taken by railw ay to  th e i r  custom ers. The Vauxhall works 
had i t s  own railw ay  s id in g s  o ff  th e  main London -  Midland l in e .
(1 ) Engineering, Thomas Keens 'Luton as an In d u s tr ia l  C entre '
13th  A pril, 1900. p .10
(2) The Engineer 31st March, I 903. Vol. XCIX, No. 2570
(3 ) Progessive Luton The Empire Trade League (Luton, 1933) p .19 
Luton News 17th August, 19I I  p .7 c o l .4
(4) Thomas Keens Ib id , p .3
T.W.Holtom infoim s us th a t  by 1905 the  company f e l t  i t  was making 
too many d if f e re n t  products ' and th is  d iv e rs i ty  d id  not work out 
too w e ll . ' (1 ) We must assume th a t  they  were unsure which d ire c tio n  
the  firm  was going to  tak e . In  th a t  year th e  company form ally  
amalgamated with th e  West Hydraulic to  form the  Vauxhall and West 
Hydraulic Company L .T .D ., and the  board was increased  from s ix  to  
n in e .(2)
This meant th a t  ca rs , pumps, r e f r ig e ra to r  equipment and h y d rau lic  
machinery was being produced as well as marine engines. The so lu tio n  
to  the problem was to  le g a l ly  sep ara te  th e  ca r s id e  of th e  business 
in  1907 to  form Vauxhall Motors Lim ited. (3) The Vauxhall management 
was u n certa in  on which products to  concentrate  in  those e a r ly  e r r a t ic  
days of the  car in d u stry ; they  d id  no t want to  pu t a l l  t h e i r  eggs in to  
one basket. Events proved th a t  th e  fu tu re  la y  with motor ca rs  and by 
1908 the  Vauxhall and West Hydraulic p aren t company had had i t s  
c a p ita l reduced in  value from £50,000 to  £25,000.(4) The company 
limped on through the  1 s t World War bu t was f in a l ly  wound up in  1918; 
the only two d ire c to rs  l e f t  being William Gardner, of the  o r ig in a l 
Vauxhall Iron Works, and Benjamin Todhunter, one of the  o r ig in a l owners 
of th e  West Hydraulic works. (5) That the  o r ig in a l f irm 's  p roduct, 
marine engines, faded because i t  moved to  Luton i s  doub tfu l. The 
more l ik e ly  explanation  i s  th a t  the  ca r  side  became com paratively 
more su ccessfu l. By 1911 marine engines were only b u i l t  to  order
(1 ) T.S.Holtom 'Memories of Vauxhall: P a rt Two' Luton Saturday 
Telegraph, 3rd A pril, 1936. p .7
( 2) P.R.O. B .T .31 Special R esolution, 17th A pril, 1905
(3) The Times 15th A pril, 1907, p . l4  c o l . l .  The announcement i s  the
only contemporary documentation av a ila b le  of th is  s e p a ra tio n . 
Vauxhall them selves have no record , and the  Companies House 
Vauxhall f i l e  only begins in  1914, when th e  motor c a r  s id e  was 
re c o n s titu te d  once again . The P.R.O. Vauxhall f i l e  does not 
contain  re fe ren ces  to  th is  e i th e r .
(4 ) P.R.O. BT 31 A ffid av it to  Reduce C apita l 11th Nov. 1908.
(5) Ib id  Special R esolution. 9th Ju ly  I 918. Return of th e  F inal 
Winding Up Meeting 24th Sept.,- 1919*
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and they were ad v ertised  with designs and estim ates fo r  ae ro n au tica l 
engines, not a s id e  of the  business th a t  developed, ( l )
The form ation of Vauxhall Motors in  190? gave a balanced lead ersh ip  
to  th e  company f o r  the  f i r s t  tim e. L e s lie  Walton was appointed 
Chairman and jo in t  Managing D irec to r with Percy Kidner. Walton was 
very much a f in a n c ia l man. He was bom  in  1882 in  Croydon, and was 
educated a t  Eton, a f t e r  which he received  commercial tra in in g  in  a 
p r iv a te  bank in  th e  C ity  of London. He l a t e r  jo ined  h is  f a th e r 's  
business as a hop merchant before tak in g  up h is  Vauxhall p o s ts . (2)
He owed h is  p o s itio n  not only to  h is  f in a n c ia l experience but a lso  
because he was a major sh a reh o ld e r .(3) Percy Kidner had jo ined  the 
Vauxhall Iron  Works in  London in  1903, had purchased 2,000 p re fe re n tia l  
shares , and had replaced  John Chambers as jo in t  Managing D irec to r a f t e r  
Chambers re s ig n a tio n  from the  firm  in  th a t  y e a r .(4) He was an 
engineer and l a t e r  became a works d r iv e r  in  com petitions. The o ther 
major fo rce  on th e  board was Frank Hodges, who was appointed 
Consulting E ng ineer.(5) I t  was Kidner and Hodges who undoubtedly 
pushed the  motor ca r s ide  of the  firm  before forming the sep ara te  
company fo r  th i s  purpose. This breed of men s tro v e  fo r  engineering 
worthiness but l ik e  the re la tio n sh ip  between R olls and Royce, Walton, 
the  businessman, attem pted to  keep them on the  road of solvency and 
p r o f i t a b i l i ty .  Both types o f s p e c ia l is t  were needed, and u n fo rtu n a te ly  
too many car firm s placed much emphasis on engineering excellence 
ra th e r  than veh ic le  production as a v iab le  commercial v e n tu re .(6)
(1) Vauxhall Motor C arriages Vauxhall Motors ca ta lo g u e ,(L u to n ,1911)
p. 60.
( 2) Who's Who in  the  Motor Trade (Eds.) P .P e te rs  and H.Thornton 
R u tte r (1934) p .155 "
( 3) Although no evidence has been unearthed as to  how many shares he 
owned a t  th i s  tim e, Vauxhall Motors ( l9 l4 )  L td. in d ic a te s  a 
la rg e  holding.
(4) P.R.O. BT 31 R eg is te r of D irec to rs  28th D ec., 1903.
(5) Derbyshire O p.C it. , p .18
(6) Saul op. c i t . p .4 l
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Royce in  h is  search  fo r  tech n ica l p e rfe c tio n  was co n stan tly  ho ld ing  
up th e  flow of production , and was removed to  a small research  
es tab lishm en t. L an ch este r 's  id eas , though ex c e lle n t, were o ften  
too f a r  in  advance of commercial developments w ith in  the  in d u s try . 
Hodges was not in  the  c la s s  of such men as Royce and L anchester.
Under h is  engineering  lead ersh ip  'th e  company had been making cars  
of no p a r t ic u la r  d i s t in c t io n . ' ( l )  The ta b le  below h in ts  a t  th i s  
change of eng ineering  s ty le  from 1906 onwards when Laurence H.Pomeroy's 
in flu en ce  on th e  firm  begins.
TABLE 1 Vauxhall Models 1903-1913 (2)
Year ' Year ceased Name/Type H.P. Cyls. P r ic e
1903  '1904  -  .5  1 £150
1904  1905  -  6 1 ‘  £150
1908 12/14  12 3 £375
1905 1905 -  7/9  3
1907 -  18 4 £475
1906 19O8 12/16 21 4 £375
1907 -  9 3
1907 1907 12/14  16.8  4
1908 1910 12/16  21 4 £350
1911 AO9 20 4 £465
1911 B09 16 4 £390
1910 1910 BIO 27 6 £535
1 9 1 2  A L l 20 4  £ 5 2 5
(1 ) Kent K arslake and Laurence Pomeroy ( jn r )  From Veteran to  
Vintage (1956) p . 86
( 2) Vauxhall F acts  and F igures (Luton, 1966) Vaujdiall P .R .D ept.
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Year Year ceased Name/Type H.P. Cyls. P rice
1912 B l l 29 6 £665
1 9 U 1912 CIO 20 4 £485
1912 1912 8 20 4 -
1913 A12 20 4
1915 'P r in ce  Henry' 25 4 £ 5 6 5 (£ 5 1 5 )(1 )
; 1915 A ' 1 6 /2 0 4 (£375 ) (1 )
1916 B12 35 6 (£ 650 ) (1 )
1922 D ■ 25 ;; 4 £ 4 6 5 ( # 8 0 ) ( l )
1913 1915 E 30/98 4
D espite th e  p e d es trian  q u a l i t ie s  of Hodges designs th ey  proved to  be
p ro f i ta b le  f o r  th e  company. The p r ic e  . of th e  e a r ly  v o itu re t te s
ranging between £150 and £375 suggests th a t  th e  company was aiming
a t  th e  p ro fe ss io n a l c la s s , which a t  th e  time was th e  low er end of
' '•the m arket. One of V auxhall' s f i r s t  recorded customers was a  d o c to r .(2)
At th e  Olympia Show of 1905, 434 types of ca r were d isp layed , a t  an
average p r ic e  of £600 w ith th e  most expensive co s tin g  £ 2 ,500 . ( 3)
The Edwardian ca r  market and th e  growth of engineering  knowledge soon
in fluenced  Hodges to  b u ild  more e lab o ra te  and la r g e r  ca rs . The market
demand was dominated by th e  wealthy who m ostly regarded m otoring as a
le is u r e  and sp o rtin g  p u rs u it ,  and wanted good performance and
o s te n ta tio n  ra th e r  than economy. Body work was becoming in c r e a s in g  y
heavy as to p s , s id e s  and windscreens were f i t t e d ,  re s u l t in g  in  th e  need
f o r  s tro n g e r  ch assis  and more powerful engines. One no tab le  f a i lu r e  idiich
o rig in a te d  in  an attem pt to  c a te r  f o r  th e  upper c la s s  market was based
on an id ea  by Lord Ranfurly. A hansom cab body was imposed on a
5h .p . ch ass is , and th e  chauffeu r was to  be sea ted  a t  th e  back of th e
(1) P rice s  in  b rack ets  a re  taken from The Gar Super E x c e lle n t, The 
Catalogue of th e  Vau^diall Motor C arriage (Luton, 19l4) pages
( 2) L e tte r  to  Autocar May,1904.Quoted in  D erbyshire op. c i t .p . 13
(3) K arslake and Pomeroy op. c i t  p . 53»
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v eh ic le  exposed to  th e  elem ents, while h is  employers rode in  
comfort in  th e  cab se c tio n , ( l )
More s ig n if ic a n t ly ,  Hodges produced th e  3 c y lin d e r '1 2 / l4 ' model, 
which p riced  a t  £375 was a £225 in c rease  and hera lded  th e  departu re  
from the  inexpensive l i g h t  ca r  c la s s .
Once Vauxhall had s e t t le d  in  Luton, towards th e  end of I 905 à  
4 c y lin d e r 18 h .p . model, was produced p ric ed  a t  £475» and in  th e  
fo llow ing year a -21 h .p . *12/l6* came on th e  m arket. A fte r th is  
tim e Vauxhall r a re ly  produced a  c a r  below 20 h .p . u n t i l  th e  F i r s t  
World War.
While Hodges was not a g re a t innovator he d id  succeed in  adapting  
to  th e  changing market and inco rpo rated  some of th e  new fe a tu re s  
which were co n s tan tly  being in troduced  by th e  in d u s try . In  1906 
.the *12/ 16 ' ,  w ith a 4 cy lin d e r engine, was b a s ic a l ly  a  new design .
I t  was in  th e  main the  work of L.H.Pomeroy, a man whose eng ineering  
design s k i l l  w as‘to  e lev a te  Vauxhall from a  ru n -o f-th e -m ill ca r  
producer, to  a  firm  with an enviable re p u ta tio n .
Laurence Henry Pomeroy was bom  in  1883, and became ap p ren tice  a t  
th e  age of I 6 to  the  North London Locomotive Works in  Bow; 
sim ultaneously he commenced a fo u r year engineering course a t  E ast 
London Technical C ollege. In  I 903 he won a Whitworth E x h ib itio n , and 
by th e  age of 20 'h e  had a  form idable knowledge of mathematics,
I . ' - '
sc ience and engineering . ( 2) In  search ing  f o r  e a r ly  jobs he found 
h is  academic q u a lif ic a tio n s  of l i t t l e  account, and i t  was n o t-u n t i l
he mentioned th a t  he was capable of working in  th e  shops i f  necessary
. . . .
(1 ) D erbyshire o p .c i t  p .12
( 2) Karslake and Pomeroy o p .c i t . p .85
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th a t  he found h im self accep tab le , ( l )  A fte r working b r ie f ly  with 
a London c iv i l  engineering  firm  and a Basingstoke v eh ic le  company, 
h6v took up a p o s t a t  Vaujdiall in  1905 as a ju n io r  d rau^ tsm an , 
and in  I 906 was promoted to  a s s is ta n t  c h ie f  engineer to  Hodges.
V auxhall's  s tro n g  t r a d i t io n  of b u ild in g  and designing  engines 
enabled th e  firm  to  a t t r a c t  such a t a le n t  as Pomeroy's and allow  
i t  scope to  develop. Many o ther ca r  firm s a t  th i s  time were sim ply 
assembly p la n ts . (2) The f i r s t  f i l l i p  which Pomeroy gave to  V auxhall' s 
fozrtunes was in  I 9O8 when a new ca r was needed to  e n te r  th e  2,000 
m ile R .A .C .T ria ls . Hodges, the  chief, engineer, was away in  Egypt 
and Pomeroy was no t slow to  se ize  th e  opportun ity  p resen ted  to  him.
By the  time of Hodges re tu rn , L .H .P 's  design was well on th e  way to  
completion but 'n o t  w ithout opposition  from many of th e  o ld e r 
members of the f i r m . ' (3) The ca r went on to  win th e  t r i a l  fo r  
i t s  c la s s ,  and earned th e  d is t in c t io n  of th e  l e a s t  stoppages of a l l  
-cars in  any c la s s . The next low est to  th e  20 h.p.V auxhall was th e  
Rolls-Royce 'S i lv e r  O iost. ' The Auto Motor Journal summed up by 
saying: 'T hat th e  19O8 performance b r o u ^ t  the  20 h .p .V auxhall from 
a com paratively u n in te re s tin g  background in to  the  f u l l  g la re  of 
p u b lic  i n t e r e s t . '  (4) The opposition  w ith in  the  firm  was no doubt 
q uelled  by the  f a c t  th a t  Percy Kidner, th e  jo in t  managing d ire c to r ,  
drove th e  car in  the  t r i a l ;  and from th i s  time i t  appears th a t  Kidner, 
Pomeroy and A.J.Hancock pushed th e  old members of th e  firm , such 
as Hodges and Ash, in to  the background.
(1 ) on . c i t , p .85 Kap^ake and'Pomeroy
(2) A rgyll, Dennis and Clement ca rs  b o u ^ t  th e i r  engines from A ster 
and White and Poppe, fo r  example, and merely produced the  ch assis  
S inger and M orris a lso  began in  a s im ila r  fa sh io n . SauL op . c i t .
p .p .34 , 35 .
(3) D erbyshire o n . c i t . . p .19.
(4) Quoted in  Karslake and Pomeroy op. c i t . p .8?
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A lfred  Hancock came from a s im ila r  ‘background to  th a t  of Pomeroy.
He was horn in  1884, a ttended  S t. Slaves Grammar School, London 
and th e  Borough Poly technic , and was appren ticed  f o r  5 years a t  
th e  Vauxhall Iro n  ¥orks. Under th e  tu te la g e  of Kidner and Pomeroy 
he was to  emerge as the  main works d r iv e r  f o r  Vauxhall and p a r t ic ip a te d  
in  over 120 races  both n a tio n a lly  and in te rn a tio n a lly .  In  191^ 
he was appointed Geneial Woiks Manager th e  p o st p rev io u sly  held  
by Hodges, ( l )
In  th e  nex t s ix  years Pomeroy produced two ou tstand ing  v eh ic les  
based on th e  development of th e  20 h .p . ca r  of 1908. They were th e  
*C* type, a lso  known as th e  -Prince H enry ', and th e  *30/98* . The 
te c h n ic a l advances in  th e  in d u stry  were rap id  from 190? onwards, 
and by 1914 th e  ca r  had much more in. common with th e  model of 1934 
than  i t  had with the  design of 1904.(2) The *30/ 98* th o u ^  f i r s t  
b u i l t  in  1913 i s  regarded as a  v in tage r a th e r  than  a  v e teran  c a r  as 
th e  major p a r t  of production took p lace  in  the  years a f t e r  the  
1 s t  World War. I t  remained in  p roduction  in  various forms u n t i l  
1926, s t r o n g y r iv a l l in g  Bentley p roducts.
Pomeroy was regarded as 'one of th e  most in f lu e n t ia l  engineers in  the 
in d u s try * , ( 3) and th e re fo re , comparable with Lanchester and Royce, 
but h is  c lo se s t r iv a l  was Louis Coatalen of Sunbeam in  terms of rac in g  
designs and prowess. Both men had a fundamental in flu en ce  on th e  
d ire c tio n  and development of t h e i r  f irm s, c re a tin g  a resp ec ted  marque 
through rep u ta tio n s  gained in  com petitions. Both firm s expanded as
(1 ) * Who's Who in  the  Motor Trade* (E ds.) P .P e te rs  and H. Thornton . 
R u tte r (1934) p .63 .
(2) Karslake and Pomeroy op. c i t  p .5
(3) M. Seth-Smith The Long Haul: A Social H isto ry  of B r i t is h  Commercial 
V ehicle. (1975) P . I 09 . '
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a r e s u l t  of th e  excellence of th e i r  d es ig n e rs . The ta b le  below 
i l l u s t r a t e s  th e  expansion of Vauxhall which was marked from 1909»
V .
Year Car Output Employees F loo r Area Output p er 
Employee
1903 43 150* j  acre  
§ ac re
. 28+
1904 76 180* .421-
1905 1 180* 1 ac re change of s i t e
1906 15 180* 1 acre .08+
1907 69 200* 1% acres .34 i-
I 9O8 94 250* 2 acres ^37+
1909 . 195 350* 2^ acres •55+
1910 243 460* 3 acres .521-
1911 265 500* 3 acres .534-
1912 302 560* 4 acres .53+
1913 387. 575 4 acres . 67+
* Estim ated f ig u re s  -  no records.
+ C alcu lated  from columns 2 and 3»
The f iv e  fo ld  in c rease  between 190? and 1913 seems im pressive, bu t 
a l th o u ^  one of th e  29 major ca r  producers, Vauxhall*s output was 
sm a ll .(2)
The Model 'T ' fa c to ry  a t  Manchester-had an output of 6,000 v e h ic le s  
in  1913, which would have accounted f o r  ju s t  under o n e - f if th  of th e  
to ta l  B r it is h  v eh ic le  output of 34,000. Wolseley was second la r g e s t  
producer with 3,000, and th e  o th e r le a d e rs  were Humber 2,500 ,
Sunbeam, 1,700, Rover 1,600 and A ustin with 1,500 c a rs . (3) These 
s ix  firm s accounted f o r  n early  50 p e r cent of B r i t is h  v eh ic le  p roduction . 
Vauxhall*s expansion had been slow by comparison with Sunbeam. The 
f i r s t  Sunbeam c a r  had been produced in  1899» fo u r years befo re  Hodge's
(1 ) Vauxhall F ac ts  and F igures P .R .T ypescrip t (Luton, 1966) .
There i s  no in d ic a tio n  as to  how th ese  estim ates  were c a lc u la te d .
(2) Sunbeam's output was as fo llo w s:-  1909 100
1910 515
1911 853
1912 2,350
1913 1»700 Source: Saul 
. op■c i t  p . 29
The s teep  r i s e  in  Sunbeam's output between 1909 and 1910, and 
i t s  con tinuing  in c rease , i s  a t t r ib u te d  to  C o a ta len 's  12-16 h .p . 
model. Saul Ib id  p .29
( 3) Saul b p . c i t . Table 3» P»25
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one cy lin d e r v o i tu re t te ,  but even by I 906 Sunbeam's output was 
only 161 carsj(l) At th i s  time the  two firm s were f a i r l y  comparable 
in  s iz e  but Sunbeam expanded rap id ly  a f t e r  I 9O8 . The au th o rised  
c a p ita l  of Sunbeam was only £40,000 in  1905 (2)
Pomeroy's son reminds u s , however, th a t  s iz e  and output a re  not 
n e c e ssa r ily  synonymous w ith p r o f i t a b i l i ty ,  and th a t  Vauxhall 'made 
a n e t p r o f i t  of about 10 p e r  cent on the  catalogue p r ic e  of each 
c a r . ' (3)
Table 3 in d ic a te s  the annual breakdown of p r o f i t s  and sa le s  befo re  
d i r e c to r 's  fe e s  and income tax  were deducted.
TABLE 3 Sales and Pre-Tax P ro f i ts  of Vauxhall 1909-1914 and a  
comparison with Sunbeam (4)
Year Sales P ro f i ts C apital Sunbeam P r o f i t s C ap ita l
1909 £89,786 £12,939 k/ a £90 h/ a
1910 £ 120,326 £18,722 h/ a £ 20,700 h/ a
1911 £127,539 £  7 »651 h/ a £41,000 h/ a
1912 £ 176,217 £16,984 h/ a h/ a h/ a
1913 £220,690 £ 30,868 H/A £ 94,909 £120,000
1914, £ 260,670 £21,173 .£200,000 h/ a h/ a
Because of expenses involved in  works reo rg an isa tio n  p r o f i t s  f e l l  in  
1911, Sunbeam's p r o f i t s  of £94,909 in  1913 on a c a p ita l  of £120,000
(1 ) S au l.op.b i t  Table 2, p .24.
(2) David Scott-M oncrieff Veteran and Edwardian Motor Gars (1955)» 
p .156 .
(3) K arslake and Pomeroy op. c i t . p .p .90.
(4) Vauxhall A u d ito r 's  Report 2?th A p ril, 1914. Companies House
Vauxhall F i le  No. 13576?. For years ending 31st December,
1909- 1913. Report to  th e  D irec to rs  1914, Vauxhall Motors 
A rchives.
Sunbeam f ig u re s  a re  quoted in  K arslake and Pomeroy o p .c i t .P .92
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can only be d escrib ed  as sp ec ta cu la r , and by such comparisons 
Vauxhall*s p ro g ress  seems somevhat s lu g g ish . Obviously concerned 
th ^ t i t  was producing below woiks cap ac ity , d e sp ite  th e  expansion 
and th e  use of modem m achinery(l) th e  firm  was re c o n s ti tu te d  and 
re c a p ita l is e d  in  1914 under th e  t i t l e  of Vauxhall Motors (1914) L td , (2) 
Hodges had been more s c e p tic a l of th e  commercial value of sp o rtin g  
successes than  Pomeroy and Kidner, (3) bu t Sunbeam had pursued a 
com petitive ra c in g  p o lic y ,
Pomeroy was aware of th e  means to  a t t a in  e f f ic ie n t  p roduction  which 
he so u # it to  achieve ensuring th a t  machinery was up to  da te  and woik 
flowelT#! organ ised  on a card indexing system of job a l lo c a t io n  which 
involved th e  tim ing  of jo b s, (4)
The m ajor reason f o r  i t s  la c k - lu s t r e  s a le s  performance compared with 
th a t  of Sunbeam has been a sc rib ed  to  la ck  of business acumen. (5)
This i s  r a th e r  a  vague concept and th e  .w rite r  does not e la b o ra te . 
Vauxhall v eh ic les  were in  g re a t demand a f t e r  the  success achieved 
by Pomeroy's c a r s ,  but they  could no t meet th a t  demand. The p o te n tia l  
works cap ac ity  was p resen t but ex te rn a l c a p ita l  was lack in g .
Vauxhall was s in g u la r ly  unsuccessfu l a t  a t t r a c t in g  c a p ita l  and much 
of i t s  expansion was r e l ia n t  on debenture issu es  and the  ploughing 
back of p r o f i t s ,  as  in  th e  case of th e  Vauxhall expansion of 1911.
Even befo re  re o rg an isa tio n  in  1914 shsoreholdings only amounted to  
£191297 of a p o ss ib le  issu e  of £ 30 , 000, ( 6)
(1) 'A v i s i t  to  the  Vauxhall Works' Luton News 2nd November,1911 
p ,7 , c o ls , 4 ,5  & 6. Luton News l4 th  November, 1912 p . 7 cols,6& 7. 
The Car Super E x c e lle n t, The Catalogue of th e  Vauxhall Motor 
C arriage (Luton, 1914) p . 43,44 and 46,
(2) Memorandum and A rtic le s  of A ssociation  12th May,1914 Companies - 
House Vauxhall F i le  No, 135767.
(3) K .U lly e tt The Vauxhall Companion (1971 ) p .54
(4) The Car Super E xcellen t op, c i t , p .4?
(5) • S.B .Saul 'The Motor In d u stry  in  B r ita in  to  1914' B usiness
H isto ry  V (1962) .  p . 34.
(6) V aluation of Vauxhall Motors L td . - 10th March 1914. Companies 
House Vamdiall F i le  No, 135767**
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A slow acciM ulation of c a p ita l  could not be regarded as a 
disadvantage up to  I 9O8 , bu t th e re a f te r  when Vauxhall veh ic les  were 
in  demand, i t  was a hindrance.
The Board of th e  reorganised  company s o u ^ t  to  r e c t i f y  t h i s  p o s itio n . 
The nominal c a p ita l  of Vauxhall Motors (1914) L td, was issued  a t  
£200,000 in  o rd inary  Shares, of which £66,000 were to  be taken in  
p a r t  purchase of th e  old company. This l e f t  £134,000 to  be issu ed , 
of ih ich  £44,000 had been taken up by th e  d ire c to rs ,  ( l )  thus was 
effected  a considerab le  r i s e  in  V auxhall' s c a p ita l .
Company reo rg an isa tio n  was accompanied by a  disappearance of a l l  
except e x is tin g  d ire c to rs  and they were rep laced  by L e s lie  Walton, 
h is  b ro th e r A lfred, Laurence Pomeroy, and John M aitland, a  banker, 
L e s lie  Walton and Kidner were the  jo in t  managing d ire c to rs  of th e  
new company,(2)
Considerable optimism was expressed by the  Board concerning the  'new' 
venture, and p ro je c ted  p r o f i t s  f o r  1914 were expected to  top £40,000, 
and be even h ig h er in  1915. (3) The i n i t i a l  e f fe c ts  of the  war were 
to  thw art th ese  hopes, d esp ite  the  f a c t  th a t  th e  previous year was 
i t s  most successfu l in  rac ing  and com petitions. P ro f i ts  f e l l  to  
£21,173* Walton, who was appointed Chairman, fo llow ing M aitland 's  
death in  1914 repo rted  th a t  th i s  was mainly due to  ' I 50 men out 
of a s ta f f  of 700 jo in in g  the  co lours, and consequently th e  r a te  of
(1 ) 'Nominal C ap ita l Vauxhall Motors ( l9 l4 )  L td, ' 1 s t  May,1914, 
Op.Git
( 2) 'A r tic le s  of A sso c ia tio n ,' Op.Git
(3) The Times l8 th  May, 1914 p,20 c o l ,6,
\  y ::
p roduction  was a f f e c te d ,* ( l )  The company was saved by orders 
from th e  War O ffice  which took Vauxhallfe e n t ire  output; but only one 
c a r, the  25 h .p , model was to  be b u i l t  and used as an army s ta f f  
c a r . In  a d d itio n , th e  Admiralty and War O ffice awarded la rg e  
c o n trac ts  to  Vauxhall fo r  th e  m anufacture of fu se s , Wiich was 
to  re q u ire  the  equipping and b u ild in g  of an e n tire  f a c to r y . (2)
By 1916 a l l  a v a ila b le  land  ad jo in ing  th e  works was purchased with 
a view to  e x te n s io n s .(3) In  order to  finance  th e  extensions a 
f u r th e r  100,000 o rd inary  shares were issu ed . New o ff ic e s  and 
s to re s  were e re c ted  and extensions made to  th e  running shop .(4), 
Guaranteed sa le s  s l i ^ t l y  h igher than  pre-w ar market p r ic e s  to g e th e r  
with th e  s a le s  r e s u l t in g  from th e  fu se  department ensured h ea lth y  
p r o f i t s .  By th e  end of th e  war a  f u r th e r  £100,000 of shares had 
been issu ed  b rin g in g  a t o ta l  £400,000; meanwhile s in ce  1915 
shareholders had received  an annual d iv idend , of 10^. (5) P ro f i ts  
in  1919, however, provided an in d ic a tio n  of th e  problems which 
Vauxhall was to  face  in  th e  1920*s , as  the  fo llow ing ta b le  rev ea ls :
(1 ) Report of th e  1 s t  Ordinary General Meeting The Times 9th A pril,
1915 p .6, c o l ,4.
( 2) I b id , p ,6 , c o l ,4 ,
(3) Report of th e  2nd Ordinary General Meeting The Times l4 th  A p iil,
1916 p .14, c o l .5 .
(4) Ib id , p . l4 ,  c o l ,5
(5) E x traord inary  R esolu tion . Nominal C ap ita l In c rease , 19th  November, 
1919. Companies House Vauxhall F i le ,  No, 13576?,
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TABLE 4 Vauxhall S a les, P rof i t  and C ap ita l 1914-1929 ( l )
Sales : -
Year
1914
1915
1916
1917
1918
1919
1920
1921
1922
1923
Motor
Dept.
£s
260,000
411,584
315,896
376.579
483,698
595,590
812.579 
519,240. 
542,127
983,790
Fuse 
Dept, 
£s
Issued
C apita l
200,000
Actual
P ro f i ts
216,074
239,135
418,263
50,087
1924 1 , 000,528
1925 n /a
1926
1927
1928
1929
n /a
n /a
n /a
n /a
£s
21,173 
56,028
300.000 70,000 
79,327 
67,100
400.000 25,800
600.000 35,222
- 221, 758(1o s s ) 
-  76, 710(1o s s )
54,132
50,066
300, 000* 36,082
600.000 36
668.000 -320 ,943(1 oss)
750.000 -266 , 340(lo ss )  
- 283, 791(1o s s )
P r o f i t  on
Trading
£ s
n /a
n /a
n /a
n /a
n /a
53,179
none 
- 49,000 ( lo s s )
105,459
101,279
91,283
36
-3 20 ,943 (1 oss)
-19 5 ,1 1 4 (1 oss)
- 209, 913(1 o ss)
* C ap ita l halved in to  300,000 ordinary  shares @ lO /-  each, and 
300,000 P re fe re n tia l  shares @ lO /-  each.
The 1919 downturn in  p r o f i t s  was viewed as temporary and a t t r ib u te d
to  excess p r o f i t  ta x , the  change over from war to  peace time
production , and th e  lo s s  of war co n trac t’s in  th e  fu se  departm ent.(2 )
(1 ) Sources; Companies House Vauxhall F i le ,  No. 135767; Reports 
to  th e  D irec to rs  1914-1929, Vauxhall Company A rchives;
Reports of th e  Ordinary General M eetings, The Times, 1914-1925*
( 2) 'R eport to  th e  D irec to rs ,' 1922. p .5»
In  cLcLdltion th e  Russian Branch, "Ëiich had been opened in  1911 
( a f t e r  ro y a lty  and n o b i l i ty  had shown an in te r e s t  in  Vauxhall ca rs)  
l o s t  money re g u la r ly  beginning in  th e  rev o lu tio n ary  year of 1917. 
F in a lly  in  1922 th e  Board decided to  w rite  o ff  th e  sum of £18,305, 
as i t  was unable to  continue tra d in g  * in  view of th e  p resen t 
u n ce rta in  s ta te  of a f f a i r s  in  R u ss ia . ' ( l )
S trugg le  f o r  Survival 1920-1925
■ . '
During th e  1 s t  World War Vauxhall had b u i l t  n ea rly  2,000 s t a f f  ca rs  
f o r  th e  B r i t is h  Army, and possessed as d id  th e  G rossiey Gar Company 
the  m ajor advantage of having been in  continuous v eh ic le  p roduction  
s ince  1914; reconversion  seemed to  p re sen t few problems which 
prompted considerab le  optimism f o r  fu tu re  p ro sp ec ts . F a r from
such hopes being re a l is e d  however, th e  company began to  sink  deeply  
in to  f in a n c ia l  c r i s i s  from 1921, and by th e  middle 1920*s th e  f i r m 's  
continued ex isten ce  was under th re a t .
There a re  a number of reasons fo r  t h i s ,  includ ing  unsound m anagerial 
p o lic ie s  which were m anifested in  over expansion a t  th e  end of th e  
War, the  resum ption of com petitive rac in g  a t  a time of slump, and the 
production  of th e  wrong type of models, (2) Vauxhall was not a lone in  
su ffe r in g  from such d e fec ts  -  some of which had been p a r t  of a 
success s to ry  in  th e  pre-w ar y ears. The b a s ic  reasons la y  in  th e  
e f fe c ts  of th e  post-w ar depression , and th e  fundamental change in  
th e  motor ca r market during  the  1920's ,  le d  by the  la rg e  producers
(1) 'R eport to  th e  D ire c to rs ’f o r  th e  Year Ending 3 1st December,1921 
P resen ted  a t  8th Ordinary General Meeting 27th A p ril, 1922.
(2) This can be summed up as weak management and weak management 
p o l ic ie s ,  and th e  1920*s m aiket s ta rk ly  revealed  th i s  'la c k  
of business acumen' to  which Saul r e fe r s .  S.B .Saul 'The 
Motor Industry  in  Great B r ita in  to  1914' Business H isto ry
V (1962) p . 34.
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such as Ford, M orris and A ustin. Of th ese  the  change in  th e  c a r  
market was by f a r  the  most im portant, and th i s  development was 
no t to  be f u l ly  recognised u n t i l  well in to  th e  decade. Such 
developments were th e re fo re  no t apparent to  ca r  producers in  th e  
s e l l e r 's  market th a t  p rev a iled  in  th e  immediate post-w ar y e a rs .
Anxious to  cash in  on th e  boom of a v eh ic le  s ta rv ed  m aiket, many 
new firm s en tered  th e  in d u stry  and those  in  ex isten ce  planned 
ex tensive  expansion programmes between 1918 and 1921. V auxhall' s 
c a p ita l  was in creased  by £200,000 in  1920 to  £600 ,000 ,( l )  and an 
a d d itio n a l I j  ac res  of f lo o r  space was added. This more than 
doubled th e  s iz e  of th e  Vauxhall woiks of 1914. Kimpton Road, idiich 
serv iced  th e  works, was m etalled  and 320 workmen's houses were b u i l t  
on a s i t e  nearby.^ In  ad d itio n  an ap p ren tice  scheme had been 
in troduced  with c la sse s  in  various t r a d e s . (2) In  1921 1? acres  
of p lay ing  f ie ld s  with a tten d an t f a c i l i t i e s  had been opened 'a s  
comprehensive p ro v is io n  f o r  w orker's r e c r e a t io n . '(3 )
Finance was provided,by bank O verdrafts to  th e  value of £246,000 
in  1919(4 ) and by th e  is su e  of £ 300,000 on sh o rt term n o tes , repayable 
in  1925, (5 ) Perhaps th e  most unwise of Vauxhall ' s moves was to  
in v e s t £90,000 in  S.F.Edge’s A.C.Cars L td. (6 ), y h ich  was to  go in to  
liq u id a t io n  along'.w ith numerous o th e r firm s during th e  1920 's .
The consequence of th e  boom conditions included high c a r  p r ic e s  which 
were caused by th e  rap id  in crease  in  lab o u r and m a te ria l c o s ts .
(1 ) ’E xtraord inary  R esolu tion’ 12th  February, 1920. Companies 
House, Vauxhall F i le ,  No. 13576?.
( 2)' Luton News 11th December, 1919» p ;5  and 24th January, 1 9 l8 ,p .? .
(3) Luton News ?th  Ju ly  1921, p .4.
(4) 'R eport to  the  D irec to rs  of 6th Ordinary General M eeting'
20th A p ril, 1920.
(5 ) The Times ? th  October, 1920, p p .l4  and 15 .
(6) The Times 'R eport of 8th Ordinary General M eeting ', 28th A p ril,
1 9 2 2  P . 2 3 . C 0 I . 5 .
The Company was named by Michael Sedgwick . in  Vauxhall (B eaulieu , 
1981) p . 17  ^ No evidence i s  a v a ila b le  as to  vAiy th i s  investm ent 
was made. .
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P rice s  ro se  from a  pre-w ar peak of £650 f o r  a  Vauxhall 35 h .p .
6 c y lin d e r  model to  £1,960 f o r  th e  4 cy lin d e r  23 h .p . *30/98* 
mo(^el in  1919. ( l )  The 25 h .p . 'D type* which had been th e  only . 
ca r  to  be produced during th e  war, was to  be marketed a t  £875 In  
1918 bu t in  1919 was s e l l in g  a t  th e  much h i ^ e r  p r ic e  of £1 , 450 . ( 2) 
D espite th e  bouyant post-w ar market, firm s could only be p ro f i ta b le  
i f  enough cars could be so ld  with a  wide p r o f i t  margin on each 
model. At th a t  time those such as  Vauxhall, Daimler, Sunbeam 
and G rossiey could not achieve th ese  ends. This was because th e  
hand c r a f t  methods of production vhich th e se  firm s and most o th e rs  
employed, were unable to  produce v eh ic le s  in  la rg e  en o u ^  numbers. (3) 
This would e n ta i l  a change to  mass p roduction  methods. T herefore 
when th e  boom co llapsed  in  1920/ 21 , demand f o r  ca rs  f e l l  away by 
alm ost 50 p e r cen t while p r ic e s  remained h igh , and p r o f i t a b i l i t y  
evaporated qu ick ly . Even a r e la t iv e ly  la rg e  producer such as A ustin  
ran in to  se rio u s  f in a n c ia l  d i f f i c u l t i e s .(4 )  However, A ustin was 
a lread y  planning to  produce a 7 h .p . mass produced c a r  in  th e  Summer 
of 1920 . ( 5 ) The Austin 'Seven* was to  r e t a i l  a t  £225 in  1922, 
which was soon to  f a l l  to  £l65 by December, 1923* ( 6) By mass 
producing low piuced cars such as th e  'Seven* and M orris, th e  8 h .p .  
'Cow ley', la rg e  p r o f i t s  could be r e a l is e d  by ca te r in g  f o r  a cheaper 
and wider m arket.
Vauxhall and i t s  r iv a ls ,  which were producers of cars  in  th e  medium
(1 ) ' Vauxhall F acts and F ig u res ' Vauxhall Motors (Luton 1966) .
(2) Sedgwick Op. G it . p .30
(3) R.J.Ovary William M orris;Viscount N uffie ld  (1976) p . l 6 .
(4) Roy Ghurch H erbert A ustin; The B r i t is h  Motor Car In d u stry  to  
1941 (1979) p .50
(5) R.J.W yatt The Austin Seven; The Motor f o r  the  M illion  (1968)
P . I 9 .
( 6) Wyatt Ib id , pp. 22 and 24.
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luxury  and. to u rin g  range immediately f e l t  the  slump in  th e  m arket.
D espite W alton's proclam ation in  1920 th a t  * h i^  p r ic e s  w ill ru le
in  our in d u s t r y . . . .  Even i f  th e re  was overproduction i t  w ill
c e r ta in ly  not be in  th e  type of ca r  th a t  we m anufacture, ' ( l )  by
th e  end of the  year th e  £1,300  model had been reduced to  £1,050
and the  £1,950 model reduced to  £1,675» (2) A ll f irm s d id  lik e w ise ,
fo llow ing th e  example of M orris >diich had cu t p r ic e s  of th e
'Cowley' 2 s e a te r  from £465 in  1920 to  £299 in  October 1921, and
th e  'O xford' 2 s e a te r  from £535 to  £415. By 1928 th e  'Cowley' 2
s e a te r  and 4 s e a te r  re sp e c tiv e ly  were p riced  a t  £ l4 2  and £170,
and th e  'O xford ' 2 and 4 s e a te rs , £210 and £225.(3) Such p r ic e
decreases could only be achieved by mass production methods and
th e  wholesale buying out of components, a  fu r th e r  fe a tu re  of which 
 ^ '
was th e  m anufacture and assembly of th e  ca r  as  a whole, in c lu d in g  
the  body work and f in is h .
The medium luxury  c a r  firm s of which Vauxhall was re p re se n ta tiv e  
could no t hope to  compete and th i s  type of producer su ffe red  q u ite  
severe ly  as th e  mass producers making e f f ic ie n t ,  r e l ia b le  and cheap 
ca rs , squeezed them out. Vauxhall, Sunbeam and s im ila r  firm s were 
e i th e r  fo rced  to  compete, by adopting such methods, o r had to  become 
producers of high q u a lity  veh ic les  f o r  a lim ite d  market in  Tdiich h i ^  
p r ic e s  could be p ro f i ta b le .  In  e f fe c t  such firm s were caught 
between two s to o ls .
These tren d s  were no t to  be f u l ly  ap p rec ia ted  u n t i l  l a t e r  in  th e
(1) The Times 20th A pril, 1920.p .25 ,c o l .5» ' Report of the  6 th  
Ordinary General Meeting.’
(2) The Times 4 th  October, 1920. p .10, c o l .5.
(3 ) R.J.Overy O p.C it. Table 5 iP .l3 2 .
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decade, but even in  1922 Vau3diall management s t i l l  expressed a 
b e l ie f  in  the market fo r  th e  la r g er  car once th a t trade had revived  
s u f f ic ie n t ly .
'Everyone who has purchased a sm all ca r  to  do th e  woik of a 
' b ig  c a r  i s  going to  buy the  25 h .p . Vauxhall o r something s im ila r , 
as soon as he i s  once again  ab le  to  a ffo rd  i t . . . . . t h e  uses to
which a small c a r  can be pu t a re  r e la t iv e ly  l im i te d . ' ( l )
Such despera te  optimism was held  in  th e  knowledge th a t  Vauxhall had 
su sta in ed  lo s s e s  of £221,758 in  1921.(2) With heavy c a p ita l 
commitments and debts in  th e  form of bank o v erd ra fts  and sh o rt , 
term n o tes , th e  Vauxhall board r e lu c ta n tly  tu rned  to  th e  «production 
of a  sm aller v eh ic le  which they  hoped would in c rease  s a le s . The 
r e s u l t s  of t h i s  p o licy  change was th e  production  of th e  'M Jype l4 /4 0 ' 
in  1922 r e t a i l in g  a t  £650 -  a considerab le  drop in  th e  normal 
Vauxhall p r ic e . The firm , no doubt, took comfort in  th e  f a c t  th a t  
Sunbeam, G rossiey and Humber a lso  began production of 1 4 /4 0 's , 
although these  r iv a ls  would narrow th a t  market considerab ly .
The in te re s t in g  th in g  i s  th a t  firm s of a  l ik e  na tu re  responded in  
a s im ila r  fash io n  to  th e  market change. The number of ca r s a le s  
increased  in  each of th ese  companies, as th e  fo llow ing  ta b le  in d ic a te s , 
bu t 'a la s  the  market f o r  th ese  s te a d ily  d ried  up, and slowly th e  
ranks of the  s p e c ia l is t  producers w ith e red .' (3)
(1 ) The Times 28th A p ril, 1922. p . 23, c o l .5. x'Report of th e  8th  
Ordinary General M eeting,'
( 2) See Table 4 , page 20.
(3) Lord Montagu of Beaulieu Lost Causes of Motoring (196O) p .5*
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TABLE 5 Output of Gars, Number of Employees and F loo r Area of
Vauxhall Motors 1919-1929 ( l )
Year Gar Output Employees F loor Area
1919 565 750* Qj acres
1920 689 1023 9 "
1921 479 1210* 9i "
1922 637 1390* 9 i  "
1923 1462 1570* 10 "
1924 1366 1750* 10 "
1925 1388 1820* 1 0 | "
1926 1516 1934 10& "
1927 1654 2277 11 "
1928 2589 1477 H i  "
1929  ' 1278 1552 H i  "
The *14/4Q was one of th e  f r u i t s  of G .E.K ing's work as .Ghief E ngineer. 
King was a capable engineer and had served  h is  ap p ren ticesh ip  in  
Adams Motors in  nearby .Bedford, l a t e r  becoming th e i r  d esigner and 
then moving to  th e  p o s t of A ssis tan t to  th e  D irec teu r Technique 
S ociété  L orraine de D ie tric h  in  P a r is .  He jo ined  Vauxhall in  1914, 
f i r s t  as a  designer and then as A ss is ta n t Ghief Engineer, under 
Pomeroy, and became Ghief Engineer on th e  re s ig n a tio n  of Pomeroy in  
1919. (2)
King was con ten t, in  th e  main, to  improve r a th e r  than  innovate and 
th i s  conservative  approach co n trasted  s tr ik in g ly  with th a t  of Pomeroy.
(1) 'Vauxhall F acts and F ig u res ' Vauxhall Motors, Luton (1966) 
^Estim ated f ig u re s  -  no reco rd s . I t  i s  not known from which 
months f ig u re s  f o r  ca r output and employees a re  taken f o r  a 
12 month p erio d .
( 2) Who's Who in  th e  Motor Trade (Eds.) P .P e te rs  and H.Thornton 
R u tte r  (1934) p .82.
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N evertheless, th e  *l4/40*, th e  *0E* and th e  'OD', h is  two o th e r  
designs, based h eav ily  on Pomeroy's woik, were considered to  be 
ex ce llen t examples of th e  good v in tage ca r  and well w ith in  th e
’  -V
t r a d i t io n  of Vauxhall ' Super excellence . ' ( l )  The l4 /4 0 , however, 
became th e  m ainstay of th e  fa c to ry  u n t i l  1925, from idiich came 30 
ca rs  a  week, a  h i ^  r a te  by V auxhall' s previous s tandards and 
prov id ing  employment f o r  2,000 w o ikers.(2) The fo llow ing  ta b le  of 
Vauxhall v eh ic le s  in  th e  1920 's c le a r ly  in d ic a te s  th a t  they  s t i l l  
produced predom inantly more powerful v eh ic les  o th e r than  th e  'l4 /4 0 ' 
f o r  th e  r e s t  of the  decade.
TABLE 6 Vauxhall Models 1919-1930 (3) -
Year Year 
Geased
Name/ 
Type .
H.P. Gylé. P ric e
1919 1922 D Type 2 5 , 4 £1 , 300-£1,050
1922 E Type ' 30/ 98 ' 4 £ 1 ,9 6 0 ^ ,3 5 0
1922 1925 M Type '1 4 /4 0 ' 4 £650
1926 CD Type 23/60 4 £695
1923 1926 ' OE Type 30/98 4 —
1924 - 1927 LM Type 14 4 £ 815-495
1925 1927 25/70 25 6 a . ,  675-1,350
1927 1928 R Type 20 6 -
1929 20/60 20 6 £475-375
1929 1929 R Type 21 6 -
1930 1933 S ile n t  80 23 6 £ 750-565
While Vauxhall cars  were well made and enjoyed a  considerab le  
rep u ta tio n  they  lagged behind in  some a reas  of tec h n ica l developm ents. 
The f i r s t  l4 /4 0 's  produced, f o r  example, had s id e  va lves, as d id  th e  
E Type, idien r iv a ls  were in s ta l l in g  over-head valves which gave b e t te r  
perform ance. The E Type f ro n t wheel brakes were always su sp ec t.
(1 ) M.Sedgwick Vauxhall (198I )  p .17
( 2) G .Glutton and J .S ta n fo rd  The Vintage Motor Gar (196I  e d i t io n , 
1 s t  pub.1954) p .156 .
(3) 'Vauxhall Facts and F ig u res ' Vauxhall Motors, Luton (1966) .
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e sp e c ia lly  in  a  c a r  which had a  powerful engine. Four wheeled 
brakes and over head valves were not inco rpo ra ted  u n t i l  th e  middle 
of^  th e  decade; bu t by 1925 th e  l4 /4 0  'had  developed in to  a  very  
p re t ty  to u rin g  c a r . '  ( l )
The 30/98 was always h ig h ly  regarded, bu t by th e  middle of th e  
decade th e  o r ig in a l  1913 design was becoming outmoded. P r ic e  
c u ttin g  exerted  a d d itio n a l p re ssu re . The l4  h ,p . L.M.Type, which 
was a m odified l4 /4 0  and p ric e d  a t  £495 in  1927, (2) stood up well 
to  th e  s l i ^ t l y  su p erio r Sunbeam l4 /4 0  p ric ed  a t  £625 in  th e  same 
year. (3) The Humber 14/40 a t  £460 performed le s s  well than  th e  
Vauxhall. (4) None however could compete with th e  Morris Oxford 
to u re r  a t  £300 , and even th o u ^  i t s  performance was in f e r io r  to  
• th a t of th e  Vauxhall and Sunbeam, th e  c a r  was r e l ia b le ,  easy to  
m aintain and, above a l l ,  cheap.
In  the  la r g e r  c a r  market Vauxhall a lso  found considerable com petition . 
• The 6 c y lin d e r .25/70 o r S Type, was an attem pt to  m aintain a  p o s it io n  
in  th e  market a f t e r  1925 bu t r e ta i le d  a t  between £1,675 and £1 , 350; 
whereas the  Sunbeam 20/60 handled b e t te r  and had b e t te r  brakes and 
so ld  f o r  only £950 in  1926. (5) In  terms of r e l i a b i l i t y  and 
performance n e i th e r  ca r could compete - with th e  R olls Royce 20 h .p . 
which r e ta i le d  a t  a s im ila r  p r ic e  to  th e  Vaujdiall S type, bu t
(1) G lutton and Stanford o p .c i t . p .157 ~ ~
( 2) See Table 6 , p .27 above.
(3) G.Bishop 'Sunbeam: M ilestones of Motoring H is to ry ' in  The World 
of Automobiles: An I l lu s t r a te d  E n cy c lo p a^ ia  of the  Motor Gar 
(Undated, l a t e  1970's )  p .2250 (Ed,I,W ard)
(4) G.Bishop 'Humber: Q uality  and Gomfort Before Perform ance'
Ib id  p . 985.
Rover, G rossi ey. Bean a l l  produced l4  h .p . ca rs  and S ta r ,  S inger 
and S traker-S qu ire  produced 15 h .p . models. This m iddle 
range market was" h eav ily  com petitive in  what was to  become a 
r e l a t iv e ly  dec lin in g  m aiket.
(5) I  am g ra te fu l  to  Mr. Brook, L ib ra r ia n  of th e  V eteran Gar Glub, 
f o r  t h i s  in fo rm atio n ,'an d  some members who spen t tim e debating  
th e  m erits  of Vauxhall veh ic les  and t h e i r  r iv a ls  in  th e  1 9 20 's . 
P obeit Grav R olls on the  Rocks: The H isto ry  of R olls Royce 
(S a lisb u ry , 1971) p.54.*
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combined superb workmanship and f in is h  in  body and trim .
Attempts to  compete in  th e  la rg e  and sm all medium range markets 
were unsuccessfu l. The basic  problem f o r  V auxhall, Humber, Sunbeam 
and s im ila r  companies was t h e i r  low p ro d u c tiv ity  which prevented 
e f fe c tiv e  p r ic e  com petition with producers such as  M orris, Ford and 
A ustin.
By th e  mid 1920*s Vauxhall had made an attem pt to  remedy low 
p ro d u c tiv ity  by reo rg an isin g  th e  works along a  quasi-assem bly l in e  
f o r  the  in s e r t io n  of the  engine and o th e r  ad jacen t p a r ts  of the  
c h a s s is .( l )  I t  was, however, ponderously slow compared with mass 
producer companies, and was in  r e a l i ty  a  more e f f ic ie n t  version  
of th e  old batch system of production . The f a in t  p ra ise  given by 
th e  Automobile Engineer a f t e r  a correspondent had v is i te d  the  
reorgan ised  works was alm ost a condemnation.
'The Company have managed to  in troduce some of th e  b e s t 
fe a tu re s  of mass production in to  an o rg an isa tio n  which 
p reserves in d iv id u a lity , and i s  s u f f ic ie n t ly  f le x ib le  to  
c a te r  f o r  the  customer who i s  prepared  to  pay ratherm ore 
than  th e  p ric e  of a mass produced c a r . ' (2)
In  1925 L e s lie  Walton s ta te d  the Vauxhall dilemma in  bold words
which could have equally  app lied  to  Sunbeam, Humber, Gros s i  ey and
o th e r firm s:
'We a re  not equipped, we have no t had th e  tra in in g  and we
have no d e s ire  to  produce la rg e  q u a n ti t ie s  of ca rs  on mass
(1 ) The Automobile Engineer 'The Works of Vauxhall Motors L td . ' 
October 1925 Vol.XV, No. 20? pp 341-34?.
(2) 'The Works of Vauxhall Motors L td . ' Ib id  p .34?
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We a re  equipped f o r ,  and we do produce a  reasonable number 
of h i ^  c la s s  ca rs  a t  a  moderate p r ic e ,  and th i s  must always 
be our p o l ic y . ' ( l )
Even had th e re  been th e  d e s ire  to  change to  mass p roduction , th e  
s tru g g lin g  concern simply d id  not have th e  c a p ita l  with which to  
c a rry  i t  ou t. In  1925i with th e  p rospec t of th e  redemption o f th e  
£ 300,000 Short Term Notes taken out in  1920, and la rg e  bank o v e rd ra fts , 
th e  Company was in  d esperate  f in a n c ia l  s t r a i t s .  At a  sp ec ia l 
shareholders meeting Walton s ta te d  th a t  a l th o u ^  p r o f i t s  haxi improved 
during th e  p rev ious two years ' i t  had not been en o u ^  to  reduce our 
o v e rd ra f t, o r allow  us to  s e t  a s id e  a  fund to  repay th ese  n o te s .*(2)
I t  was proposed a t  th e  meeting to  c re a te  and issu e  F i r s t  Mortgage 
Debenture Stock f o r  a  t o t a l  sum of £350»000 which in  crude terms 
was tantamount to  mortgaging th e  f i rm 's  f ix e d  c a p ita l  and a s s e ts .
A fte r seeing th e  c a p ita l  reduced from £600,000 to  £300,000, by w ritin g  
o ff  10/ -  on each share in  1923» (3) &nd having received  no dividend 
sin ce  1919, th e  shareholders not s u rp r is in g ly , ra ise d  a number of 
questions no tab ly  concerning th e  consequences of re je c t in g  the  
p roposal. W alton's rep ly  was candid; th e  Company would have to  go 
in to  l iq u id a t io n . (4)
Had not General Motors s tu p e d  in  in  1925 i t  i s  p o ss ib le  th a t  Vauxhall 
could have lim ped on th ro u ^ o u t th e  decade as d id  G rossley, Sunbeam, 
Humber and o th e rs , which were e i th e r  taken over o r ended in  th e
(1 ) The Times 1 s t  May, 1925. p .21, c o l .3 ' Report to  th e  11th 
Ordinary General Meeting.*
( 2) . The Times 3rd Ju ly , 1925. p . 24, c o ls . 1 ,2 , and 3 . ' Special
Shareholders Meeting Report.*
(3) The Times 13th  A pril 1923, p . 21, c o l . 1 . ‘Report to  th e  9th 
Ordinary General Meeting.'
(4) The Times 3rd Ju ly  1925» p .24, co ls  1 ,2  and 3 'S p ec ia l Shareholders 
Meeting Report.' "
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bankruptcy c o u rts .
An in te re s t in g  sp ecu la tiv e  po in t i s  whether Pomeroy's re s ig n a tio n
in  1919 r e a l ly  s p e l t  th e  doom of Vauxhall. Laurence Pomeroy,\
h is  son, who l a t e r  became the  te ch n ic a l e d i to r  of The Motor, i s  .
c le a r ly  convinced th a t  Vauxhall' s pre-w ar success was la rg e ly  due
to  h is  f a th e r 's  d e s ig n s .( l)  When Pomeroy resigned  F rederick
L anchester w rote, ' I f  I  had shares in  th e  Vauxhall Company I  would
s e l l  them q u ic k . . . .  I t  was n early  a  one man show as anything in  
- ' - 
th e  country. ' ( 2) Few would d isag ree  th a t  up to  th e  1930's
Pomeroy 'was one of th e  b e s t automobile engineers in  th e  c o u n try .’ (3)
I t  i s  h ig h ly  doubtfu l th a t  had Pomeroy stayed  Vauxhall would have
taken  a  r a d ic a l ly  d if f e re n t  course. Whereas i t  i s  tru e  th a t  one
man can in flu en ce  a f irm 's  fo rtu n es , as in  th e  case of Henry Ford,
W illiam M orris and H erbert A ustin, th e  e s se n tia l  d iffe ren ce  was
th a t  t h e i r  re sp ec tiv e  firm s became committed to  a  d if f e r e n t  philosophy 
'
o f ca r  making which was to  become th e  major fo rce  in  th e  1920's :  
th a t  of the  mass produced fam ily c a r . Louis Coatalen remained 
with Sunbeam (S .T .D .) u n t i l  the  middle 1920 's ,  but t h i s  d id  no t 
p revent th a t  firm  from running in to  f in a n c ia l  d i f f i c u l t i e s .  Pomeroy 
h im self went to  Daimler, another firm  which had a re p u ta tio n  based 
on engineering prowess, and ye t in  1936 when i t  was running in to  
d i f f i c u l t i e s ,  he was not re -e le c te d  to  th e  board, (4) King, idio 
took over the  Pomeroy m antle a t  Vauxhall was a  good d esigner very
(1 ) K.Karslake and L.Pomeroy From Veteran to  Vintage (1956) p . 90.
(2) L e tte r : F rederick  Lanchester to  Percy M artin, F eb ., 1919.
Daimler MSS, Box F i le ,  28. Quoted in  K.Richardson The B r i t is h  
Motor In d u stry  1896-1939 (1977) p .33 .
(3) M.Seth-Smith The Long Haul: A Social H isto ry  of th e  B r i t is h  
Commercial. V ehicle Industry  (1975) p .109.
(4) Richardson op. c i t .p .33
y ,  V , '
much in  th e  Pomeroy mould; and th e  3 l i t r e  c a r  produced f o r  the  
I s l e  of Man T o u ris t Trophy in  1922, was p a r t ly  designed hy
Dr. H .R.Ricard9,as consu ltan t engineer- -  another man who enjoyed _
an enviable re p u ta tio n  in  engineering  design . The Vauxhall 
' e a s i ly  b ea t th e  Sunbeam' in  th a t  event, ( l )
Racing ventures, however, were no lon ger  regarded as e s s e n t ia l  
fo r  commercial su ccess, This was a common view during th e  p ion eerin g  
pre-war years, and proved to  be an expensive s id e  is su e  to  the major 
bu sin ess of producing cheaper cars f o r  middle c la s s  fam ily  u se . (2 )
In  reco g n itio n  of th i s  f a c t  Vauxhall withdrew from com petitive 
rac in g  in  1923, (3) as d id  Sunbeam in  192?.(4)
Pomeroy was prim arily  an e x c e lle n t  engineer and d esign er and as such 
was committed to  making high q u a lity  ca rs , Vaujdiall, through King 
continued th is  work, but to  no p r o fita b le  end in  the 1920 's .  Other 
firm s such as Sunbeam (STD), B entley, G rossley, Humber and o th ers , 
alla^prbduced- good cars but were unable to  su rv ive. Thus, i t  was 
not engineering c r e a t iv ity  th a t Vauxhall required but a change o f  
commercial and production p o licy ; e ith e r  to  concentrate in  the h i ^  
q u a lity  m aiket, as R olls Royce had su c c e s s fu lly  done or to  jo in  Morris 
Austin and Ford in  the mass producer market.
(1) T.a.n-rence Pomerov The Grand P r ix  Gar 1906-1939 (1949) P« l4 l .
(2) There i s  no doubt th a t  in  pre-w ar years rac in g  had considerab le  
m erits  in  making a re p u ta tio n , a d v e r tis in g  th e  firm  and 
consequently a t t r a c t in g  custom. Even Henry Ford made enormous
•use of h is  record  breaking '999 ' c a r  to  a t t r a c t  c a p ita l  to  enable 
him to  found the  Ford Motor Gompany. That he went on to  
produce th e  'Model T' maiks th e  e s s e n tia l  d iffe re n c e s  of 
approach between th e  commercially minded Americans and th e  
engineering p e r fe c t io n is ts  such as Pomeroy and V auxhall. See 
Henry Ford My L ife  and Woik (1922,?th  ed .l924) pp. 51 & 52, 
and Pomeroy's view in  L.H.Pomeroy ' Automobile Engineering and 
the War' Procedings of the  I n s t i t u t e  of Automobile Engineers 
V ol.IX ,1914. Pomeroy s ta te s  'G rea t B r i t a i n . . . .  i s  a  lan d  of 
c u ltu re , and because of th i s  demands a  c e r ta in  exclusiveness  ^
of product which i s  ag a in s t q u a n tity  p roduction  on anything l ik e
th e  American sc a le . ' p .343' \ x  ' i ... oo
(3) L.G.Derbyshire The Story of Vauxhall 1857-1946(Luton, 1 ^ 6 )  p .39 .
(4) G .G lutton anri J .R tan fo id  The V intage Motor Gar ( l9 6 l ed .)  p . 99
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The o ld  B ii t is h  management, o f which Pomeroy had been a  c e n tra l p a r t
d id  no t f u l ly  r e a l i s e  why Vauxhall was u n p ro fitab le  u n t i l  faced
with complete bankruptcy in  1925. Like many managements they  
\
were w aiting  f o r  th e  market to  become bouyant again  a f t e r  th e  1921 
depression; but had over extended between 1919 and 1921. They 
were fo rced  to  reduce p r ic e s  to  compete and th is  had th e  e f fe c t  of 
reducing p r o f i t  margins lAiich le d  to  an in a b i l i ty  to  pay d eb ts.
Vauxhall th e re fo re  remained troub led  u n t i l  1925, and even a f t e r  
General Motors had taken over and so rted  out th e  d eb ts , the  firm  
continued to  make lo s s e s , because i t  adhered to  th e  same model and 
production  p o lic ie s  u n t i l  1928. The market f o r  la rg e  and middle 
range models, a l th o u ^  growing was r e la t iv e ly  sm all. P roduction 
of th e  l4  h .p . model ceased a t  Vauxhall in  192? and th e  Company r e l ie d  
on models o f 20 h .p . and over, a c la ss  which had an even sm aller 
ap p ea l.
In  ad d itio n  the  com petition between firm s in  th ese  ranges grew more 
in ten se  as i t  became c le a r  th a t  th e  p r ic e  c u ttin g  p ra c tic e s  follow ed 
by M orris and A ustin would in flu en ce  reduction  in  p r ic e s  a t  th e  l a r g e r  
end of th e  m arket, as buyers became a t t r a c te d  to  cheaper models. In  
o rder to  remain p ro f i ta b le  th e re  was a need to  s e l l  more c a rs , and 
although Vauxhall in creased  i t s  annual ou tpu t f iv e  fo ld  between 
1921 and 1928, from approxim ately 500 to  2,500 u n its^ ' i t  was no t enough 
to  allow  s u f f ic ie n t  economies of sca le  to  be made in  terms of p r o f i t  
p e r u n i t .
Hamstrung by weak p o lic ie s  in  the  ea rly  1920's  the  Vauxhall management 
was never ab le  to  overcome th ese  d i f f i c u l t i e s ,  while la rg e  deb ts 
ac ted  as a d ra in  on p r o f i t a b i l i ty .  One commentator on the 1920*s 
B r it is h  ca r  in d u s try  has suggested th a t  th e  sa le s  department was
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ab le  to  ob ta in  o rd e r s . , 'b u t  th e  production  department d id  not 
seem to  have been ab le  to  co st t h e i r  production  adequately . 
tChis includes a f a i lu r e  of con tro l and co -o rd in a tio n  a t  m anagerial 
le v e l .  ' ( l )  Inadequate co s tin g , however, would seem to  have been 
-ctf m arginal importance compared with th e  e r ro r  of producing th e  
wrong models. U nfortunately  Vauxhall su ffe re d  from a good 
re p u ta tio n  and th i s  b linded  i t s  management to  th e  n e c e ss ity  
f o r  change.
( l )  A.Holme 'Some Aspects of th e  B r i t is h  Motor M anufacturing
Industry  During th e  Years 1919 to  193O' S h e ff ie ld  U n iv ersity , 
M.A.Thesis, 1964. p .80. Holmes does not fu rn ish  any evidence 
f o r  th e se  conclusions.
35.
CHAPTER TWO
The American Takeover of Vauxhall
Va{uodiall*s continued ex istence  beyond the  mid-1920 * s could only 
be assured  i f  production  and model p o lic ie s  chajiged and i f  i t  
a t t r a c te d  s u f f ic ie n t  c a p i ta l . The a c q u is itio n  of Vauxhall by 
General Motors in  1925 was the  f e r t i l e  seed of an overseas 
m anufacturing d iv is io n  which was to  take Vauxhall in to  th e  s ix  la r g e s t  
motor v eh ic le  producers in  B r ita in  in  th e  lat^e 1930*s.
The h is to ry  of the  purchase was no t w ithout controversy  and t h i s  
was to  g re a tly  h in d er policy-m aking and development in  th e  company 
u n t i l  th e  end of the  decade. W ithin th e  B r i t is h  motor in d u s try  
resentm ent focussed on th e  a c q u is itio n  of a respec ted  marque by an 
American mass producer. The Vauxhall Board c le a r ly  d id  not want 
th e  rep u ta tio n  of Vauxhall dim inished under i t s  new owners; and 
th e  members of th e  G.M.Board wrangled amongst them selves about 
what to  do with th i s  unpromising, r e la t iv e ly  small company and 
whether a la rg e  in je c tio n  of c a p ita l  would be worthwhile.
Ford d id  not arouse th e  same h o s t i l i t y  because he had e s ta b lish e d  
a B r it ish  base well before th e  War when the  c a r  in d u s try  was in  i t s  
infancy; bu t of more importance Ford d id  not purchase any e s ta b lish e d  
B r it is h  c a r  companies. G.M's a c q u is it io n  of Vauxhall was seen by 
many as cyn ical commercialism in  o rd er to  avoid t a r i f f  d u tie s , and 
thence to  tu rn  the  Company in to  a 'dism al* mass producer of 
' unworthy successor (s) to  the  immortal 3 0 /9 8 .' ( l )
Conscious of th ese  c r itic ism s  p a r t ic u la r ly  in  the  clim ate of B r i t is h
( l )  C .G lutton and J .S tan fo rd  The Vintage Motor Car (1954,1961 ed .)
p .158.
economic nationalism  fo s te re d  by William M orris, among o th e rs ,
G.M.developed a  m anagerial p o licy  whereby Vauxhall was seen to  
be ,ru n  by B r i t is h  management, employing a  B r it ish  workforce and 
making a B r i t is h  p roduct. This a lso  had th e  e f f e c t  of allow ing 
Vauxhall to  have considerable autonomy in  running i t s  own a f f a i r s  
w ithin  the  G .M .structure.
The m otivation behind th e  General M otor's purchase was to  secure 
an in d u s tr ia l  base behind B r it is h  t a r i f f  b a r r ie r s  which had been 
in c reasin g ly  d i f f i c u l t  to  breach a f t e r  the  slump in  c a r  p r ic e s  
in  1921. (1 ) In  the  post-w ar boom American ca r  exports had so ld
B rita in ; and 420,000 G.M. cars  and tru ck s  had been so ld  abroad 
mainly in  B r ita in , France and Germany in  1920. (2)
In  th a t  year General Motors Overseas O perations (G.M.0 .0 .)  f e l t  
s u f f ic ie n t  optimism about th e  B r it is h  market to  open an assembly 
p la n t a t  Hendon Aerodrome, in  th e  London suburbs. (3 ) The p la n t 
imported C.K.D.s (com pletely knocked down p a r ts  of ca rs) from th e  
United S ta te s , inc lud ing  Buicks, La S a lle s , C ad illa c s , Oaklands and 
C hevrolets, which were a l l  su b s id ia r ie s  of the  General Motors empire. (4) 
P a rts  and C.K.D.s th o u ^  taxed on im port, paid  a  low er t a r i f f  than  
complete v eh ic les . D espite th i s  advantage over most o th e r fo re ig n  
im porters, the American success follow ed th e  path of o th er producers 
of la rg e  ca rs . The ra d ic a l p r ic e  reductions of th e  192I  dep ressio n  
was th e  f i r s t  blow, follow ed by th e  growth in  p o p u la rity  of sm a lle r  
h .p . veh ic les  on th e  B r it ish  m aiket, le d  by Morris and A ustin . A
(1 ) . A lfred P .Sloan My Years With General Motors (1965) p .315.
(2) I b id . p . 315
(3 ) Taped in te rv iew  with Jack West who began work a t  the  Hendon
p lan t in  1920 and remained with th e  firm  and Vauxhall Motors 
u n t i l  1965, when he r e t i r e d .  He was bom  in  19OO.
Interview ed J a n .l9 8 l.
*(4) Sloan op. c i t . p .318
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B ritis h  survey commissioned by G.M. in  1924, and conducted by 
James D.Mooney, Head of G.M.0 .0 . ,  c le a r ly  pointed to  ta x  on engine 
s iz e , p lus 'f e e s ,  insurance and garage charges' as p lac in g  the  
Chevrolet (the  cheapest G.M. ca r  im port) a t  a 112 d o lla rs  disadvantage 
compared with th e  Austin equ ivalen t; which, of course, was cheaper 
in  p r ic e , ( l )
G.M.O.O., th e re fo re , was given d ire c t iv e s :  to  seek a c q u is itio n  of a 
s u ita b le  production p la n t in  B r ita in . (2) Meanwhile, th e  Hendon 
p la n t was p rim arily  turned over to  th e  assembly of C hevrolets with 
lo c a l ly  made commercial veh ic le  bodies, in  order to  keep th e  p la n t 
busy. (3) I ro n ic a lly , i t  was th i s  very type of product vdiich was 
to  p lay  such a la rg e  p a r t  in  the  Vauxhall success s to ry  of th e  1930 's , 
with th e  production of th e  Bedford tru c k , which could tra c e  i t s  
o r ig in s  back to  th e  converted C hevrolet. (4)
L og ica lly , the  id e a l B r it ish  company G.M. hoped to  acqu ire  was an 
e s ta b lish ed  one with a f a i r l y  la rg e  cap ac ity , ( a t  l e a s t  in  B r i t is h  
term s) to  enable a r e la t iv e ly  smooth t r a n s i t io n  to  G.M.production 
requirem ents. That company proved to  be A ustin Motors. H erbert Austin 
was amenable to  General Motors o v ertu res , as the company was having 
d i f f i c u l ty  ra is in g  c a p ita l to  cope with i t s  mass production  expansion 
programme. (5) N egotiations opened in  1924, bu t were conducted ag a in st 
a background of c r i t ic is m , p a r t ic u la r ly  from th e  motoring p re ss , which 
resen ted  a well known B r it ish  firm  passing  in to  the  hands of Americans. (6) 
E ven tua lly ,
& ) Sloan o p .c it  p. 318
(2) In  1919 G.M. had attem pted to  gain an in d u s tr ia l  base in  Europe
by attem pting to  acquire  The C itroen  Car Company, but th e  French 
Government opposed th i s .  I b id . p .317. Germany was probably  not 
considered due to  the economic d i f f i c u l t i e s  and u n certa in  
p o l i t ic a l  clim ate th e re  u n t i l  1924.
(3) Jack West in terv iew  op. c i t .
(4) M. Sedgwick Vauxhall (Beaulieu, 1981) p .7.
(5 ) Roy Church H erbert Austin: The B r it is h  Motor Car In d u stry  to  1941
(1979) p .103 .
( 6) An example of th is  kind of c r i t ic is m  a t  i t s  most vociferous
appeared in  The Motor \jhere such e d i to r ia l  head lin es  as ' The 
B r itish  Motor Industiy  f o r  the  B r i t is h  Nation. ' le d  b l i s te r in g  
a tta c k s  on the  n eg o tia tio n s , 27th O ct,1925, Vol.XLVIII No 1245.
■ 38. ,
in  October 1925 'd is se n tin g  (A ustin) d ire c to rs  favoured a  
considerably  more modest c a p ita l  reco n stru c tio n  scheme and avoiding 
American a c q u is i t io n , ' ( l )
In  th e  same month in  which A ustin n eg o tia tio n s  had broken down,
General Motors opened ta lk s  with Vauxhall Motors. As we have 
a lready  seen, Vauxhall was in  severe f in a n c ia l  d i f f i c u l t i e s  and 
was fo rced  to  r a is e  lo an  c a p ita l  by th e  is su e  of £350,000 mortgage 
debenture stock  a t  7 p e r  cen t. (2) The issu e  had no t been 
p a r t ic u la r ly  su ccessfu l and in  October, th e  Vauxhall Board was more 
than  w illin g  to  e n te r ta in  th e  General Motors p roposals of an o ffe red  
2,575,291 d o lla rs  fo r  th e  purchase of th e  o rd inary  s h a re s .(3) T h is 
enabled th e  300,000 o rd inary  shares to  re tu rn  to  t h e i r  p re  1923 
value of £1 each .(4) Former shareholders had th e  option  of 
purchasing .300,000 Preference shares a t  £1 each idiich had a  guaranteed 
dividend of 6 p e r  cen t. (5) Old o rd inary  shareholders were paid  a  
£210,000 bonus, making a  t o t a l ,  in  B r i t is h  terms of '£510,000 in v ested  
in  the company.' (6)
The new Board of D irec to rs  numbered seven in  a l l ,  inc lud ing  L e s lie  
Walton, who was to  remain as Chairman; Percy Kidner, Mr. Bisgood and 
Mr. Petch; and th ree  Americans, namely James D.Mooney, Edward R iley  
and A lfred Swayne. (7) Mooney, who had conducted th e  n eg o tia tio n s
(1) Ghurch op. c i t . p .104.
(2) Prospectus 21st S e p t., 1925. Companies Vauxhall F i le  135767/52.
(3) Sloan op. c i t  p .320
(4) Special Resolution l6 th  November, 1925. Companies House Vauxhall 
F i le  No. 135767/ 52 .
(5 ) Companies House Vauxhall F i le  op. c i t  l6 th  November, 1925.
(6) ' Report to  the  D ire c to rs ' 31st D ec., 1926 Vauxhall Motors A rchive.
(7) L is t  of D irec to rs  16th  Nov., 1925 Vauxhall F i le  135767/53 
Companies House. Nothing i s  known of the  two B r i t is h  D irec to rs  
Bisgood and Petch.
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on behalf o f G.M.O.O., was to  remain on th e  Vauxhall Board u n t i l  
the  19^0 's .  R iley was brought in  from th e  Hendon o p era tion , but 
in  1926 he l e f t  th e  Board, and f o r  th e  follow ing 13 years worked 
in  G.M. p la n ts  in  Europe and A u s tra lia , before rep lac in g  Mooney 
as Head of G.M.0 .0 . in  th e  19^0*s ,  thereby  becoming overlo rd  of 
Vauxhall. Swayne was brought in  from New Yoik:, th e  G.M.0 .0 . 
headquarters. (1 ) Some members of the  G.M. Board were d isappo in ted  
a t  th e  purchase of Vauxhall. A lfred Sloan, the,G.M. Chairman, 
euphem istica lly  describ es  th e  a c q u is it io n  as * a  k ind  of experiment 
in  overseas m anufacturing. ' and th a t  compared with th e  proposed 
Austin purchase was much 'l e s s  c o n tro v e rs ia l . ' (2) This f a l l s  
sh o rt of th e  t ru th  as vociferous disagreem ents . over Vauxhall continued 
w ith in  G.M.0 .0 . and th e  D e tro it H.Q. u n t i l  1928.
Though Vauxhall was a  t in y  p a r t  of the  G.M. empire, th e  arguments 
surrounding i t s  fu tu re  were im portant, as  th is  was th e  f i r s t  overseas 
manufacturing operation  acquired by th e  Corporation in s id e  Europe; 
and, as Jim Mooney had p rev io u sly  po in ted  out, in s id e  the  B r i t is h  
Empire. (3) Such p o licy  d ec is io n s  and th e  r e s u l ts  therefrom , 
would undoubtedly s e t  th e  p a tte rn  fo r  fu tu re  G.M. ventures abroad.
The questions a t  is su e  were e th e r  Vauxhall was to  be expanded 
o r * w ritten  o ff  as a bad investm ent? Was i t  r e a l ly  necessary  to  
manufacture in  Europe? Or could a  m odified C hevrolet, exported 
from th e  U.S.A. , compete with European ca rs  in  European m arkets? ' (4)
(1 ) Inform ation taken from Companies House F ile  i b id ; M .P la tt 
An A ddiction to  Automobiles (1980) p .148 and Sloan o p .c i t  
ch ap t.18 . . •
( 2) Sloan o p .c i t . p .320
(3) 'The B r i t is h  Maiket -  An American View' Speech by J.D.Mooney 
rep o rted  in  The Times l 8th  November, 1925 p .8 , c o l .6 .
(4) Sloan op. c i t  p .p . 320 and 321.
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The two ch ie f  opponents to  th e  Vauxhall venture were C harlie  
and Fred F ish e r , who had brought the  F ish e r  Body Company in to  G.M. 
and were powerful in  th e  in n e r  c i r c le ,  ( l )  Ohe pro-Vauxhall view 
was s t r o n g  y p resen ted  by James D. Mooney » and according to  H a rtn e tt 
(a  B r it is h  employee of G.M.0 .0 . who ran Nordiska G.M. in  Stockholm, 
and a  f r ie n d  of Mooney) was 'b e in g  given h e l l  over i t . ' (2) The
delay  in  making a p o licy  d ec is io n  was caused by Sloan idio wanted
to  move slow ly and cau tio u sly  'u n t i l  we had worked out a  c le a r  
p o licy  of overseas o p e ra tio n s . '  (3)
Meanwhile, Vauxhall continued producing la rg e  cars  and continued 
making lo s se s  u n t i l  1929. The l a s t  ' 30/ 98 ' was produced in  1926 
and the  l4  h .p . LM Type was phased out in  1927, a f t e r  >diich Vauxhall 
concentrated on th e  production  of 6 cy lin d e r  models of 20 h .p . and 
above. They were sound enough cars  in  th e i r  way (4) bu t even th e  
'2 0 /6 0 ' model, which was aimed a t  th e  fam ily  m arket, s t i l l  r e t a i le d  
a t  around £500, and were expensive when compared with th e  Vauxhall 
Cadet which r e ta i le d  a t  h a lf  th a t  p r ic e  in  th e  e a rly  1930 's .  T hou^ . 
com petitive with th e  Austin 20 h .p . models (5) in  th e  l a t e  1920 's ,  
they  were out of date  in  design and no t as good perform ers, (6) 
added to  which was th e  r e la t iv e  d ec lin e  in  growth of th i s  s e c to r  
of th e  m arket, in  favour of th e  sm aller mass produced c a rs . The 
obvious d iffe re n c e  being th a t  th e  A ustin 20 h .p . c a r  was a  small
(1 ) Laurence H artn e tt ' Big Wheels and L i t t l e  Wheels (1965) PP 3^ & 35.
( 2) H artn e tt ib id  p .34.
(3) Sloan op. c i t  p .320
(4) C .C lutton and J .S tan fo rd  The Vintage Motor Car (1954,1961 e d .)
p .157 .
(5) R.Church H erbert Austin; Ihe B r i t is h  Motor Car In d u stry  to  1941 
(1979) Table 10, p .l3 1 .
(6) C lu tton  and S tanford  o p .c i t . p .157.
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p a r t  of i t s  p roduction , i^ e rea s  in  Vauxhall i t  was th e  predominant 
production model.
Vauxhall ca r  production  peaked a t  2,589 f o r  th e  decade in  1928 • 
and a l th o u ^  th e  workforce f e l l  hy 800 to  approxim ately 1,500  
employees in  1928 ( l )  lo s se s  of £320,000 and £ 266,000 were re sp e c tiv e ly  
recorded fo r  192? and 1928, and th e  decade ended with a  lo s s  of 
£283,000 in  1929. (2)
Not su rp r is in g ly  these  lo s s e s  le d  th e  G.M. Executive Committee 
to  reform ulate p o licy  concerning V auxhall's  fu tu re . However, th e  
problem was com plicated by the en try  in to  th e  p ic tu re  of th e  
p o ss ib le  purchase of Adam Opel, th e  German c a r  company. G.M had 
es ta b lish ed  an assembly p la n t in  Germany in  th e  1920*s and d iscu ss io n  
tu rned  on whether th a t  should be combined with a  German m anufacturing 
base. (3)
Throughout 1928 th e  Executive Committee d iscussed  id iether manufacture 
in  Europe should take p lace  a t  a l l .  This was dependent on th e  
fu tu re  f e a s ib i l i t y  of the G.M. Export Company. In  a  memorandum to  
Sloan in  Ju ly , Mooney argued th a t  i t  was n o t. G.M. Exports had 
im pressively  r is e n  from 20 m illio n  to  250 m illio n  d o lla rs  in  the  f iv e  
years before 1928, but Mooney f e l t  th a t  because of th e  r e la t iv e  high 
p r ic e  of th e  Chevrolet fu r th e r  rap id  expansion would be d i f f i c u l t .
He f e l t  th a t  th e  la rg e s t  volume a rea  fo r  th e  C hevrolet was in  th e  
U.S.A. and not in  the  World m aiket. (4) In  Europe, in  p a r t ic u la r ,
(1) See Table 5, page 26.
(2) See Table 4 , page 20.
(3) Sloan o p .c i t  p .321
(4) Sloan ib id  p .322.
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i t  was a t  a disadvantage because of th e  h ig i  tax  on engine s iz e ,  
which in  B r ita in  favoured producers of sm aller ca rs  such as  A ustin  
and M orris,
Most in f lu e n t ia l  in  th e  case f o r  re te n tio n  and expansion of Vauxhall 
was th e  importance of the  B r it ish  Empire, 'which covered 38 p e r 
cent of the  world market ou tside  th e  United S ta tes  and Canada.' ( l )  
Mooney sensed th a t  'th e  d o lla r  was moving away from the  B r i t is h  
p ound ', and having a m anufacturing base w ithin the  S te r lin g  a rea  
would a c t ,  'a s  an insurance p o licy  in  th e  form of a  B r i t is h  p roduct 
which could flow  in to  these B r itish  co u n trie s  i f  th e  people of 
these  a reas  f in d  i t  im possible to  get d o lla rs  to  buy American c a r s . '(2 )  
In  a d d itio n  Mooney poin ted  out th a t  Vauxhall 'had a lread y  s ta r te d  
on a  m anufacturing programme and we have a  la rg e  and growing 
d is t r ib u t io n  system in  England, and an investm ent in  th e  Vauxhall 
p la n t th a t  had to  be safeguarded.', (3)
In te re s t in g ly ,  th e  p o s s ib i l i ty  of a German m anufacturing base was 
not seen as an a l te rn a t iv e  to  Vauxhall bu t as a p a r a l le l  development 
e s ta b lish in g  a co n tin en ta l m anufacturing base fo r  th e  European m arket. 
Vauxhall was to  be a m anufacturing base f o r  the B r i t is h  Empire m arkets.
Mooney's views were c le a r ly  v in d ica ted  by the experience of th e  
in te rn a tio n a l market in  the 19 3 0 's . The McKenna T a r if f  in  B r i ta in ,  
and th e  move towards sm aller veh ic les  in  terms of mass production  had 
held U .S .car exports a t  a disadvantage towards the  end of the 1 9 2 0 's. (4)
(1 ) Sloan op. c i t  p .322
(2) H artn e tt op. c i t . p . 36
(3) Sloan op. c i t  p .322
(4) M ille r and Church c le a r ly  show the  predominance of B r i t is h  c a r  
manufacture in  th e  B r itish  market in  the  second h a lf  of th e  
1920 's  and th a t  B r itish  ca r  exports increased  by -|-rd between 
1924 and 1929. By c o n tra s t 'n e t  im ports rose  by only 2,500 
u n its  while B r i t is h  ca r  s a le s  ro se  from 123,000 to  168,000 
u n its  f o r  1924-29 period  and 'B r i t i s h  firm s supp lied  94 p e r  
cen t of th i s  growth ' .  A m anufacturing base in  B r ita in  would 
th e re fo re  be th e  c o rrec t p o lic y  a t  t h i s  tim e, as  Mooney had 
urged. M. M ille r and R.A.Church 'Motor M anufacturing' in  
(Eds) N.K.Buxton and D .H .A ldcroft B r i t is h  In d u stry  Between th e  
Wars; I n s ta b i l i ty  and In d u s tr ia l  Development (1979) p . 186
, , 43.
With th e  onset of depression , and th e  r i s e  of economic na tio n a lism , 
as many n a tio n s receded behind h ig i  t a r i f f  b a r r i e r s , home m arkets 
became very im portan t. I t  was then th a t  th ese  G.M. in d u s tr ia l  
bases came in to  th e i r  own, p a r t ic u la r ly  th a t  of Vauxhall. ( l )
Another in flu en ce  on th e  fu tu re  d ire c tio n  of Vauxhall p o lic y  was 
th e  controversy engendered in  th e  B r i t is h  motoring p re ss  over th e  
a c q u is itio n  by G.M. This was to  have a  fundamental e f fe c t  on 
the  lead ersh ip  of the  company, i t s  a d v e r tis in g  and s a le s  promotion, 
and i t s  in d u s tr ia l  r e la t io n s .
The most vociferous c r i t i c  of th e  a c q u is it io n  was Edmund D angerfie ld , 
th e  e d ito r  of th e  Motor. He a ttack ed  th e  'p e r s is te n t  effoirbs of 
American motor in te r e s t s  to  secure ho ld ings in  B r it is h  and co n tin en ta l 
concerns' (2 ) and even urged s ta te  in te rv e n tio n  to  ensure th a t  ' such 
■ th in g s  do not come to  p a s s . ' (3) In  th e  follow ing e d itio n  he . 
p resen ted  a sca th ing  a n a ly s is  of General M otor's p ra c t ic e s ,  a tta c k in g  
th e  American co rporation  f o r  wanting to  ' ob ta in  complete c o n tro l ' 
through the  ownership of the  o rd inary  shares and then  g iv in g  le s s  
dividends to  th e  (B r itish )  p re fe re n tia l  shareho lders. A speech by 
L e s lie  Walton was quoted a t  leng th  which, thougi out of co n tex t,
provided support fo r  D an g erfie ld 's  c r i t ic is m . (4)
Maurice P la t t ,  i^o  was a  correspondent with The Motor (and i ro n ic a l ly  
was to  jo in  Vauxhall in  1937 a-s a s a le s  and se rv ice  c o n tra c t eng ineer 
l a t e r  r is in g  to  a  d ire c to rsh ip  and Chief Engineer) (5) s ta te d  in  h is
(1 ) A more thorough examination of Vauxhall ' s export performance 
i s  c a r r ie d  out in  Chapter 4.
( 2) 'The B r i t is h  Motor In d u stiy  f o r  th e  B r it is h  N ation ' e d i to r ia l
The Motor 27th October, 1925.
(3) Ib id  27th  O ct., 1925.
(4) E d ito r ia l The Motor November, 1925.
(5 ). M .P latt An Addiction to  Automobiles (198I )  p .95
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memoirs:
'We had hundreds of l e t t e r s  from readers  dep loring  th e  
s a l e . . . .  one r e s u l t  of a l l  th i s  clamour was th a t  th e  General 
Motors connection was never mentioned in  Vauxhall a d v e r tis in g  
and sa le s  promotion fo r  many y e a r s . ' ( l )
Such remained th e  p o licy  u n t i l  the. 1960 's .
The strong  re a c tio n  worried the  Vauxhall d ire c to rs  s u f f ic ie n t ly  
fo r  them to  p lace  a double page advertisem ent in  The Motor which 
emphasised th a t  i t  would ' remain a 100 p e r  cent B r it is h  i n s t i t u t i o n , ' 
and th a t  the managing d ire c to rs , the  s t a f f ,  workmanship and product 
were B r i t is h .  S ig n if ic a n tly  i t  was signed by Walton and Kidner, 
the  two remaining B r it ish  d ire c to rs  on th e  Board. (2)
In th is  atmosphere G.M. obviously f e l t  i t  was wise to  have th e  
figureheads of th e  Company as B r i t is h  n a tio n a ls ; but d e sp ite  the  
u n c e r ta in tie s  as to  th e  fu tu re  of the  Company before 1928, Mooney 
was anxious to  have a sen io r G.M.0 .0 . man 't o  look in to  th e  Vauxhall 
show and do what he could to  save i t . ' (3 ) In  192? he appointed 
Bob Evans an American who was Regional D irec to r f o r  Europe, as 
Managing D irec to r of Vauxhall. Evans rep laced  W alton, who became 
Chairman of the  Company, and th is  meant th a t  Evans would share the 
managing d ire c to rsh ip  with Percy Kidner. The B r i t is h  and American 
d ire c to rs  shared the  r e s p o n s ib i l i t ie s  of Vauxhall u n eas ily . Kidner 
had obviously continued a t  Vauxhall as he had been very much p a r t
(1 ) P la t t  op» c i t . p . 90
(2) 'The Future of Vauxhall M otors'L. Walt on and P. Kidner The Motor 
1 s t  December, 1925.
(3) H artn e tt op. c i t . p . 39
^5. "
of th e  growth of th e  company, and hoped th a t  American c a p ita l  would 
see the company through a  had patch and continue producing h ig i  
q u a lity  and performance veh ic les  with a  h ig i  re p u ta tio n . I t  must 
have become c le a r  to  him with the  appointment of Evans, th a t  t h i s  
was not to  be th e  case, A ' robust c a r  en th u sia s t,*  Kidner was 
described  by P l a t t ,  as 'o p in io n a ted , in f le x ib le  and no t p a r t ic u la r ly  
i n t e l l i g e n t ; ' ( l )  and a f t e r  a t r i p  to  G.M's D e tro it H.Q. describ ed  
by P l a t t  as 'd is a s t ro u s ' he commented th a t  ' anyone le s s  l ik e ly  to  
g e t on with middle western Americans i t  would be d i f f i c u l t  to  
im ag ine.' (2) Not su rp r is in g ly , e a r ly  in  1928 Kidner resigned  
and took A.J.Hancock with him. (3) '
The d epartu re  of Kidner l e f t  G.M. in  th e  uncomfortable p o s itio n  of 
having an American in  th e  Managing D ire c to r 's  c h a ir , and rumblings, 
of p ro te s t  over the  1925 a c q u is it io n  s t i l l  o ccasionally  echoing 
through th e  columns of the  motoring p re ss . (4)
Once the  d ec is io n  had been made to  give th e  VauxhaOJL expansion th e  
go ahead, Sloan p e rso n a lly  to ld  Mooney to  p ick  an Englishman to  run 
Vauxhall. A s to ry  a t  the  tim e, according to  P l a t t ,  was th a t  Mooney 
re p lie d  'Well I  guess i t  had b e t te r  be C harlie  B a r t le t t ;  h e 's  about 
as English as they come.' (5)
B a r t le t t  was bom  in  G loucestersh ire  in  1889 and he completed h is  
formal education a t  Bath Technical C ollege, where he tra in e d  in
(1) P la t t  op . c i t . p . 91 •
( 2) P la t t  i b id . p . 91
(3) Kidner a c tu a lly  resigned  in  1928 and A.J.Hancock in  March,1929. 
Luton News 11th A pril, 1929 p .4 , c o l .4 . . In  l a t e r  years K idner 
and Hancock became in f lu e n t ia l  in  th e  I n s t i tu te  of Automobile 
Engineers. In  1935 Hancock was appointed P re s id en t, and in  h is  
Inaugural Address a ttack ed  mass producers of c a rs , and looked 
back to  a  time when rep u ta tio n  counted f o r  more than  la rg e  
s a le s .  No doubt he had Vauxhall in  mind. A.J.Hancock 
'P re s id e n tia l  Address' Proceedings of th e  I n s t i tu t e  of Automobile 
Engineers 1935 Vol. XXX. Kidner ev en tu a lly  jo ined  L .H.Pomeroy‘a t
Daimler. , .
(4) C .C lutton and J .S tan fo rd  Ihe  Vintage Motor Car(l954 ,196 l e d . ) 
p .157 . As l a t e  as th e  1950 's th e se  two au tho rs  s ta te d  that^_*the 
Vaujdiall s to ry  i s  rounded o ff  «in a r a th e r  dismal fa sh io n  w ith
the  G.M.purchase in  1925*.
;  y :
business methods and accounting. In  1914 he e n lis te d  in  th e  
Devonshire and D orsetsh ire  Regiment in  which he saw a c tiv e  se rv ic e  
th rou# iou t th e  war. Demobilized in  1919 a t  th e  rank of se rg ean t, 
he jo ined  General Motors (Hendon) Lim ited in  th e  fo llow ing year a s  
an accounting clexk. At Hendon B a r t l e t t 's  m anagerial p o te n tia l  
was recognised, and th e re  h is  promotion was ra p id , and in  1926 he 
became Managing D irec to r. I t  was a t  Hendon th a t  he undoubtedly 
saw th e  g re a t p o te n tia l  f o r  th e  l i ^ t  tru c k  market which was l a t e r  
to  p lay  a  major ro le  in  th e  expansion of Vauxhall in  th e  1930's .  In
1929 he was appointed Managing D irec to r of Vauxhall. ( l )
Apart from h is  obvious a b i l i t i e s  shown a t  Hendon, and th e  f a c t  th a t  
he was B r i t is h ,  i t  has a lso  been s ta te d  th a t  h is  c a p a b i l i t ie s  were 
noted during th e  in v e s tig a tio n s  and th e  f in a n c ia l  p lanning which 
preceded th e  a c q u is itio n  of Vauxhall in  1925. (2)
B a r t l e t t 's  appointment was an in sp ire d  one. . Though very much a  
G.M. man, and in  tune with th e  f in a n c ia l  and managerial p o l ic ie s  
of th e  American company, he possessed  th e  e s se n tia l  a b i l i ty  to  
in te rp r e t  the  American Company p o licy  in to  a B r it ish  con tex t. I h is  
success in  guiding the  p rogress of Vauxhall in to  th e  ranks of th e  
'B ig S ix ' B r i t is h  ca r  producers in  the  1930's  impressed G.M. 
s u f f ic ie n t ly  to  allow  Vauxhall ' t o  enjoy considerab le  autonomy.. .  
and (G.M.) delegated  many r e s p o n s ib i l i t ie s  to  th e  Vauxhall management 
in  L u ton .' (3)
(1 ) Sources: O bituaries in  The Times 11th August, 1955; Luton News
11th August, 1955; Who Was Who 1951-60.
( 2) Mentioned by E ric  Bates in  typed and taped in te rv iew  March,1980 -.
Bates began woik a t  Vauxhall in  1931*
(3) P la t t  o p .c i t .  p . 91
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One of the  su ccessfu l areas in  which the  B a r t le t t  hand was c le a r ly  
in  evidence was in  in d u s tr ia l  r e la t io n s ;  ( l )  and while General 
Motors in  th e  U.S.A. was b a t t l in g  with the  United Auto Workers 
Union in  1936 and 1937, (2) Vaujdiall enjoyed unprecedented peaceful 
in d u s tr ia l  r e la t io n s .  Even in  th e  B r it ish  con tex t, Vauxhall was 
seen as a 'model* of in d u s tr ia l  r e la t io n s  and th is  rep u ta tio n  was 
to  l a s t  well in to  the  1960 ' s .  (3)
The degree of autonomy which G.M. allowed Vauxhall was in  l in e  with 
i t s  e s tab lish ed  p o licy  in  r e la t io n  to  i t s  su b s id ia r ie s  in  the  United 
S ta te s . To understand the development of General Motors i t  i s  
he lp fu l to  c o n tra s t i t  with th a t  of Ford. Since the  foundation of 
th e  General Motors Company in  1908 by W.C.Durant, i t  had been 
s ig n if ic a n tly  d if f e r e n t  in  s tru c tu re  from Ford. Fords was . much more 
l ik e  a pyramid with Ford h im self a t  the apex; G.M. can be seen as  a 
number of s a t e l l i t e s  guided by th e  H.Q. a t  F l in t ,  Michigan. By 
1919 D uran t's  o rg an isa tio n  included the  Olds, Oakland (P o n tiac), 
C ad illac , Buick and Chevrolet c a r  companies, as well as th e  A.C. 
Spark Plug Company, th e  F ish e r Body Company, the  F r ig id a ire  Company 
and t r a c to r  concerns. (4) Though i t  had become th e  f i f t h  la r g e s t  
of a l l  in d u s tr ia l  concerns in  th e  United S ta te s  (5) i t  had run in to  
f in a n c ia l d i f f i c u l t i e s  which ev en tua lly  le d  to  the  removal of th e  
flamboyant Durant and rep laced  by th e  au s te re  and phlegm atic Sloan.
(1 ) See Chapters 5 and 6 f o r  a d e ta ile d  review of B a r t l e t t 's  
managerial p o l ic ie s .
(2) R.O.Boyer and H.M.Morais L abor's  Untold S tory  (New Yoik,1955« 
3rd e d itio n  1972) S i t  Down in  F l in t  pp. 298-309.
(3) S ir  C harles, Chapter 6 in  Kenneth U lly e tt The Vauxhall Companion 
(1971) p p .81- 93»' The Turnip Patch; In d u s tr ia l  R elations a t  
V auxhall'in  Graham Turner The Car Makers (1963, 1964 Penguin 
e d it io n .)  pp .122-129.
(4) Sloan op. c i t . Chapters one and two o u tlin e  th e  a c q u is itio n  of 
these companies.
(5 ) A lfred D.Chandler S tra tegy  and S tru c tu re ; Chapters in  the  
H istory  of th e  American In d u s tr ia l  ^ t e r p r i s e  (Cambridge,Mass. 
1962; March 1980 p r in tin g  paperback) p .115.
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Both men knew th a t  i t  was im possible to  run th e  General Motors 
Corporation in  the  c e n tra lis e d  and d ic ta to r ia l  s ty le  of Henry Ford.
* V ■Sloan had to  face  the  problem of how to  m aintain co n tro l c e n tr a l ly  
and a t  th e  same time allow  f l e x ib i l i t y  w ith in  th e  d iv is io n s  to  - 
enable them to  respond to  changing m aiket co n d itio n s. Ford d id  
not le a m  th i s  invaluab le  le sso n , and while h is  p roduction  techniques 
were p ro g ressiv e  in  terms of p ro d u c tiv ity , h is  management remained 
under h is  a u to c ra tic  c o n tro l, and in  th e  1930's  when h is  m ajor 
r iv a ls  had adopted s im ila r  production  techn iques, th e  Ford Company 
su ffe red  a c c o rd in ^ y . 'A t m anagerial le v e l ,  Henry f a i le d  to  c re a te  
a system of a d m in is tra tio n  which could guide th e  company e f f ic ie n t ly  
th r o u ^  the  lab o u r problems and s ty le  changes of th e  1930* s i ( l )
Ihe d e c e n tra lise d  p o lic ie s  followed by Durant were f a r  too la x  and 
lacked  cohesion: S lo an 's  remarkable p lan  f o r  th e  C orporation was to  
allow  th e  d iv is io n s  autonomy bu t in  a much more c o n tro lle d  manner.
Each ' d iv is io n  headed by i t s  ch ie f  executive s h a ll  be complete in  
every fu n c tio n  and enabled to  ex erc ise  i t s  f u l l  i n i t i a t i v e  and lo g ic a l  
development. ' (2) Sloan recognised th a t  ' c e r ta in  c e n tra l 
o rg an isa tio n  fu n c tio n s  a re  ab so lu te ly  e s s e n tia l  to  th e  lo g ic a l  
development and proper co n tro l of th e  C o rp o ra tio n 's  a c t i v i t i e s . *(3)
This idea of d iv is io n a l autonomy helped G.M. to  win th e  l a r g e s t  share 
of th e  automobile market in  th e  United S ta te s  and m in is te r  su c c e ss fu lly  
i t s  overseas m anufacturing and m arketing a c t i v i t i e s .  (4)
(1) Roy Church*Men, Myths and Motor Cars: A Review A r t ic le '
The Journal of T ransport H isto ry . Sept. 1977, Vol IV No.2 p .106
(2) '*General Motors C orporation-O rganisation  S t u d y DE Œ  I  quoted
in  Chandler op. c i t . p .133.
(3) Chandler ib id  p .134.
(4) F rederic  G.Donner The World Wide In d u s tr ia l  E n te rp rise  : I t s  
Challenge and Promise (New York, 1967) P P .2 9 -H . - ~
^9.
The degree of autonomy allowed to  Vauxhall was not su rp ris in g  as  
i t  was com patible with evolved G.M.policy, ( l )  The e f fe c t  of th e  
controversy over the  a c q u is itio n  probably ensured a  much low er 
G.M. p ro f i le  than  o r ig in a lly  envisaged, a l th o u ^  tech n ica l innovation  
and marketing and f in a n c ia l ex p e rtise  were made a v a ila b le  to  
Vauxhall by th e  p aren t company th ro u ^ o u t  th e  1 9 3 0 's . How much 
independence Vauxhall was to  enjoy v aried  with the  economic and 
p o l i t i c a l  c lim ate  and th e  Vauxhall performance in  r e la t io n  to  B r i t is h  
and world m arkets. The rap id  growth of Vau^diall in  th e  1930 's  was 
helped considerab ly  by G.M. bu t G.M. d id  no t want to  s p o i l . th e  
success by rev ea lin g  too^ much of th e  American a s so c ia tio n s .
Autonomy was enhanced to  a  g re a te r  degree by th e  Second World War, 
iAien Vauxhall p roduction  was tu rned  over to  government c o n trac t work, 
and, given th e  d i f f i c u l t i e s  of in te rn a tio n a l economic r e la t io n s ,  
B a r t le t t  was to  enjoy an independent ro le .  The w resting back of 
American co n tro l through the  G.M.0 .0 . o rg an isa tio n  in  the  post-w ar 
years provided a  scenario  f o r  personal c o n f l ic t  between B a r t le t t  and 
the new G.M.0 .0 . head, Ed. R iley . (2) On th e  re tirem en t of B a r t l e t t  
in  th e  ea rly  1 9 5 0 's , American co n tro l of th e  Vauxhall Board 
considerably  increased  mainly in  response to  in te n s if ie d  com petition  
in  th e  automobile markets of th a t  tim e, and th e  perceived need f o r  
a t ig h te r  o v e ra ll world wide s tra te g y .
(1) The Vauxhall*s p o licy  was s im ila r ly  ap p lied  to  O pel's  in  
Germany.
(2) M .P latt An A ddiction to  Automobiles (i960) p .148.
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CHAPTER THREE
The Rise of Vauxhall to  th e  'B ig S ix ';  Vauxhall 1930-1950 
V àuxhall's  remarkable achievement in  th e  1930 's was to  secure a 
p lace  among th e  ranks of th e  la rg e s t  B r it is h  ca r and commercial 
v eh ic le  p roducers. By th e  end of th e  decade Vauxhall had. jo in ed  
A ustin , M orris, Ford, Standard and Rootes known as th e  'B ig S i x ' . 
P a r t ic u la r ly  im pressive was the  excep tional growth of Vauxhall ' s 
l i ^ t  commercial veh ic le  production  so ld  under the  tra d e  name of 
'B edford. ' Sales of Bedford trucks provided much of th e  source 
fo r  th e  company's p r o f i t s  before th e  in tro d u c tio n  of a  t r u ly  
a l l - B r i t i s h  c a r  in  1933 in  th e  form of th e  'L ig h t S ix ' and the  
even more popular ' Vauxhall Ten' which commenced m ass-production 
in  1938.
.p iis  achievement was la rg e ly  due to  th e  backing of General Motors 
which was ab le  to  in v e s t finance in  Vauxhall, b u ild  up the  s u b s id ia ry 's  
c a p ita l  equipment, reo rgan ise  production  along mass assembly l i n e s ,  
in troduce in te n s iv e  m arketing techniques and enable the firm  to  
b e n e f it  from th e  tech n ica l e x p e rtise  and mechanical and design 
innovations of th e  American p aren t company. The s k i l l  in  apply ing  
these  a s se ts  to  th e  B r it ish  context in  a successfu l manner re s te d  
h eav ily  with th e  B r it is h  management team le d  by C harles B a r t l e t t .
At th e  end of th e  1920s the  ca r in d u stry  was in  a s ta te  o f 'n e a r  
duopoly' with A ustin and Morris dominant, ( l )  The fo llow ing ta b le  
shows th a t  by th e  end of th e  decad.e a  marked in c rease  in  th e  share
( l )  D.G.Rhys ' C o n een tra ti on in  the  Inter-W ar Motor In d u stry ' 
The Journal of T ransport H istory  S ep t., 1976 V o .I l l  No.4
p .253.
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of the  market had been taken by Vauxhall, Standard, Rootes and 
Ford, r is in g  from a  combined percentage share of 11 p e r cent in  
1929 to  a peak of 48 p e r cen t in  1938.
TABLE 7 Percentage of Gar Output h e ld  by Car Producers (1929-39)
Year Vauxhall Standard Rootes Ford Morris Austin ' Others
1929 0.75 3 .3 3.0 3 .8 34.8 25.3 29.05
1930 5.1 4 .4 4 .8 6.09 34.4 32.2 13.01
1931 4 .5 7.5 4 .8 2 .4 27.4 24.2 29.20
1933 4.97 6.23 6.37 13.2 19.9 20.16 29.17
1934 6.96 6.88 6.96 12.4 23.7 23.28 19.82  .
1935 8.01 7.02 7.47 15.66 29.7 21.87 10.27
1936 5 .8 8 .9 8 .6 20.4 27.3 21.3 7.7
1937 7.4 8 .9 8 .7 20.5 25.3 20.9 8 .3
1938 10.4 9.9 10.2 17.5 23.6 20.4 8.0
1939 9.4 11.5 9.8 13.2 24.2 . 21.9 10.0
Sources; A m odified version  of th e  ta b le  published  in  A .S ilb ers to n  
and G.Maxcy The Motor In d u stry  (l9 5 9 )p .l0 7 . R evision by 
D.G.Rhys in '.C oncentration in  th e  Inter-W ar Motor In d u s try '
The Journal o f  Transport H istory S e p t . , 1976 V ol.I l l  No.4, 
Table L, p .246.
By th e  mid 1930 's the ca r in d u stry  had developed in to  a form of 
o ligopoly  and th e  performance of th e  two American-owned firm s was 
im pressive, p a r t ic u la r ly  th a t  of Ford. T heir combined share  of 
th e  maiket rose from 4.55 p s r  cent in  1929 to  27.9 p s r  cen t in  1937 
and 1938. M orris, and to  a  le s s e r  degree A ustin , l o s t  ground, bu t 
th e  sharp est d ec line  was in  th e  percentage share of the  market h e ld  
by firm s ou tside  th e  top s ix ,  which transform ed duopoly in to  o ligopo ly . 
The reasons f o r  these  developments la y  in  th e  changing n a tu re  of the  
c a r  market and the responses of each firm . The home market grew 
by 124 p e r cent in  th e  perio d  1931-37 bu t n e t im ports managed to
52.
cap ture  only a  ten th  of the  in c rease . Export success a lso  added 
to  B r it ish  c a r  sa le s  and the  h e i ^ t  and peaks depended on th em .(l)
The hulk of th e  expansion re s te d  however, in  the  home market due 
to  the  in c reases  in  re a l income p a r t ic u la r ly  th a t  o f th e  middle 
c la ss  and reduction  in  the  co s ts  of owning a ca r. (2) Fuel c o s ts , 
ta x a tio n , upkeep and maintenance expense ensured th a t  demand in creased  
fo r  th e  sm aller veh ic le , bu t a  v e h ic le  ' w ithout lo s s  of com fort, 
r e l i a b i l i t y  and performance.* (3) The Austin 12 and M orris Cowley, 
which had been th e  m ainstay of th ese  firm s in  th e  l a t t e r  h a lf  of 
th e  1920*s was rep laced  by th e  10 h .p . c a r , which was s t i l l  *up 
market* compared to  th e  Austin Seven and th e  M orris E i ^ t ,  th o u ^  
th e  l a t t e r  models enjoyed considerable p o p u la rity  w h ils t in  
production . The demani, th e re fo re , lay . in  a mass-produced ca r  which 
was cheap, bu t with a d d itio n a l fe a tu re s  which c rea ted  e x tra  appeal. 
P r ic e -c u ttin g  tendencies which were c h a ra c te r is t ic  of com petition  
in  the  19*20 *s W e r e  rep laced  by .price-model com petition. While low 
p r ic e s  were im portant to  s a le s , mass producers, such as A ustin and 
M orris, re a l is e d  th a t  p r o f i t  margins were becoming dangerously low 
and would h u r t them in  th e  long run. With th e  en try  in to  th e  f i e ld  
of Ford, Standard, Rootes and Vauxhall as mass producers th i s  m i ^ t  
be permanently damaging. F o rd 's  new in te g ra te d  production  p la n t
a t  Dagenham, which began production in  1931» was p o te n t ia l ly  th e  
most e f f ic ie n t  p lan t ou tside  the  U.S.A. (4) and proved to  be an
(1 ) M .M iller and R.A.Church'Motor Manufacturing' p .186 in  (Eds)
N.K.Buxton a n d  D.H.Aldcroft B r it ish  Industry Between th e Wars
, ( 1979, paperback ed. 1982) .
(2) Mi 11 er and Church Ib id  p .l8 8
(3) Church and M iller  op . c i t .* Motor Manufacturing, » p . I 88 .
(4) Rhys O p .c it . p .24?
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aggressive adversary .
More p e r t in e n t to  Vau^diall was th e  dram atic d ec lin e  in  th e  la rg e  
ca r  market of l 4  h .p . and above. A to ta l  f a i lu r e  to  read  th ese  
trends by the  General Motors management le d  to  poorer sa le s  of 
Vauxhall mass-produced cars  than envisaged.
The i n i t i a l  choice of production models was no t s a tis fa c to ry .  The 
Americans wanted to  produce a b ig  ca r , which they  t h o u ^ t  would 
s e l l  in  export m arkets. The f i r s t  c a r  product of th e  reo rgan ised  
assembly l in e  was the  26 h .p . Cadet which was mainly f o r  export, 
and a  1? h .p . version  designed f o r  the  home m arket. The sa le s  can 
only be described  as d isap p o in tin g , p a r t ic u la r ly  when th e  la rg e  
investm ent in  reo rg an isa tio n  i s  taken in to  account.
The Cadet was chosen because the Americans, and Sloan in  p a r t ic u la r ,  
be lieved  ' i n  th e  p e r s is te n t  bu t m istaken no tion  th a t  Europeans would 
p re fe r  to  own la r g e r  and more powerful ca rs  i f  they  were given th e  
chance to  buy them a t  com petitive p r i c e s . ' ( l )  This was t o t a l l y  a t  
odds with the changing s ta te  of the  B r it ish  ca r  m arket. The id ea  
of a kind of European Buick was dropped, bu t th e  1? h .p . and 26 h .p . 
was s t i l l  too la rg e . I t s  ch ief r iv a ls  were th e  A ustin l6 ,  the  
Hillman Wizard and the  M orris Oxford S ix, and th o u ^  th e  Cadet was 
com petitive in  p r ic e  and incorporated  synchromesh gears ( th e  f i r s t  
to  do so in  B r i ta in ) , t h i s  s ec to r  of the  m aiket could absorb^ a t  th e  
most 5»000 u n its  a year in  a world wide depression . (2) The Cadet
(1) M .P latt An A ddiction to  Automobiles (1980) p .92.
(2) M.Sedgwick Vauxhall (198I )  p .42.
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according to  E ric  Bates, who began work in  the  Vauxhall engineering 
o f f ic e  in  19301 was based h eav ily  on th e  Opel Kadet; 'They were 
using  the Kadet drawings and modifying them .' ( l )  In  production 
terms th is  would seem lo g ic a l  as the re c e n tly  purchased G.M.German 
su b sid ia ry  a lready  possessed the designs and experience of mass 
production which could be tra n s fe rre d  to  Vauxhall with r e la t iv e  
ease. (2)
The G.M. Vauxhall production  p o lic ie s  p a ra l le le d  those  of F o rd 's  
B r i t is h  operation , and d isp layed  the n ec e ss ity  of appoin ting  sound 
B r i t is h  management idiich was close en o u ^  to  the market to  perceive  
changes and i n i t i a t e  ap p ro p ria te  model designs.
At th e  end of World War I ,  Ford had been the  la rg e s t  B r i t is h  producer 
of cars but had l o s t  th a t  le ad  to  M orris and Austin in  th e  1920 's .
The main problem was i t s  re lia n c e  on th e  la rg e  horse power ' Model T*, 
and in  1928 on the  ' Model A ', which became i t s  replacem ent. The 
d ec is io n  to  produce these  re s te d  with Henry Ford h im self, who was 
much more concerned with h is  U.S. operations and la rg e  production  
runs than with changing B r i t is h  market demands. By the  end of th e  
decade Austin sa le s  were mainly of 12 h .p . models, and in  th e  1930 's 
th e re  was a s h i f t  to  the 10 h .p . ca r in  th e  h ig h est s a le s  b rack e t.
The re-appointm ent of S ir  P erc iva l P erry , the  B r it is h  Managing 
D irec to r of Ford, le d  to  a small bore ' Model A 'f o r  th e  European 
market but i t  d id  not s e l l  well enough to  ju s t i f y  th e  huge investm ent 
in  the  Dagenham works. In  1931 Perry  was fo rced  to  ask f o r  th e
(1 ) In terv iew  E ric  Bates March, 1980. R etired  from Vauxhall 1979.
(2) Opel' s output in  1928 was 43,000 v eh ic les  compared to
approxim ately 2,000 produced by Vauxhall. Opel was th e  
la rg e s t  ca r  m anufacturer in  Germany and produced 44% of a l l
German made cars so ld  in  Germany in  1928. A .P.Sloan.
My Years with General Motors (1965) p p .326,327.
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production of a  sm aller model, which le d  to  th e  c re a tio n  of th e  
8 h .p , 'Model Y, ' ( l )  which enabled Ford to  reclaim  a  s ig n if ic a n t  
s l i c e  of th e  B r i t is h  ca r  market.
The 'C adet':w as th e  Vauxhall equ ivalen t of th e  ' Model A' and th e  
model p o licy  of each company shows the  American preoccupation 
with production  a t  the same time su ffe r in g  from an inadequate 
p ercep tion  of th e  consumer preference in  th e  lo c a l  m aiket. C harles 
B a r t le t t  was th e  Vaujdiall equ ivalen t of F o rd 's  P e rc iv a l P e rry , 
and i t  was th ese  two men who had to  convince t h e i r  re sp e c tiv e  
American p a ren t companies of the  need f o r  a  sm aller B r i t is h  model 
f o r  the  B r it is h  and European m arkets.
Under B a r t l e t t 's  in flu en ce  Vauxhall tu rned  to  the  p roduction  of 
th e  'L igh t S i x ', a s ix  cy lin d e r model with 12 o r l4  h .p . engines 
r e ta i l in g  a t  £L95 and £215 re sp e c tiv e ly . T h e rea fte r th e  model 
le a d e rs  were to  be much low er horse power ra tin g s  than  in  th e  
1920 ' s  culm inating in  the  'Vauxhall Ten' in  1938.
(1 ) This inform ation r e s ts  h eav ily  on R.Church and M .M iller
'The Big Three: Competition, Management and Marketing in  th e  
B r it ish  Motor In dustry , 1922-1929,* in  (Ed.) Barry Supple 
. Essays in  B r it ish  Business H isto ry  (Oxford 1977) p .171.
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TABLE 8 Vauxhall Gar Models 1931-39
Year Year Name/ H.P. C yls. Price
Ceased Type Capacity
1931 1933 Cadet VX 17 6 £280
M YY 26 6
1933 1934 L i ^ t  S ix  AS Y 12 6 a .95
" ASX 14 6 £215
1934 1936 Big S ix  BY 20 6 £325
BX 26 6 £550
1935 1938 DY 12 6 £205
DX 14 6 £225
1937 1939 GY & GL 25 6 £330-£6i 5
1938 1940 H & I 10 & 12 4 £168-£198
1939 1940 J l4 14 6 £189
Sources: 'V auxhall Facts  and F ig u res ' Vauxhall Motors (Luton,1966)
L .0 .Derbyshire The Story of Vauxhall (Luton 1946) pp54,55*
I t  was the 'L ig h t S ix ' and th e  B r i t is h  management's dec is ion  to
produce i t  which b r o u ^ t  Vauxhall much more in  l in e  with th e  market
tren d . B a r t le t t  described  the  ' L ight S ix ' as 'a  dream come t r u e ' . ( l )
The Luton News commented th a t  'a  no tab le  fe a tu re  of th e  ca r  i s  the
roominess and le a th e r  upho lstery  -  unusual in  cars  of th i s  p r ic e  and
gives a touch of luxury . ' (2) The Deluxe 14 h .p . model a lso  had a
no-draught v e n ti la t io n  system and incorporated  synchromesh gears,.
both innovations which came o r ig in a lly  from th e  G.M.parent company.(3)
(1 ) Luton News 21st S e p t., 1933» p .11.
( 2 )  Luton News 15th. June, 1933, P * 8 .
(3) Synchromesh gears were developed by the  C ad illac  Company in  
1928 and th e  No-Draft V en tila tio n  system was developed by the  
F ish er Body Company and f i t t e d  to  a l l  G.M.American models in  
1933. ' About General Motors C orporation ,' P ublic  R ela tions
Typescript (London 1977) pp 5 & 6 .
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Here can be observed the emerging fe a tu re s  of motor v eh ic le  
com petition in  iAiich s ty l in g , techno log ica l innovation  and op tio n a l 
ex tra s  became im portant in  securing  s a le s .  In  p r ic e  term s th e  
Vauxhall 'L i ^ t  Six* 12 h .p . was f a r  cheaper than  th e  A ustin  12 
which r e ta i le d  a t  £ 225, although only £7 more expensive than  th e  
1933 p r ic e  of th e  l i ^ t  ' A ustin 12 ' in troduced  a  y ear e a r l i e r .
The M orris 12 a lso  r e ta i le d  a t  £L95 in  1933. Thus lAiile th e re  
was l i t t l e  attem pt by Vauxhall to  undercut r iv a ls  in  p r ic e ,  e f fo r ts  
were spent on try in g  to  ensure s u p e r io r i ty  of design , th e  o f fe r  of 
o p tio n ^  ex tra s  and a d d itio n a l a t t r a c t iv e  fe a tu re s  and on vigorous 
m arketing methods, ( l )  Signs th a t  such p o licy  was successfu l 
a re  to  be found in  th e  sudden jump in  Vauxhall c a r  sa le s  from 
3,600 in  1932 to  over 11,000 in  193^. By 1935 Vauxhall c a r  s a le s  
had more than doubled, to  over 26,000.
(1 ) A .F .P alm er-P hillips 'Arguments Against P rice  C u ttin g ,' General 
Motors News Nov., 1929, p .123. P a lm er-P h illip s  was D ire c to r
of Vauxhall Sales Department.
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TABLE 9 Total Output of Cars, G.V.*s and Number of Employees,
Year Total Cars C .V .'s Employees Total F loor Area
1929
Output
1278 1278 ' — 1552 H i acres
1930 8930 8930* - 2725 i 2 i If
1931 15152 3927 11225 2458 13 . ft 7 acre
1932 ' 16918 3679 13239 3268 20 i f t
in c rease
1933 27636 11106 16530 5200 2 0 i If
1934 40455 11816 21639 6352 25 i If 5 acre  in c rease
1935 48671 26240+ 22431 6726 M If 9 acre  in c rease
1936 50703 21319 29384 7660 4 l i ft 7 a c le  in c rease
1937 59744 28076 31668 8669 4 3 i If
1938 60111 35415+ 24696 8589 5 3 i f f 10 acre  in c rease
* The f ig u re  f o r  1930 must have included Chevrolet tru ck s  assembled 
f o r  th e  f i r s t  time a t  Luton.
+ Years when c a r  output exceeded c .v .o u tp u t.
Source; 'Vauxhall Facts and F ig u res ' Vauxhall Motors (Luton, 1966) 
The 'L ig h t S ix es ' heralded  th e  en try  of Vauxhall in to  the  ranks 
of th e  mass c a r  producers. However, i t  was s t i l l  a  com paratively 
small c a r  producer, and though comparable with Standard and Rootes 
i t s  output was only h a lf  th a t  of Ford and a q u a r te r  of A ustin and 
a q u a rte r  of Morris (1) The L ight Six seems to  have taken from th e  
top end of th e  growing middle c la s s  m arket.
( l )  See Table 7» P*51.
59. .
Much of th e  i n i t i a l  reo rg an isa tio n  and expansion of th e  Vauxhall 
works, however, was due to  the production  of l i ^ t  tru c k s , which 
ihust take a  la rg e  p a r t  of the  c re d it  in  exp lain ing  th e  success o f
I
th e  company in  th e  1930 's .
At th e  tim e of th e  G.M .take-over of Vauxhall in  1925 a  k ind  of quasi 
assembly l in e  was in  ex is ten ce , bu t th e re  were no autom atic conveyors 
and much of th e  work was manhandled in to  assembly p o s itio n . Much 
bench and batch production work was c a rr ie d  out and the  cap ac ity  
of th e  works was a t  25 to  30 ch ass is  a  week, ( l )
The reo rg an isa tio n  fo r  mass production requ ired  considerab le  
investm ent by G.M. and th i s  was te n ta t iv e ly  s ta r te d  in  192? when 
£250,000 a d d itio n a l c a p ita l  was provided to  finance ex tensions to  
th e  fa c to ry . (2) An in d ic a to r  of la rg e  sca le  expansion was given 
in  1929 ^ e n  G.M. acquired 276,202 Preference Shares, of which 
23,798 remained in  th e  hands of th e  Board members. (3) A ll th e  
Ordinary shares had been acquired in  1925.
The beginnings o f a  modem mass assembly l in e  were in s ta l le d  in  1929 
once G.M. had agreed to  th e  expansion of Vauxhall. Two problems 
faced  the  Vauxhall/G.M. management a t  th i s  tim e: which v eh ic le  to  
produce, and what to  do with the  G.M. o rg an isa tio n  a t  Hendon?
A lth o u ^  over 1,000 people were employed a t  Hendon th e  works d id  no t 
have th e  same p o te n tia l  f o r  expansion as th a t  of th e  Vauxhall works. 
In  a d d itio n , the  Chevrolet truck  assembled from C.K.D's was 
immediately a v a ila b le  fo r  mass production  and enjoyed considerab le  
s a le s  in  B r ita in  and abroad. For th ese  reasons th e  d ec is io n  was
(1 ) Automobile Engineer O c t.. 1925 Vol. XV, No.207. How Vauxhall 
changed to  mass production i s  im portant to  th e  argument on 
labour co n tro l in  Chapter 6 .
(2) Report to  the  D irec to rs  fo r  th e  Year ending 31st D ec ., 1927.
(3) Report to  th e  D irec to rs  f o r  th e  Year ending 31st D ec., 1929.
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taken  to  t r a n s f e r  th e  whole of th e  G.M. Hendon m anufacturing 
operations to  Luton, and to  make Hendon a cen tre  f o r  Sales
d is t r ib u t io n  and se rv ice  operations a f t e r  the  amalgamation of th e
- .
h ith e r to  sep ara te  o rg a n isa tio n s . ( l )
By th e  summer of 1930 'r a d ic a l  changes had been e ffe c te d  both in  
th e  layou t of the  works and th e  equipment employed. ' (2) Conveyors 
were used in  engine and ch assis  assembly thou#i moving assembly 
l in e s  were no t in troduced u n t i l  1933.(3) The p la n t was capable of 
producing 75 ch assis  p e r  day, and 85 p e r  cent of production  was 
devoted to  C hevrolet tru c k s .(4 )
In re tro s p e c t ,  th e  d ec is io n  to  produce th e  Chevrolet tru c k  was no t 
su rp r is in g . The engine and ch assis  had. been designed in  America 
s p e c if ic a l ly  f o r  mass production and th e  ex p e rtise  in  assembly gained 
a t  Hendon throughout th e  1920s could e a s i ly  be ap p lied  to  th e  newly 
reorgan ised  works a t  Luton. During the  years 1925 to  1932 no few er 
than  17,884 ca rs  includ ing  C ad illac , Buick, C hevrolet, La S a lle , •
01dsmobile, P on tiac , Oakland and M arquette were assembled a t  Hendon. 
In  a d d itio n  54,462 commercial veh ic les  were assembled th e re  during 
th e  same p erio d , includ ing  5,986 Bedfords in  1931.(5) This averaged 
2,235 cars, and about 6,800 tru c k s , p e r  year. The average y ea rly  • 
output of each of the  e i ^ t  models of G.M. cars ( a l th o u ^  th e  cheaper 
Chevrolets would s e l l  more than th e  C ad illacs) equals 280 -  no t an 
im pressive f ig u re  as th e  b as is  f o r  G.M's en try  in to  th e  mass
(1) General Motors News S ep t., 1929 V o l.II  No.3 p .57
(2) 'The Works o f  Vauxhall Motors L im ited .' Automobile Engineer
Aug., 1930 Vol. XX, No.270.
(3) 'The Vauxhall Works.' The Automobile Engineer Se p t .1933
p . 319 and 320.
(4) I ^  Aug., 1930.
(5) Vauxhall Facts  and F igures. V auxhall, Luton 1966 p .3.
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production market in  B r ita in  and th i s  no t su rp r is in g ly  prompted 
considera tion  of the  production  of one o r two ca r  and tru ck  models.
The production of th e  Chevrolet tru ck  a t  Luton had solved
tem porarily  th e  problem of a c .v . model fo r  th e  B r it is h  m arket,
and in  1930 g re a te r  urgency was seen to  be th e  need to  mass produce
a Vauxhall ca r  re su lt in g  in  th e  'C adet' in  1931 * However, c r itic is m
in  th e  m otoring p ress  of V auxhall' s American connection continued
and in  the  economic n a t io n a l is t  clim ate of the  depression  i t
became c le a r  to  Vauxhall/C.M. management th a t  th e  name Chevrolet
would have to  be expunged and rep laced  by a s u ita b le  B r it is h  s u b s t i tu t e . ( l )
The outcome was the  mass production of th e  'a l l  B r i t i s h ' Bedford
tru c k . A 2 to n  model was produced in  1931, follow ed by th e  extremely
popular 30 cwt model in  1932, which l a t e r  enjoyed enormous sa le s
throughout th e  1930s* Once again , i t  was the  B r i t is h  management's
suggestions th a t  le d  to  the  production of the r i ^ t  model ; and
S ir  Reginald Pearson r e c a l ls :  'The Americans a t  f i r s t  wanted to  b u ild
a wide range of cars but th e re  was no c a l l  fo r  th i s  in  Great B r ita in
in  th e  1930s. B a r t le t t  sa id  "What was needed was a  good tru c k ."
B a r t le t t  convinced Sloan th a t  a tru ck  was the  b e s t th in g  f o r  Vauxhall. •
I t  was a l i f e  s a v e r . ' (2)
(1 ) Frequent claims in  the p ress  by Vauxhall th a t  the  C hevrolet was 
made up of 80% B r it ish  lab o u r and m a te r ia ls , and soon to  be 95^ 
shows th e  s e n s i t iv i ty  of Vauxhall management to  th ese  c r i t ic is m s . 
Luton News 2?th March, 1930. p .20. As l a t e  as 1932 Walton, the  
Vauxhall Chairman, s ta te d  th a t  'th e  name General Motors has been 
a sso c ia ted  in  th i s  country with th e  sa le  of imported cars and 
commercial v eh ic les  and in  consequence our p o s itio n  as b u ild e rs  
of B r i t is h  products has been somewhat p re ju d iced  'R eport of the
18th  Ordinary General Meeting^The Times , 13th  A p ril, 1932 
p .21 . c o l .3 .
(2) In terv iew  with S ir  Reginald Pearson, F eb ., 1979. The Sloan 
d e s ire  to  bu ild  a wide range of cars  was an ex tension  of 
G.M's successfu l p o licy  in  competing ag a in s t Ford in  the  1920s.
I t  would th e re fo re  seem to  Sloan th a t  such a p o licy  would work 
in  B r ita in  as w ell. In  f a c t  what was needed was one 
successfu l c .v . and car model to  p en e tra te  in to  the  ranks of 
mass producers. Model d iv e r s i f ic a t io n  could come once a model 
le a d e r  was e s ta b lish ed .
. '  ' ' 62. - 
A dditional weight was given to  th e  idea of an a l l  B r i t is h  truck  
when B il l  Knudsen, th e  P resid en t of C hevrolet, who was v is i t in g
England in  1930, reac ted  an g rily  when he discovered th a t  Chevrolet
\ ' . ' -
tru ck  production had gone ahead w ithout h is  perm ission, immediately 
he ordered Vauxhall to  cease m anufacturing C hevrolet com ponents.(l) 
B a r t le t t  had l e a m t  from Hendon in  the  1920s th a t  as a  r e s u l t  of 
p lac in g  truck  bodies on th e  ^ h ev ro le t c h a s s is , G.M. tru ck s  so ld  
b e t te r  than th e  c a rs . The Ford company in  E n^and had follow ed 
a s im ila r  p o lic y  when saddled with th e  in c r e a s in g  y outmoded and 
com paratively la rg e  Model T. (2) Some market p o te n tia l  ex is ted  
in  th e  1920s f o r  a l ig h t  w e i^ t  tru c k , and Ford, and p a r t ic u la r ly  
G.M., began to  ex p lo it th i s  by adapting  th e i r  la rg e  ca rs  to  meet 
th ese  p o te n tia l home and overseas m aikets. (3)
T hrou^out the  1920s most commercial v eh ic le  companies produced f o r  
th e  h eav ie r end of th e  m arket, which was much more a bespoke 
b u siness , producing veh ic les  in  batches which ensured high p r ic e s ,  
beyond the  pocket of the  small t r a d e r  and businessman. In  a d d itio n , 
h ire -pu rchase  and o th er c re d it  f a c i l i t i e s  were not a v a ila b le  to  th e  
ex ten t they were to  become a decade l a t e r .
F or much of th e  decade B r it is h  c .v . producers were fending o ff • 
th e  problems of insolvency coming immediately a f t e r  th e  War when th e  
home market was flooded with ex-war department l o r r i e s ,  a f fe c t in g  
new sa le s  d r a s t ic a l ly .  Retrenchment ensued to  ensure su rv iv a l, and
(1) L .H artn e tt Big Wheels and L i t t l e  Wheels (1965) P-39.
(2) The Model T incorporated  an ingenious innovation  vdiereby a 
saloon body could be clipped  on in  p lace  of a lo r r y  body a t  
the  whim of the  owner. A.Holme'Some Aspects of th e  B r i t is h  
Motor M anufacturing Industry  During the  Years 1919-1930,* 
Unpublished M.A.Thesis, S h e ffie ld  U n iversity  1964. p .l0 9 .
(3) S ir  Raymond Dennis of Dennis Motors, rep o rted  as e a r ly  as 
1920- 21 , a f t e r  a  world to u r , th a t  'th e  l ig h t  American 
commercial v eh ic le  would be p re fe rre d  to  th e  heavy duty 
c .v .s  produced in  B r i t a in . ' Holmes th e s is  op. c i t  p .? 4 .
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p r o f i t a b i l i ty  only began to  r is e  again  with the onset of th e  
'b u s  boom' a sso c ia ted  from 1926 with th e  ra p id ly  growing charabanc 
•iparket.
One of the m ajor o b stac le s  to  change was the  batch methods of 
production . I t  was d i f f i c u l t  and too expensive to  produce both 
la rg e  v eh ic les  of 2 tons and above, and c a te r  f o r  th e  l i ^ t  tru ck  
m arket and w ith the en try  of Morris Commercial in  1924, commercial 
v eh ic le  companies found d i f f ic u l ty  competing. Leyland, f o r  
example, produced a 30 cwt truck  in  1923 co stin g  £560, b u t could 
no t compete w ith the  M orris van and Ford Model T r e t a i l in g  a t  
around £200 in  1924. ( l )  L eyland 's v eh ic le  s iz e s  in creased  in  
th e  second h a l f  of th e  decade, as a  re a c tio n  to  previous f a i lu r e  
in  th i s  s e c to r  of th e  m aiket. O ther companies re je c te d  a ttem pts  
a t  mass production and proclaimed engineering p e rfe c tio n  as t h e i r  
o b jec tiv e . Foden continued to  produce steam v eh ic les  up to  the  
e a r ly  1930s as the ^nain p a i t  of i t s  works ou tput, when i t  was c le a r  
th a t  these b e a u tifu lly  made but heavy and slow monsters were an 
anachronism. (2)
M orris Commercial c le a r ly  showed th a t  the  advantage of th e  l i ^ t  
tru c k  lay  with the mass producer, as i t  was 'produced la rg e ly  w ith 
th e  same equipment as th a t  used in  th e  production of passenger 
c a r s . ' (3) The gain in  economies of sca le  reduced co sts  and 
lowered p r ic e s  s ig n if ic a n tly .  W hilst th is  process had been
(1 ) Holmes Thesis op. c i t  p .109
(2) Pat Kennet The Foden Story (Cambridge 1978) p .119»
(3) M .M iller and R.A.Church' Motor Manufacturing* in  N.K.Buxton
and D .H .A ldcroft (eds) B r it is h  Industry  Between th e  Wars 
(1979), paperback ed. 1982) p . 205. '
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in f lu e n t ia l  in  th e  car market in  th e  1920s, with th e  mass production  
p o lic ie s  of M orris and A ustin, th ese  changes were not in troduced  
to  commercial v eh ic le  production u n t i l  the 1930s, a development 
of two American companies as in n o v ato rs , ( l )
The assembly l in e  in  V auxhall's Luton works was i n i t i a l l y  s e t  up 
f o r  the C hevrolet truck ; but th i s  was regarded p rim arily  by th e  
Americans as an in terim  measure. They m istakenly id e n t i f ie d  a 
need fo r  th e  main th ru s t  of V auxhall's  expansion to  be cen tred  
on th e  production  of la rg e  c a rs . The assessm ent of Jim Mooney 
as Head of General Motors Overseas O perations was th a t  a m anufacturing 
base was needed in  B r ita in . I h is  was proved co rre c t when American 
im ports f e l l  sharp ly  a f t e r  th e  boom of 1928/29. In  1930, 80 p e r
cent of a l l  goods v eh ic les  produced in  the  U.K. f e l l  in  th e  up 
to  50 cwt c la s s ,  and 22 p e r cent w ith in  th a t  category had a cap ac ity  
of le s s  than 15 cwt. (2) The tre n d  was obviously towards l i g h t  
w e i^ t  v e h ic le s , and s ig n if ic a n tly  th e  empire market was to  be a 
f r u i t f u l  export a rea  (another Mooney p re d ic tio n )  -  but th e  v eh ic le  
produced was th e  26 h .p . Cadet.
In  ea rly  1931 th e  f i r s t  Bedford tru c k  appeared on th e  m arket. I t  
was a 2 ton model and boosted Vauxhall c .v . s a le s  from 7,590 (3) 
in  1930 to  11,225  in  1931. Keen p r ic e s  helped to  secure t h i s  success. 
The sh o rt wheeled base ch assis /cab  cost £198 and th e  la rg e r  model 
£210. The complete fa c to ry  b u i l t  drop s id e  tru ck s  cost only £240 
and £260 re sp e c tiv e ly . (4) I t s  c lo se s t  r iv a l  was the Ford 2 ton  
which was £10 cheaper.
(1 ) M ille r and Church op. c i t . p .205 .
(2) M ille r and Church Ib id  p.205.
(3 ) i . e .  &3fc of the  8,930 Vauxhall output was Chevrolet tru c k s  
in  1930. See Table 9, p .58 .
(4) You See Them Everywhere; Bedford Commercial V ehicles Since 1931 
Vauxhall Motors (Luton, 1979) p.3«
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TABLE 10 C hassis P rice s  2 ton  and 30 cwt tru ck s  1931-33
2 Ton * 30 c w t^
SHORT WHEEL BASE LONG WHEEL BASE
Bedford £198 £210 £175
Ford £188 £197 £189
B a rr ie r  £198 £235 -
W illy 's  Overland £224 -  -
Morris Commercial £226 -  £198
Gommer ‘ £248 ' £265 £210
Dennis £385 -  £300
* 1931 ** 1933 ,
Sources: Commercial Motor 3rd November, 1931. pp.406-408.5th May,1933,
p .409.
Of th e  18 B r i t is h  and fo re ig n  firm s which competed in  t h i s  s e c to r  
of the  market th e  two American s u b s id ia r ie s  le d  th e  f i e ld  in  both  
types of wheel base. The p ric e  o f th e  more expensive 2 tori tru c k s  
reached almost £500 and no t s u rp r is in g ly  Vauxhall and Ford le d  th e -  
f i e ld  in  s a le s .
At th e  end of 1931 Vauxhall unveiled  th e  30 cwt tru ck  which was 
a m odified and cheaper version  of th e  2 tonner and rep laced  th e  
C hevrolet. D espite a 3 .0  p e r cen t n a tio n a l f a l l  in  p roduction  of 
commercial v eh ic les  in  1931 and ano ther drop of 8 .9  p e r cen t in  1932, 
Bedford truck  s a le s  continued to  r i s e  and by 1932 had r is e n  by 
18 p e r cen t, and in  1933 by a fu r th e r  25 p e r cen t. Between 1931 
and 1937 the  output of Bedfords had n ea rly  t r ip le d .  Meanwhile from 
1933 Bedfords accounted f o r  over 25 p e r cent of B r i t is h  c .v .o u tp u t.
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TABLE 11 Bedford Percentage of C.V.Output 1931 to  1938
Year C.V.Output G.B. Bedford Output % o f G.B.Output
‘1931 . 67,003 11,225 16 .7
1932 61,756 13,239 21.4
1933 65,221 16,530 ■ 25.3
1934 85,134 21,639 25.4
1935 105,456 22,431 21.2
1936 . 108,000 29,384 27.2
1937 118,000 31,668 26.8
1938 97,000 24,696 25.4
Source: G.Maxcy and A .S ilberston  The Motor Industry  (1959)
Table 1 , p .223. Vauxhall Facts and F igures Vauxhall 
Motors (Luton, I 966) .
The 30 cwt B edford 's success was not only th a t  i t  was th e  cheapest
in  i t s  range a t  £175, bu t th a t  i t  was a  strong  and r e l ia b le  v eh ic le .
I t s  payload, f o r  example, could be exceeded by as much as 50 p e r  •
cen t, (1 ) and th e  robust q u a lity  of th i s  veh ic le  proved popular
with the businessman. In add ition ,.V au xhall was ab le  to  in crease
output by th e  ad ap ta tion  and e x p lo ita tio n  of G.M.marketing techniques
thereby widening p o te n tia l market s a le s .  Much in  th e  same way th a t
th e  model p o lic ie s  of S inger, Standard sind Hillman helped to
stim u la te  th e  market f o r  10 h .p . ca rs  in  th e  ea r ly  1930s . (2)
In ten siv e  a d v e r tis in g , th e  employment of tra in e d  salesmen in  th e
f i e l d ,  an in crease  in  o u t le t s  and the extension  o f c re d it  f a c i l i t i e s
(1 ) You See Them Everywhere: B e^ord Commercial V eh ic les S ince 1931 
Vauxhall Motors (Luton 1979) p .3. Much was made in  Vauxhall ” 
advertisem ents o f the time o f  the a b i l i t y  o f Bedford trucks
to  exceed th e i r  payload.
(2) R. Church and M. M iller'T he Big Three: Com petition, Management 
and M arketing in  th e  B r it ish  Motor In d u stry , 1922-1939.*
In B.Supple (ed) Essays in  B r it ish  Business H istory  (Oxford ,1977)
p . 1 7 5 .
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th r o n g  the  General Motors Acceptance Corporation ( l )  and B r it ish  
c re d it  companies were a lso  im portant. (2) P a r t ic u la r ly  a f t e r  
Î929 when depression  caused veh ic le  replacem ent to  slow down as 
owne2?s hung on lo n g er to  t h e i r  old models. C red it and H.P. 
inducements given by G.M.A.C. would persuade a  qu icker replacem ent 
than otherw ise would have taken  p lace  and a sw itch to  Bedford 
tru c k s . G.M.A.C. f i r s t  opened a B r i t is h  branch in  1928. (3)
By c o n tra s t A ustin and M orris sa le s  techniques appeared p e d e s tr ia n , 
and Henry Ford had always p laced  more emphasis on th e  production  
s id e  of the  b u sin ess . Equally in f lu e n t ia l  in  V auxhall's  success 
was i t s  im pressive in crease  in  overseas s a le s , p a r t ic u la r ly  of the  
30' cwt tru c k , (4) f a c i l i t a t e d  by ex c e lle n t a f te r - s a le s  and 
maintenance s e rv ic e s . Once.again G.M. was ab le  to  help  considerably  
by making a v a ila b le  i t s  ex tensive overseas o u tle ts  based in  104 
c o u n trie s . (5) In  these  a reas  B r it is h  commercial v eh ic le  producers 
n o ticeab ly  lagged behind. (6) Ihe l i ^ t - w e i ^ t  tru ck  was p re fe rre d  
in  le s s  developed co u n trie s  and th e  la rg e  payload in  comparison to  
i t s  s iz e , combined with a s tu rdy  ch assis  frame and sp rin g in g , made 
them id e a l f o r  r o u ^  roads.
In B rita in  l i ^ t  truck s a le s  were given a considerable f i l l i p  by 
the incorporation o f the S a lter  Report proposals in to  the Road 
T ra ffic  Act o f 1933, which p en a lised  heavy commercial v e h ic le s
(1) A G.M. cre d it  company began in  th e U.S.A. in  1919,AI^Sloan - 
My Years with General Motors (1965) p .152.
(2) This i s  more f u l ly  d iscussed  in  Chapter 4 under M arketing.
(3) G.M.News, Ju ly , 1928, V o l.l, p .10.
(4) Vau3diall*s export performance i s  examined in  Chapter 4 .
(5) This i s  General Motors, General Motors News June, 1930,PP 330-331.
(6) See Commercial Motor 10th F e b ., 1931 p .912, in  which B r i t is h  
c .v . companies f a i lu r e  in  overseas markets i s  examined.
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by h i ^  ta x a tio n , ( l )
Vauxhall a lso  achieved success in  th e  l i ^ t  passenger commercial 
y eh ic le  m arket. In  th e  l a s t  q u a rte r  of 1931 no few er than  52 
p e r  cen t of a l l  14-20 s e a te r  buses and coaches re g is te re d  in  
B r i ta in  were Bedford: (2) a remarkable r i s e  as i t  was no t launched 
u n t i l  August of th a t  year. In  1932, 65 p e r cent of a l l  buses 
and coaches so ld  in  th e  9 to  20 s e a te r  category were Bedford, (3) 
and by 1939 5,500  commercial passenger veh ic les  had been so ld ; pf 
a l l  th e  small buses and coaches opera ting  in  B r ita in  70 p e r  cen t 
were Bedfords. (4) Im pressive though these  f ig u re s  appear to  
be i t  must be remembered th a t  in  th e  _ maiket f o r  14 s e a te r  buses 
in  1931 Bedford only had two r iv a ls  ^ o s e  ch assis  p r ic e s  were 
£450 compared to  th a t  of £250 f o r  th e  Bedford. (5 ) In  th e  20 
s e a te r  bus range com petition was g re a te r  with about 12 firm s in  
the  m arket, bu t n e ith e r  Morris-Commercial nor Ford, B edford 's main 
mass producer r iv a ls ,  had a  model in  th is  range. The Bedford 
ch ass is  was by f a r  the cheapest a t  £265 with Commer (a lso  a  Luton 
firm ) second a t  £295; th e  r e s t  were p riced  between £400 and £ 6 0 0 .(6 )  
Ford d id  compete with Bedford in  th e  12 cwt van range and was £10 
cheaper a t  £135, but the Bedford was a t t r a c t iv e  to  buyers as i t  
incorporated  synchromesh gears, using  the 'C adet' 17 h .p . engine 
and tran sm iss io n . ( 7)
(1 ) Commercial Motor 28th A pril, 1933 p.379. e .g . a  £7 in c re a se  was
put on v eh ic les  below 2 tons and thereby in creased  by each to n .
Ten ton  v eh ic les  and above had a  £177 in c rease ,
(2) Bedford Buses and Coaches Since 1931, Vauxhall Motors (Luton, 
1979) p .5 .
(3) Ib id  p .6
(4) Bus Fayre V o l.l N o .l. A p ril, 1978. p .11.
*(5) Commercial Motor 3 1st Nov., 1931 pp406-408.
(6) Ib id . pp. 406-408. I
( 7) Commercial Motor 5 th  May, 1931* P*409
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The p rep ara tio n  fo r  production of the  L ight Sixes and th e  need 
f o r  g re a te r  capacity  to  f u l f i l l  th e  increased  demand of Bedfords 
e n ta ile d  a fu r th e r  reo rg an isa tio n  and expansion of the Luton p la n t.  
While Vauxhall had taken advantage of th e  a b i l i t y  of the  p la n t to  
produce cars and l i ^ t - w e i ^ t  trucks with much th e  same equipment, 
th e  ex istence of a s i n ^ e  assembly l in e  created  unnecessary d e lay s. 
The 1929 reo rg an isa tio n  had la id  th e  foundation of a modern 
assembly l in e ,  bu t i t  was small by comparison with th a t  of Ford, 
M orris and A ustin . Components of each type of v eh ic le  had to  be 
manufactured in  batches and commercial veh ic les  were produced 'f o r  
some days, o r p o ssib ly  weeks, before to o lin g  was changed f o r  th e  
production of th e  Vauxhall m odel.' ( l )
During the e re c tio n  both commercial veh ic les  and cars  were assembled 
on th e  ch assis  l in e  sim ultaneously , 'a l t h o u ^  sep ara te  frame 
assembly l in e s  and body bu ild in g  shops (were) p ro v id ed .' (2)
In  February, 1933 £500,000 was in v ested  in  reo rgan ising  the  works 
to  expand cap ac ity . (3) Two p a r a l le l  assembly l in e s  were in s ta l le d ;  
one f o r  passenger cars  and one f o r  commercial v e h ic le s , both of 
which inco ipo ra ted  machine operated continuous conveyors f o r  engine, 
ch ass is  and f in a l  assembly. (4)
By comparison Moirris d id  not in troduce moving assembly l in e s  a t  
Cowley u n t i l  1933, (5) though c e r ta in  l in e s  fo r  th e  Morris Minor were
(1 ) The Works of Vauxhall Motors Lim ited Automobile Engineer 
Aug., 1930.
(2) Ib id  August 1930 .
(3) Luton News 9th February, 1933. p .8, c o l .3 .
(4) Luton News l6 th  March, 1933, p .9  c o l .4.
(5) P.Andrews and E.Brunner The L ife  of Lord N uffie ld  (1955) ,p .197. 
Quoted in  D.Lyddon, Workplace O rganisations in  the  B r i t is h  Gar 
In d u s try . ' A c r i t iq u e  fo r  Jonathan Z e itlin *  H isto ry  Workshop 
Journal Spring 1983, No.15, p .132.
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pro p e lled  by chains in  e a r ly  1929. ( l )  F o rd 's  Dagenham p la n t 
had f u l ly  automated conveyors in  1931 a f t e r  i t s  move was completed.
This had the  e f fe c t  of speeding up production considerably .
T hou^ the  f lo o r  space was increased  by 1 7 i p e r cent output was 
improved by 50 p e r cen t, and the  works capacity  was ra ise d  to  
150 chassis  a day. (2) This was double th e  1930 capacity  of 
75 chassis  a day. B a r t le t t  saw th e  reo rg an isa tio n  as th e  l a s t  
stage in  the transfo rm ation  of Vauxhall in to  a  mass producer and 
s ta te d  th a t  th e  replanned works were th e  f in a l  break with the  
company's p a s t a s so c ia tio n  with 'o ld  s e le c tiv e  and expensive 
p r iv a te  c a r s . ' (3) The 'S i le n t  80* r e ta i l in g  a t  £750 was phased 
out of production ending th e  l in e  of Vauxhall cars with a d i r e c t  
pedigree from th e  old company.
Much of the reorgan ised  production f a c i l i t i e s  ca te red  f o r  th e  
B ight Sixes (4) and the  Bedford 30 cwt tru ck , but in  1934 the  
Vauxhall management f e l t  th e  need to  have a model in  the  la r g e r  ca r 
m arket. These were the  'B ig S ixes' and due to  increased  p ro d u c tiv ity , 
the  20 h .p . and 26 h .p . s ix  cy lin d e r models r e ta i le d  a t  £325 and 
£550 -  a considerable drop on the  'S i le n t  80' p r ic e . Michael 
Sedgwick w rily  comments ' i t s  appeal was to  the  cap ta in s  of in d u stry  
with f le e t s  of B edfords.' (5)
Vauxhall a lso  en tered  in to  the  la rg e r  commercial v eh ic le  market in  
1934 with the  in tro d u c tio n  of a 3 ton  tru ck  p riced  a t  between £245
(1 ) Automobile Engineer June, 1929» p .225 quoted in  Lyddon
ib id  p .132 .
(2) ' The Vauxhall Works, ' Automobile Engineer S ep t., 1933 PP 319-325.
(3) Luton News 30th March, 1933. p .11.
(4) 80^ of Vaiixhall ca r d e liv e r ie s  were L ight Sixes in  1935.
M.Sedgewick Vauxhall ( l 981) p .57.
(5) Ib id . p .56 .
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and. £ 260. I t  was th e  cheapest in  th i s  range and only M orris 
Commercial a t  £276 and Fordson a t  £307 could come c lo se  to  competing 
in  p r ic e  term s, ( l )  The e f fe c t  of V auxhall's  p r ic e  le a d  was to  
induce p ric e  reductions in  th e  commercial veh ic le  f i e ld  thereby  
c re a tin g  a s im ila r  kind of p r ic e  com petition which had taken  
p lace  in  the  c a r  maiket in  th e  1920s. A close comparison i s ,  
however, d i f f i c u l t  as th e re  were considerab le  d iffe re n c es  in  
commercial v eh ic le  and ca r  p roduction . D espite moves toward 
mass production  le d  by Morris-Commercial, Ford (Fordson) and 
Vauxhall (Bedford), th i s  could only t r u ly  be e ffec ted  in  engine 
and ch assis  p roduction . Body b u ild in g  was s t i l l  very much a  
sp e c ia lis e d  p a r t  of th e  f in a l  s tages of completion and was 
expensive because i t  was la rg e ly  c a r r ie d  out by s k i l le d  manual 
lab o u r. In  f a c t  Vauxhall o ffe red  over 44 v a r ia tio n s  of i t s  seven 
b a s ic  commercial v eh ic le  models: from vans to  ambulances.
Along with o th e r  major ca r  producers, Vauxhall .had moved in to  
'f a c to ry  custom' body production , bu t where the  demand f o r  a  body 
s ty le  was l im ite d  they commissioned i t  from s p e c ia l is t s .  Salmons- 
Tickford of Newport P agnell, and Grosvenor, both of which had long  
asso c ia tio n s  w ith Vauxhall s tre tc h in g  back to  befo re  th e  1 s t  World 
War, were two of the  seven ou tside  firm s with whom c o n trac ts  f o r  
such work were pursued. (2) The tren d  towards th e  end o f th e  
decade was to  e lim inate  th ese  expensive s id e  l in e s ,  and Vauxhall 
le d  th e  way in  1937 with the  production  of th e  te n  h .p . H s e r ie s .
('iV Commercial Motor 27th A p ril, 1934 p .385. Of th e  te n  makes in  
th e  3 ton  category held  up f o r  p r ic e  comparison, most were 
well over £300 and one over £400.
(2) Sedgwick o p .c i t  p .42.
72.
T^ich was th e  f i r s t  B r it is h  in te g ra l  a l l  s te e l  saloon body which 
needed no sep ara te  firame o r ch ass is , ( l )  Once again , Vauxhall 
’ ^ e w  on the  te c h n ic a l e x p e rtise  of i t s  American p a ren t company, 
and much of th e  i n i t i a l  design work, d r a u ^ t in g ,  and body to o lin g  
was c a rr ie d  out in  th e  United S ta te s , as ' Vauxhall resources were 
inadequate a t  th e  time f o r  such a  heavy undertaking.* (2)
Maurice Olley and Alex Taub, two se n io r  G.M .engineers, were 
tra n s fe rre d  from D e tro it to  axivise on th e  liechanical and design 
asp ec ts  involved in  p roduction . (3) Indeed, i t  was Taub who 
worked on i t s  most ou tstand ing  sa le s  f e a tu re , th a t  of fu e l economy. 
Woifcing with th e  Zenith C arb u re tto r Company he was ab le  to  produce . 
an engine performance o f over 40 m iles to  the g a llo n  much to  th e  
i n i t i a l  d is b e l ie f  of th e  motoring p re ss . I t  was on proving t h i s  
to  be tru e  th a t  A .F .P alm er-P h illip s, th e  sa le s  d is t r ib u t io n  manager, 
based much of th e  'Ten* p u b lic i ty  programmes, with successfu l 
r e s u l t s .
Another n o ticeab le  sa le s  fe a tu re  was independent sp rin g in g ,
on which Olley had worked a t  the  C ad illac  Company. The a d v e r tis in g  
incorporated  th e  phrase 'R iding changed to  g l id in g , ' emphasing th e  
ease and comfort in  handling of th e  v eh ic le . (4) Fuel consumption, 
innovatory fe a tu re s  and s ty le  were emphasised in  th e  p u b lic i ty  
campaign launched a g a in s t M orris, A ustin , Ford and S tandard, which 
were th e  Vauxhall T en 's mass producer r iv a ls ,  and i t  was p r ic e d  a t  
a com petitive £ l68 .
(1 ) L .C .D erbyshire The Story of Vauxhall (Luton, 1946) p .43.
(2) M .P latt An A ddiction to  Automobiles (198O) p . 98.
(3) P la t t  ib id  p .98.
(4) Vauxhall advertisem ents and p u b lic ity  in  Vauxhall a rc h ie v e s ,
Luton and Ihe N ational Motor Museum L ibrary  a rch iv es , B eaulieu,
: -73.
table 12 Ten Horse power Model Competition In  1938 and 1939.
M orris A ustin Standard Ford Vauxhall
1938 £ 1 8 5  ■ 175 172 145 l 68
1939 £  175 175 1&9 -  l 68
Sources: R.Church H erbert A ustin (1979) Table 9» P .129. Taken 
from th e  Motor Gar Index 1928-1939 (F le tc h e r  and Son 
Norwich 1939) and Vauxhall Facts and F igures Vauxhall 
. Motors. (Luton, 1966).
I t s  success i s  evidenced by th e  r i s e  in  Vauxhall c a r  s a le s  which
topped 35,000 in  1938, o u ts tr ip p in g  commercial v eh ic le  sa le s  by
over 10,000. More s ig n if ic a n t ly  i t  helped cushion Vauxhall
a g a in s t the recess io n  in  th e  motor v eh ic le  tra d e  which took p lace
in  1938 and was more damaging to  th e  in d u stry  than th e  depression
in  1931. B rit is h  ca r  production  f e l l  from 390,000 in  1937 to
341,000 in  1938 , a drop of 12^ p e r  cen t, ( l )  Vauxhall ca r  p roduction
by c o n tra s t ro se  from 28,076 in  1937 to  35,415 in  1938, a  r i s e  of
2 6 | p e r cen t. ( 2) B r it ish  commercial v eh ic le  production  f e l l  by
12^ between 1937 and 1938, ^ i l s t  à e d f ord truck  production  f e l l
by 22 p e r cen t. (3) Vauxhall combined ca r  and commercial v eh ic le
output n ev erth e less  increased  by 0 .6  p e r cent; an in f in ite s im a l
in c rease , but an in crease  a l l  the  same when the  output of th e  o th e r
'B ig S ix ' producers was f a l l in g  in  abso lu te  term s. Vauxhall
accounted fo r  10.4  p e r  cen t of B r it ish  ca r  output f o r  1938, th e
h ig h est i t  was to  achieve in  the  years up to  the 2nd World War and
(1 ) C alculated  from G.Maxcy and A .S ilberston  The Motor In d u stry  
1959) p . 223. Table 1.
( 2) C alculated  from f ig u re s  in  Table 9, p .58. ,
(3) C alculated  from Table 1 Maxcy and S ilb e rs to n  op. c i t  p.223
and Table 9 p .58.
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and ample testim ony of th e  importance of th e  Ten to  Vaimdiall.
M orris and Standard attem pted to  co un teract f a l l in g  sa le s  by 
-p u tt in g  th e i r  model p r ic e s  by £10 and £3 re sp e c tiv e ly , but th e  
Vauxhall was s t i l l  cheaper arid su p e rio r . Only th e  Ford was 
low er p riced  but was s t i l l  o f com paratively in f e r io r  design, ( l )
I t  i s  in te re s t in g  to  specu la te  on th e  p o te n tia l  s a le s  of th e  
Vauxhall Ten had not th e  war in tervened  in  th e  fo llow ing y ear, 
causing Vauxhall to  . sw itch to  truck  and C hurchill tank  production . 
Between 1933 and. 1937 Vauxhall reo rgan ised  and extended i t s  p la n t 
co n tin u a lly  and during th a t  time f lo o r  space doubled from 20 to  
4 l ac res . (2) In  1935 K Block was b u i l t  covering acres .an d  
was mainly concerned with machining and assembly of ax les , body 
f in is h in g  and general assembly. (3) In  1936. £200,000 was in v ested  
in  a 7 acre  in c rease  in  th e  works bu t cap acity  was s t i l l  not en o u ^  
to  meet demand, and the. proposals to  b rin g  th e  remaining s a le s  and 
se rv ices  from Hendon to  Luton had to  be postponed. (4) By 1936 
B a r t le t t  announced th a t  th e  company had spent over £2 m illio n  on 
th e  Luton fa c to ry , a very g rea t deal of which had gone in  machines ■ 
and machine to o ls .  (5) However, th e  production of th e  Ten was to  
demand the  la r g e s t  s i n ^ e  c a p ita l investm ent programme since th e  
company's in cep tio n , costing  a m illio n  pounds. (6) The Luton p la n t 
was extended by ano ther te n  acres to  over 53 by 1938, and was th e
(1) See Table 1 2 .p . 73*
(2) See Table 9 p .5 8 .
(3) Luton News 22nd Aug., 1935 p .9 , c o l .6.
(4) Luton Evening Telegraph 29th J a n .,  1936.p . l  co ls  2 & 3.
A fter th e  war Hendon became th e  H.Q. f o r  th e  G .M .subsid iaries 
of F r ig id a ire , U.K.Open Marketing and AC Delco European 
Replacement P a r ts  O peration.
(5) Ib id  p . l .  c o l .3. .
(6) Luton News 25th March, 1937, p .11 c o ls . 6 & 7.
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s in g le  la r g e s t  in c rease  in  f lo o r  space up to  th a t  tim e. More 
s ig n if ic a n t was the  reo rg an isa tio n  of th e  p roduction  processes 
•%o inco rpora te  the  new in te g ra l  body s h e ll  co n s tru c tio n , which 
mad.e Vausdiall th e  most advanced p la n t in  Europe in  t h i s  re sp e c t.
The most in te re s t in g  fe a tu re  was th e  g re a t advance in  welding 
technique and the  e n t ire  body s h e ll  was b u i l t  w ithout r iv e ts  o r 
b o lts  by a s e r ie s  of f la s h  welding o p era tio n s. This was organised
on a  continuous b as is  with a time cycle of 6 m inutes p e r  s h e l l ,' -
and th e  m ajo rity  of operations mechanised to  e lim inate  human e r ro r .  
Not su rp r is in g ly , output and p ro d u c tiv ity  were considerably  
increased  and th e  welding on a 25 h .p . model was reduced from 
35 minutes to  2 m inutes, ( l )  In  1933 th e  Luton p la n t was producing 
150 ch assis  p e r  day; (2) in  1936 th i s  was ra ise d  to  225 v eh ic les  
p e r day, (3) and a f t e r  th e  1937 reo rg an isa tio n  197 ca rs  a  day could 
be produced on a two s h i f t  system, and 272 on a  th re e  s h i f t  day. 
Estim ating tru c k  production  a t  4 l p e r  cen t of output in  1938 th i s  
would give a to t a l  veh ic le  output p e r day of 333 v eh ic les  on a 
2 s h i f t  day, and 46l on a 3 s h i f t  day -  an in crease  of between 48 ,
and 105 p e r cen t, depending on th e  number of s h i f t s .
Another in d ic a tio n  of th e  increased  e ff ic ie n c y  of th e  p la n t was th a t  
although tra d in g  p r o f i t s  p er v eh ic le  f e l l  from £36 to  £26 between 
1936 and 1938 to ta l  v eh ic le  output in creased  by 18 p e r  cent and 
ca r output by 66 p e r cen t. (4) The reduction  in  p r o f i t  p e r v eh ic le
(1 ) ^Producing the  Vauxhall Ten All S tee l Body,' Automobile Engineer
Jan, 1938 .
(2) ' The Vauxhall Works,* Automobile Engineer S e p t.,  1933.
(3) ' The Vauxhall Works,' Automobile Engineer August, 1936.
(4) C alculated from Vauxhall Trading p r o f i t s  in  Report to  the  
D irec to rs , fo r  1936 and 1938 and Vauxhall F acts and F ig u res , 
op. c i t .
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was th e  r e s u l t  of p r ic e  reductions on those v eh ic les  v^ich mass 
production could allow  while m aintain ing o v era ll p r o f i t s .
D espite V auxhall's im pressive performance i t  re ta in e d  a number of 
weaknesses unique to  the  company and some th a t  i t  shared with th e  
in d u stry  as a whole. The Vauxhall s i t e  was u n su itab le  f o r  a 
la rg e  modem fa c to ry  as i t  was s itu a te d  on the  low er slopes of 
the  G h iltem  H ills  which s k ir te d  Luton. This made expansion 
d i f f i c u l t  and la rg e  volumes of ea rth  had to  be removed from the 
g rad ien ts  to  e re c t new b u ild in g s . The presence o f Kimpton Road 
which a t  one tim e was on th e  periphery  of the  works, was, as a 
r e s u l t  of ex tensions, a c e n tra l thoroughfare, n e c e s s ita tin g  b ridge 
con stru c tio n  f o r  the  conveyance of veh ic le  u n its  from one s i t e  to  
ano ther, ( l )  Thus the  o rg an isa tio n  of production a t  Vauxhall was 
unique due to  geographical lo c a tio n  and hindered th e  atta inm ent 
of maximum u t i l i z a t io n  of th e  works. Such co n sid e ra tio n s  le d  to  
a d ec is ion  in  1938 to  purchase land  in  nearby Dunstable fo r  the  
e rec tio n  of a p la n t devoted to  commercial v eh ic le s , (2) though in  
f a c t  th i s  was not implemented u n t i l  the  1950s. A fe a tu re  of th e  
move toward mass production i s  th e  re lia n c e  on ou tside  su p p lie rs  
of components, and m anufacturing processes in  ca r f a c to r ie s  became 
la rg e ly  replaced by assembly. (3) V auxhall's  re lia n c e  on su p p lie s  
was g re a te r  than  most, p a r t ic u la r ly  those of the  'B ig T h ree ', and 
caused a number of weaknesses. Vau^diall had no foundry, a l l  
c a s tin g s , stampings and fo rg ings being bought in  r o u ^  form to  be 
machined a t  Luton. (4) A small output compared to  those produced
(1)  ^Producing the Vauxhall Ten All S tee l Body,’ A u to m o b ile  Engineer
Ja n ., 1938.
(2) Luton News l4 th  Ju ly , 1938. p .1 0 .c o l .2.
(3 ). E ric Bates in terv iew  March, 1980. He described  VauDdiall in  th e  
1930s as much more a g ian t assembly p la n t r a th e r  than a 
m anufacturing cen tre .
(4) This was s t i l l  the case in  th e  1970s. K .U llye tt The Vauxhall 
Companion (1971 ) p .44-.
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ty  th e  'B ig Three* meant th a t  orders were sm aller and c o n tra c ts  
were consequently le s s  valuable  to  su p p lie rs  such as Lucas and 
•Smiths, who would n a tu ra lly  give p r io r i ty  to  Vauxhall*s la r g e r  
r iv a ls .  This would have th e  e f fe c t  of causing b o ttlen eck s  in  
production and delays in  d e liv e r ie s  to  d e a le rs ,
M orris had th e  advantage th a t  i t  had pursued a p o licy  of acq u irin g  
as many of i t s  component su p p lie rs  as p o ss ib le  in  th e  1920s .  ( l )
Thou^ o th er firm s purchased th e i r  ca s tin g s  from o u ts id e , A ustin 
made a  d e lib e ra te  d ec is io n  to  manufacture as  many as was p o ss ib le  • 
from th e  mid 1920s , saving up to  50 p e r  cen t of th e  co st in  th i s  
way.(2) Ford had i t s  own foundry a t  Dagenham.
Charles B a r t le t t  deplored Vauxhall*s excessive re lia n c e  on ex te rn a l 
su p p lie rs  because i t  fo rced  the  company in to  the arms of su p p lie rs  
and placed him a t  a com petitive disadvantage. C ritic ism  was aimed 
in  p a r t ic u la r  a t  h igh ly  p riced  and in f e r io r  q u a lity  sh ee t m etal and 
th e  p ric e  f ix in g  of s a fe ty  g la ss , p a in t ,  copper, n ick e l and lamp 
bu lbs. (3) He viewed the  m onopolistic p o s itio n  of th ese  m anufacturers 
as obstac les  to  lower co s ts  in  th e  c a r  in d u stry  and thus as a 
b a r r ie r  to  low er p riced  v eh ic le s . (4) C erta in ly  A.P.Young of the  
B.T.H. Company Lim ited, with lAom he corresponded, d id  no t share 
th ese  views, (5 ) and B a r t le t t  s tanding  alone in  th i s  in d ic a te s  th e  
v u ln e ra b ili ty  of Vauxhall in  th i s  re sp e c t. ( 6)
(1 ) R.J.Overy William M orris, Viscount N uffie ld  (1976) p . 28.
(2) R.Church H erbert •Austin (1979) p .102.
(3) M .P latt An Addiction to  Automobiles (1980) p . 93. L e tte r  from
B a r t le t t  to  A.P.Young of th e  B .T .H .C o .,L td ., 4 th  Nov., 1942.
The Young Papers, MSS 242: T.26 Modern Records C entre,
U niversity  of Warwick.
(4) L e tte r  to  A .P. Young 23rd.N ov., 1942. Young Papers i b i d .
(5) L e tte r  from Young to  B a r t le t t  9th D ec., 1942. Young Paper i b id .
(6) In  1954 th e  AG Delco d iv is io n  .was formed which produced engine 
components and a  fa c to ry  was opened a t  D unstable. * About 
General Motors Lim ited, 'G.M.Ltd. P.R.Dept T ypescrip t. (1977) p .2.
78.
A th i r d  problem idiich a f fe c te d  Vauxhall, as well as th e  B r it ish  
c a r  in d u stry  as  a whole, was the  f a i lu r e  to  gain r e a l  economies 
’of sc a le . Maxcy and S ilb e rs to n  estim ated th a t  a firm  would need 
a t  l e a s t  a run of 60,000 v eh ic les  to  achieve th i s ,  ( l )  bu t models 
would need to  have en o u ^  s im i la r i t ie s  to  allow  th e  use of the  
same assembly l in e s .  One c o ro lla ry  of the price-m odel com petition 
which became th e  c h a ra c te r is t ic  of th e  1930 *s B r i t is h  market was 
the  annual model change which was u su a lly  revealed  a t  th e  Olympia 
Show in  the  Autumn. This increased  co sts  and prevented long runs 
o f production . Morris attem pted to  overcome th i s  in  1935 with 
•series*  production  ^ e r e  small tech n ica l changes m i ^ t  be made 
but the  model remained constan t over a number of y e a r s . (2) M orris 
claimed success, but o th e r producers d id  not fo llow  th i s  p ra c tic e  
u n t i l  a f t e r  th e  2nd World War.
This dilemma le d  to  c o n f l ic ts  of in te r e s t  among Vauxhall departm ents. 
A .F .P alm er-P h illips, th e  Sales D irec to r, was in s i s te n t  th a t  freq u en t 
changes in  s p e c if ic a tio n s  would make Vauxhall ca rs  and Bedford trucks 
more a t t r a c t iv e  to  buyers. A fte r the  Olympia Show of 1938 he met • 
with s trong  re s is ta n c e  from the  cost-conscious p roduction  team le d  
.by Reg Pearson, A.W.Laskey, th e  Supply Manager, and th e  Chief 
Engineers. (3) B a r t le t t  h im self, parsim onious in  business m a tte rs ,
sided  with th e  production  team, but the  in te rv e n tio n  of war in  th e  
follow ing year caused Vauxhall to  tu rn  to  o th e r m atters  f o r  th e  d u ra tio n . (4)
(1) M.Maxcy and A .S ilberston  The B r it ish  Motor In d u stry  (1959) P«79.
(2) R.J.Overy William M orris, V iscount N uffield  (1976) pp 57 & 58.
(3) M .P latt op. c i t . p . l l 6
(4) Ib id  pp 115 & 116.
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Vauxhall in  th e  1940s
With th e  onset of war, Vauxhall concen trated  on f u l f i l l i n g  government 
c o n trac ts  f o r  th e  war departm ent, and between 1939 and 1946 produced 
n early  a q u a r te r  of a m illio n  tru c k s , 5,640 C hurch ill tan k s , and 
various o ther war m a te ria ls  ranging from 5 m illio n  je rry can s  to  
s te e l  helm ets, ( l )  Car production which was lim ite d  to  one hundred 
f o r  m ili ta ry  use had v i r tu a l ly  ceased. (2)
Peacetime production  was not resumed u n t i l  1946 and because of th e  
preoccupation with war time o rders , th e  con tinual and un rem itting  
use of p la n t and c a p ita l  equipment and s te e l  shortages, the  company 
was in  no p o s itio n  to  embark on a  new peacetime c a r  model programme: 
a s i tu a t io n  shared by the  in d u stry  as a  whole. In  ad d itio n  the 
change over from War to  peace-tim e production  took some re o rg a n isa tio n , 
and i t  was not u n t i l  well into. 1946 th a t  new cars  were leav in g  Luton 
in  s ig n if ic a n t  numbers. (3) Given th e  circum stances i t  i s  not 
su rp r is in g  th a t  Vauxhall resumed production of i t s  t r i e d  and te s te d  
pre-w ar models, th e  Ten, Twelve and Fourteen, and i t  was no t u n t i l  
1948 th a t  the f i r s t  post-w ar designed ca r emerged.
In  c o n tra s t to  th e  pre-w ar - years a s e l l e r s  market p rev a iled . European 
producers had been hard h i t  by the  War and many p la n ts  la y  in  ru in s . . 
American p la n ts  were working f l a t  out to  f u l f i l l  home demand.
The Labour Government with balance of payments problems, and in  
p a r t ic u la r  the  need f o r  d o lla rs  exp la ins vdiy exporting  was accorded 
h ig h est p r io r i ty  with motor v eh ic les  s in g e d  out as a p a r t ic u la r  
speaih.ead in  the  export d r iv e . (4) This, to o , played a  ro le  in  
delaying  th e  in tro d u c tio n  of new models.
(1) W.J .Seymour An Account of Our Stewardship (Vauxhall Motors L td , 
Luton 1946) pp. 3 & 4.
(2) A H is to ry 'of Vauxhall (Vauxhall Motors, Luton 1980) p .4?.
(3) I ^  p .49.
(4) . Graham Turner The Car Makers (1963; paperback ed. 1964) p .30.
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Vauxhall follow ed th e  n a tio n a l tre n d  in  production  as pre-w ar 
peaks were reached and surpassed by 1948, but with one d iffe re n c e , 
'f o r  commercial veh ic le  output once again  exceeded c a r  output a t  
Vauxhall f o r  th e  years 1946 and 194?, mainly because th e  works 
were f u l ly  to o led  up f o r  t h i s  s ince  war tim e p roduction . From 1948 
to  1950» however, c a r  production exceeded th a t  of cxmmercial v eh ic les  
mainly as a consequence of th e  export d riv e  and th e  resumption of 
pre-w ar c a r  s a le  tren d s  of Vauxhall v eh ic le s , as ma,y be seen in  th e  
fo ilow ing Table,
TABLE 12 Vauxhall Output 1946-1950»
Total Output Cars C.V.s Employees T o tal
F lo o r area
1946. 53,586 19,772 33,864 11,588 64 acres
1947 61,453 30,376 31,077 11,773 . 64 "
1948 74,576 39,566 35,010 11 , 943" 6 4 i "
1949 84,167 45,366 38,801 12,003 80 "
1950 87,454 47,025 40,429 12,659 80 "
Source: Vauxhall Facts and F igures (Vauxhall Motors, Luton I 966)
In  terms of percentage share of the  market Vauxhall was back to  i t s  
pre-w ar peak of 10.5 p er cent(achieved  in  1930) by 194? and increased  
by about 1 p e r cen t in  th e  follow ing year. Thou^ o v era ll ou tpu t 
in creased , Vauxhall * s share of the  c a r  market f e l l  below 10 p e r  cen t 
in  1950. The Bedford share of the  commercial v eh ic le  output shows 
a marked f a l l .  From a pre-w ar peak of 2? p e r  cent of th e  m arket in  
1937; B edford 's share dropped from 22 to  15 p e r  cen t between 1946 
and 1950. This was due to  th e  concen tra tion  of Vau^diall p roduction  
on c a r  output as works capacity  was to  th e  l im i t  in  try in g  to  meet 
o rd ers , and p r io r i ty  was given to  ca rs  lAich affo rded  a  la r g e r  p r o f i t  
p e r u n i t ,  and p lans were in  th e  p ip e lin e  to  s e t  up a sep ara te  
commercial v eh ic le  assembly p la n t a t  D unstable.
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TABLE l4  Vauxhall Share of th e  Gar and C.V.Market 1946-1950
Vaux, share of Bedford share of Vaux, veh ic le
G.B.Car Output G.B. c .v .o u tp u t output as share
of G.B.output
1946 9 ^  22.8 ^  14.6  ^
1947 10.6  19.6  13.8
1948 11.8 19.7  14.5
1949 11.0  17.7  13.3
1950 9 15.3  11.1
Source; G.Maxcy and A. S ilb e rs to n  The B r itish  Motor Industry  (1959) 
Table 1 p.223. C alculated  with Vauxhall F ac ts  and Figures 
(Luton 1966) .
Of th e  o ther c a r  firm s the  combined share of the  market of A ustin 
and N uffield  a lso  f e l l  to  below 40 p er cent; a drop of 6 p e r cen t 
on th e i r  combined percentage in  1939* Ford increased  i t s  share 
the  most, rega in ing  the  ground l o s t  in  the  l a t t e r  p a r t  of the- 
1930s; by the  end of the  decade the  Bootes group in creased  th e i r  
percentage share by 3 p er cent over the  pre-w ar peak.
TABLE 15 Percentage Share of Total Production of Cars 1946-1950
Vauxhall A ustin- 
N uffield
Ford Bootes Standard Others
1946 9.0 43.4 14.4 10.7 11.6 11.0
1947 10,6 39.3 14.8 10.5 12.9 12.0
1948 11.8 40.2 19.8 10.3 11.2 6.7
1949 11.0 39.4 18.7 13.3 11.1 6.5
1950 9.0 39.4 19.2 13.5 11.1 7.8
Sources G.Maxcy and A S ilb e rs to n  The B r itish  Motor Industry  (1959) 
Table 3, p .117.
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However, the changes of percentage share d id  not a l t e r  as ra d ic a l ly  , 
as in  th e  1930s, and the gains made by the  American-owned 
su b s id ia r ie s  and by Bootes and Standard were conso lidated  in  th is  
p eriod , ( l )  The f a l l in g  share of th e  market was experienced by 
those companies ou tside  the  'B ig S ix ' which, had been ab le  to  
gain some ground in  the immediate post-w ar years, bu t vhich as 
the major companies began to  p lan  la rg e  investm ent programmes from 
1948, subsequently experienced the  e f fe c ts  of th e i r  com petitive 
disadvantages. By the mid 1950s th e i r  share was ju s t  above 4 p e r 
c e n t . (2)
Another fe a tu re  of the  post-w ar years was increased  government 
involvement, a tre n d  Thich was to  continue. Apart from measures 
intended to  s tim u la te  exports S ta ffo rd  Cripps, the  C hancellor of 
the  Exchequer, attem pted to  in crease  s ta n d a rd isa tio n  to  enhance 
g re a te r  e ffic ie n c y  in  th e  in d u stry . In  1948 the  Big Six 
S tandard isa tion  Committee was s e t  up in  a n tic ip a tio n  of such government 
c o n tro ls . The aim of the  committee was to  attem pt to  s tan d a rd ise  
components and ease in te rc h a n g e a b ility  of company model p a r t s . (3)
The r e s u l ts  were ra th e r  mixed, as strong  opposition  was encountered 
from Smiths (th e  clock and panel instrum ent makers) and th e  G.M. 
su b sid ia ry  of AC Delco. (4)
More im portant f o r  Vauxhedl was the  a b o litio n  of the  horse power
(1) In the  1950s and 1960s, however, Bootes and Standard were to  
experience v io le n t f in a n c ia l problems in  the  lo s in g  race  to  
reap economies of sca le . D.G.Ehys Concentration in  th e  In te rw ar 
Motor In d u stry  The Journal of T ransport H isto ry  S e p t.,  1976 p .258.
(2) G.Maxcy and A .S ilberston  The B r it is h  Motor In d u stry  (1959)Table 3 ,p .H ’
(3) M .P latt An Addiction to  Automobiles (1980) p .152.
(4) P la t t  ib id  p .153 Austin and N uffie ld  agreed to  s tan d a rd ise  
p a r ts  which proved to  be the  p relude to  the  form ation of BMC.
E.J.Overy William Morris (1976) p .63 .
83.
system of ca r ta x , and th e  in tro d u c tio n  of a new f l a t  r a te  system 
in  the  budget of 194?. Charles B a r t le t t  sa id  in  1944 'Were i t  
no t f o r  th i s  ta x , on u n its  of horse power, c a r  m anufacturers 
would l i s t  fewer models and produce each one more cheaply than 
a t  p r e s e n t ',  ( l )  A long term aim of th e  budget p roposals was to  
do ju s t  t h i s ,  th e  in te n tio n  being to  reduce model com petition and 
provide a  market s tru c tu re  which would provide g re a te r  in cen tiv e  
f o r  achieving economies of s c a le . c
Vauxhalls immediate response was to  drop th e  production of the  Ten 
in  the  knowledge th a t  the  Twelve could be b u i l t  and operated  a t  
much th e  same co s t. In  th e  follow ing year two new models appeared 
in  th e  form of th e  6 cy lin d er Velox with a  Zj l i t r e  engine, and 
the  4 cy lin d er Wyvem with a ly  l i t r e  engine. (2) In  essence, 
they  were re s ty le d  12 and l4  h .p .s  with o r ig in s  in  th e  1930 's L igh t 
S ixes; but th e  new s ty lin g  and body work heralded  th e  new look which
was em erge.in th e  fo llow ing decade. (3) '
The d iscussion  of th e  production of the  Wyvem and Velox revealed  
a new tren d  in  Vauxhall majiagement. Ed.R iley a t o u ^  n e g o tia to r  
had rep laced  Jim Mooney as Head of G.M.0 .0 . in  1941. He had a 
'fo rm id ib le  p e rso n a lity  (and) an unequivocal b e l ie f  in  the  v a l id i ty  
of a bold p o s t war p o licy  to  in crease  G.M.'s m anufacturing cap ac ity  
overseas, e sp e c ia lly  in  EngLand.' (4)
(1) S-ir Charles B a r t le t t  "Taxation and th e  Motor I n d u s t r y , '1944.
P u b lica tio n  source unknown. Quoted in  P l a t t  o p .c i t .p .l4 ? .
(2) A H isto ry  of Vauxhall (Vauxhall Motors, Luton 1980) p .51.
•(3) P la t t  o p .c i t . p .149.
(4) P la t t  op. c i t . p .139 .
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Ih rough out th e  war years Vauxhall had enjoyed alm ost complete 
^autonomy and one of R ile y 's  aims was to  re lo c a te  con tro l in  th e  
American p aren t company. The fundamental c o n f l ic t  between R iley  
and B a r t le t t ,  which had been submerged in  the  h e c t ic  post-w ar 
years , were revealed  over major new p o licy  d ec is io n s  su ite d  to  
new economic cond itions, f o r  whereas R iley wished to  inaugurate  
an e n tire ly  new model B a r t l e t t  wanted to  revamp the  Twelve, ( l )  
B a r t le t t  approaching 60 years of age, succeeded in  securing  a 
compromise bu t i t  became c le a r  th a t  soon th e re  would be a removal 
of th e  r e la t iv e  independence which th e  B r itish  managers had enjoyed 
in  th e  1930s.
During the war th e re  had been much enthusiasm generated f o r  a 
forward-1 ooking planned economy embracing a w elfare system which, 
i t  was hoped, would prevent a re tu rn  to  the pessimism of th e  
1930s . B a r t le t t  shared th is  viewpoint but with one d if fe re n c e .
He wanted to  see la rg e  companies such as Vauxhall sharing  th i s  ro le . 
The key to  ensuring th a t  th e  post-w ar economy d id  not generate 
la rg e  scale  unemployment la y  in  expansion of in d u stry  through the 
adoption of new methods of production which lowered p ric e s  by 
c re a tin g  la rg e  economies of s c a le . (2) Ih is  he co n s tan tly  preached 
and in  1948 Vauxhall with the  f u l l  approval of General Motors 
embarked on a huge reo rg an isa tio n  programme in  which £ l4 m illio n  was
(1 ) P la t t  o p .c it  p .148
(2) ' Bold Planning Needed to  f in d  New Jobs A fte r the  War,' rep o rted
B a r t le t t  speech. Luton News 26th Aug., 1943, p . 8 c o l .3 .
'New A ttitu d e  to  In d u s try ,'re p o r te d  B a r t le t t  speech. Luton News 
6th  Dec., 1945 p .6 . c o l .5 .
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Invested , ( l )  Ihe f lo o r  space of th e  Luton woiks was in c reased  
hy 30 p e r cen t, and production  s tream lined . (2) This was 
accomplished by th e  production  of only two ca r models (Velox 
and Wyvem), and alone among th e  la rg e  producers Vauxhall was 
committed to  a  programme of one h u l l ,  one wheel^base and a  choice 
o f only two engines; which "was in  s ta rk  c o n tra s t to  th e  com plicated 
l in e  up o ffe red  by N u ffie ld ' f o r  in s tan ce . (3)
Though they  may have no t r e a lis e d  i t  a t  .th e  tim e, Vauxhall was 
p reparing  f o r  th e  in te n s i t i e s  of com petition from home and overseas 
producers which were to  take  p lace  in  th e  follow ing decades.
Conclusion
In  exp lain ing  th e  success of Vausdiall in  th e  1930s many h is to r ia n s  
of th e  veh ic le  in d u stry  have s tre s se d  th e  advantages bestowed on 
i t  by i t s  American p aren t company.(4) While th i s  i s  undoubtedly 
t ^ e  both f o r  Ford as well as fo r  Vauxhall, success was no t autom atic, 
While the a v a i la b i l i ty  of c a p i ta l ,  te ch n ica l ex p e r tise , n a tio n a l and 
in te rn a tio n a l d e a le r  o u tle ts  and m arketing ex p e rtise  ( p a r t ic u la r ly  
in  th e  case of Vauxhall) were v i t a l ly  im portant, th e  Americans 
f a i le d  to  perceive  th e  divergences and d is s im i la r i t ie s  between th e  
American and B r i t is h  m arket. In  America huge fa c to ry  cap ac ity  and 
home demand enabled U.S. m anufacturers to  achieve economies of s c a le .
(1 ) ' In  th e  post-w ar years a l l  expenditure of £1 m illio n  pounds o r
more had to  be approved by General Motors. In terv iew  w ith 
S ir  Reginald Pearson. Thus while th e  expansion seem to  have 
been a B a r t le t t  i n i t i a t i v e  i t s  approval re s te d  with G.M. who 
saw th i s  as p a r t  of t h e i r  overseas p o licy . B a r t l e t t 's  power 
was g radually  removed in  th e  e a r ly  1950s and in  1953 was given 
the  p o s t of Chairman, which was seen as a figu rehead  p o s it io n  
ra th e r  than  one vested  with power. Who Was Who 1951-60.
(2) A H isto ry  of Vauxhall (Vauxhall Motors, Luton. 1980) p . 68 .
(3) M.Sedgwick Vauxhall (198I )  p .66.
(4) R.J.Overy William M orris (1976) p .43 R.Church H erbert A ustin  
(1979) p . 20 fo r  example.
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but th e  emphasis in  th e  B r it is h  market came to  be in  price-m odel 
com petition, m odified by tax a tio n  which in fluenced  m anufacturers 
to  tu rn  towards sm aller engine models. As we have seen both 
Ford and Vauxhall owed much to  th e i r  B r it is h  managements in  
demanding s u ita b le  v eh ic les  f o r  the  B r i t is h  m arket. The attem pt 
to  f o i s t  th e  Model A on th e  B r itish  market met w ith f a i lu r e ,  and 
the  Vauxhall Cadet was a disappointm ent. I t  was Ford Model Y 
and th e  Vauxhall L ight Sixes and Tens which made th e  impact and 
th ese  models conformed to  p re v a ilin g  B r it is h  market tre n d s .
P en e tra tio n  by th e  American companies was a lso  made e a s ie r  by 
th e  in a b i l i ty  of A ustin and Morris to  c a p ita l iz e  on th e i r  success 
in  th e  1920s. This has been a t t r ib u te d  to  management problems, 
p a r t ic u la r ly  a t  M orris; and A u stin 's  la g  ca r  design in  th e  
1930s, which was only remedied in  1939.' ( l )  Rhys c la im s 'th a t 
because of th i s  f a i lu r e  th e  tendency towards co n cen tra tio n .o f th e  
1920s was a c tu a lly  reversed  and had much to  do with th e  unique 
na tu re  of price-m odel com petition in  th e  1930s, which in  many ways 
was unhealthy, and delayed th e  f in a l  'shake o u t' to  the  1950s and 
1960s. (2) Such fa c to rs  allowed the  American-owned B r it ish  
su b s id ia r ie s  to  capture a considerable percentage of th e  expanding 
car market from 1934.
N evertheless, th e  performances of Vauxhall and Ford could have been
(1) R,Church and M .M iller The Big Three; Com petition, Management 
and Marketing in  the  B r it ish  Motor In d u stry , 1922-1939, in  
(ed) B. Supple Essays in  B r it ish  Business H isto ry  (Oxford 
1977) pp 167 & 173.
(2) D.G.Rhys, Concentration in  the  Inter-W ar Motor In d u stry ,
The Journal of Transport H isto ry  S e p t., 1976 pp 247-249.
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b e t te r .  F o rd 's  preoccupation with p r ic e ,  in  a price-m odel market 
d id  not c re a te  long term s a le s ,  and th e  attem pts to  s e l l  a  £100 
'car in  1935 proved as unsuccessful as were those of M orris and 
A ustin in  th e  sm all horse power range. The gains made by Ford 
in  th e  e a r l i e r  p a r t  of th e  decade were eroded a f t e r  1937, and 
th e  Dagenham works never achieved f u l l  peace-tim e cap ac ity  u n t i l  
a f t e r  the  2nd World War. Vauxhall ca r  output was small compared 
to  th e  'B ig Three' (A ustin , Morris and Ford) and most of i t s  success 
re s te d  on i t s  commercial v eh ic le  s a le s .  . I t s  emphasis on la rg e  
c a r  models u n t i l  1933 ensured a  l a t e  en try  in to  th e  mass producer 
m arket, and i t s  r e a l ly  successfu l ca r, th e  Ten, commenced 
production  in  1938 but w ith in  two years war broke ou t.
The main success s to ry  f o r  Vauxhall was th e  30 cwt tru ck  which 
found g rea t p o p u la r ity  a t  home and abroad, and i t  was th e  p r o f i t s  
of th e  sa le s  of th i s  v eh ic le , more than  any o th e r, which enabled 
Vauxhall to  plough back i t s  re tu rn s  in  expension programmes, a 
s tra te g y  more c lo se ly  examined in  th e  next chap ter.
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CHAPTER FOUR F in an c ia l, Marketing and Export S tra te g ie s .
F in an c ia l S tra te g ie s
I t  i s  not d i f f i c u l t  to  surm ise th a t  with the  take-over of Vauxhall 
by General Motors much of th e  c a p ita l  investm ent which was needed 
would be provided by the American p aren t company. The i n i t i a l  
purchase p ric e  of 2% m illio n  d o lla rs  (approx. £§- m illio n ) was supplemented 
by the  a c q u is itio n  of the  o rd inary  shares ih ich  were in creased  in  value 
from lO /-  to  a  £1 each. The Preference shares were a lso  in c reased  
from lO /-  to  £1. Ihe t o t a l  shares were thus 600,000 made up of
300,000 shares of each type, ( l )  The debenture stock  ra ise d  in  1925, 
ju s t  p r io r  to  th e  G.M.purchase remained on th e  books and to ta l l e d  
£350,000 a t  7% in te r e s t  redeemable in  1928/52. (2) Thus of th e  
£ 950,000 in  shares and debentures, G.M. only held  £300,000 in  1926.
The s tra te g y  of G.M. was to  in crease  i t s  holdings by expanding the  
ord inary  shares W iile the P reference shares and debentures remained 
unchanged. In  192? the o rd inary  shares were in creased  by 68,000 (3) ,  
and in  1928 in c reased  by ano ther 82,000 to  give a t o t a l  of 450,000 
G.M.owned ord inary  shares. (4) This s i tu a t io n  was to  remain u n t i l  
1936 >dien the o rd inary  shares were in creased  to  1,000,000 because i t  
was f e l t  necessary  * to  b rin g  th e  issu ed  c a p ita l  of the  company more 
in to  l in e  with th e  c a p ita l a c tu a lly  employed in  the business.*  (5 )
The shares  were, of course, to t a l l y  G.M. owned.
(1 ) * Report to  th e  D irec to rs  f o r  Year Ending 31 s t  D ec., 1925»^
(2) Ib id
(3) Companies House Vauxhall F ile  No. 135769
(4) Ib id
(5 ) Report of E xtraord inary  Meeting Vauxhall Motors. The Times 
7th February, 1936, p .19, c o l .6.
89.
The 'c a p i ta l  norm ally employed in  th e  business* had been enormously 
expanded in  th e  in te rim  perio d  in  o rder to  p re c ip i ta te  th e  rap id  
expansion of Vauxhall to  cope with mass p roduction . The ad d itio n a l 
c a p ita l investm ent came from two sources. I n i t i a l l y ,  from General 
Motors, and a f t e r  193^ from p r o f i t s ,  once a l l  previous deb ts had 
been p a id  o ff . ( l )  In te rn a l financing  was a lso  g, predominant fe a tu re  
of Austin , M orris and Ford. Both Vauxhall and Ford achieved th is  
by making heavy p rov isions f o r  d ep rec ia tio n , (2) as th e  fo llow ing 
ta b le  shows.
TABLE 16 C ap ita l Investment Vauxhall Motors 192541938 (3)
Year Ord.Shares P re . Shares G.M .Invest. A ssets D epreciation
( in  m illio n s  of £ s) £s
1925 300,000
(@10/ - )
300,000
(@10/ - )
0.5 1 .2  * 28,713
1925 300,000 
(@ £1 )
300,000 
(@ £1 )
-
1926 f l 1 .1  * 40,689
1927 368,000 I I 0.25 1 .4  * 51,866
1928 450,000 - 1 .2  * 47,019
1929 I I I I 0.25 1 .4  * 50,040
1930 0.16 1 .7  * 60,513
1931 I I I I - 1 .5  * 230,909 +
1932 I I 0.5 1 .6  * 229,077 +
1933 I I 0.25 1 .7  * 388,818 +
1934 - 2 .3  * 529,213 +
1935 I I I I - 3.0  * 513,539 +
1936 1,000,000 I I - 4 .0  * 543,702 +
1937 1 ,500,000 1 .0  ++ 4 .5  * 710,930 +
1938 I I I I - 5 . 2  * 815,993 +
* A ssets included a re  Land, B uildings, P la n t, Machinery, S pecial Tools 
j ig s ,  d ies  and cu rren t a s s e ts ,
+ These f ig u re s  include d ep rec ia tio n  on b u ild in g , p la n t ,  equipment; 
amounts w ritten  o ff  f o r  sp ec ia l to o ls ,  j ig s  and d ie s ; maintenance 
of b u ild ings equipment and replacem ent of to o ls ; p la n t rearrangem ent 
expense.
(1) ^Report of Vauxhall f o r  1933*Times 9th March, 193^ p .20 c o l .3*
(2) Maxcy and S ilb e rs to n  op. c i t  Table 9 p.l63*
(3) Compiled from Vauxhall Companies House f i l e  135769» Reports to  
th e  D irec to rs  1925-1938; Report of Ord. Gen. Meetings Times 
1925-38.
++ The £1,000,000 investm ent in  1937 came out of p r o f i t s  and in c rease  
of G.M.Ordinary Shares.
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The share  c a p ita l  of th e  firm  was not increased  u n t i l  a f t e r  th e  war 
and expansion was financed  mainly through re ta in e d  earnings and 
d ep rec ia tio n . In  1948 d esp ite  having only i f  m illio n  ord inary  shares 
th e  Company re p o rt s ta te s  th a t* th e  tru e  c a p ita l  i s  over £? m illio n , ( l )  
In  1949 the  o rd inary  shares were in creased  to  34 m illio n  to  finance  
an expansion programme to ta l l in g  £10 m illio n , of which 'th e  balance 
w ill be provided out of th e  company's own re so u rc e s . ' (2)
The a b i l i t y  to  finance much of i t s  own expansion i s  t ru e  testim ony of 
the  success which Vausdiall experienced in  th e  1930*s . This can be 
c le a r ly  evidenced by th e  p r o f i t s  on tra d in g  and n e t p r o f i t s .
TABLE
Year
17 Vauxhall P ro f i ts  and Turnover 1929-48 (3) 
P ro f i t  on Trading Actual P ro f i t (a )  Turnover P r o f i t  Retained(b)
1929 -320,943(1oss) -283,791(lo s s ) - -2 8 3 ,7 9 l( lo ss )
1930 -  4,079 " -  88,536 " - -382,348
1931 310,460 56,039 - -392,344(1oss)
1932 375,453 123,034 2 m illio n - 268,995 "
1933 873.749 461,426 4 192,431
1934 1,371,481 837,909 7 " 956, 091 .
1935 1,535,276 . , 1 , 012,721 8 " . 1,514,359
1936 1,759,281 1,214,550 9 " 1 ,161,581
1937 1,905,760 1 ,159,752 11 " 1 ,534,863
1938 1,622,336 743,293 10 1 , 226,949
1945 2,309,247 597,327 * - -
1946 1,535,378 817,096 20 -
1948 3,060,178 957,781 26 " -
* low ac tu a l p r o f i t  due to  'h igh  ta x a tio n ; shortage of m a te ria ls  th ich  
increased  p r ic e , and change from war to  peace tim e production . (4)
(1 ) Report Ord. Gen.Meeting. 1948, Times 13th A p ril, 1948 p .9 ,c o l .9.
(2) Announcement in  Times 5‘th October, 1949 p .9, c o l .2.
(3) Sources: Reports to  the  D irec to rs  1929-1938; Times Reports of
Ord.Gen.Meetings 1929-1948; Vauxhall Facts and Figures o p .c i t .
(4) Times 4th May, 1946 p .9, c o l .? .  Report Ord. Gen.Meeting.
(a) Net p r o f i t s  before ta x  i . e .  tra d in g  p r o f i t s ,  p lu s  o th e r  
income, le s s  d ep rec ia tio n , d i r e c to r 's  s a la r ie s ,  debenture 
in te r e s t ,  before deduction of p reference and ordina-ry 
d iv idends.
(b) A fte r payment of a l l  deb ts p lu s previous years sums brought 
forward and a f t e r  deduction of p reference and o rd ina ry  shares 
d iv idends.
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V auxhall's  success i s  in d ic a te d  p la in ly  by th e i r  p r o f i t s  in  r e la t io n
to  t h e i r  a s s e ts ,  and using t h i s  as a  y a rd stick  compare more than
favourab ly  with th e  two le a d e rs  of th e  'B ig  S ix ' -  A ustin and M orris.
TABLE 1 8 P r o f i t s  as Percentage of A ssets V auxhall, A ustin and Morris 
1931-1938 (11 '
Year Vau3diall A ustin (2) M orris
a b a b b
1931 20 3 .7 32.0 23.7 3 .5
1932 23 7.6 25.3 19.2 7 .2
1933 51 27.1 27.5 21.9 6 .4
1934 . 59 36.4 31.9 25.4 10.5
1935 51 33.7 29.1 23.2 12.4
1936 43 . 9 . 30.3 28.8 22.3 6 .3
1937 42.3 25.7 30.8 22.8 1 .1
1938 31.1 14.2 34.5 15.8 -1 .1
a . Trading p r o f i t  as ^  of a s s e ts .
b . Net p r o f i t as % of a s s e ts .
In  1931 the  newly reorganised  and c a p ita l is e d  Vauxhall does no t compare
favourably  with A ustin, and i s  more on a  p a r  with th e  tro u b led  M orris
concern which was w itnessing i t s  1920's  le a d  dim inish ing . By 1933
Vauxhall was o u ts tr ip p in g  A ustin and peaked in  1934, though th e  
ed
percentages rem ain^healthy u n t i l  th e  end of the  decade. A ustin  regained 
i t s  le a d  in  1938 t>ut only m arginally .
The above s t a t i s t i c a l  ta b le  shows th e  high comparative re tu rn  on c a p ita l  
a s s e ts  of th e  Vauxhall o rg an isa tio n  p a r t ic u la r ly  compared to  M orris.
For example, a l th o u ^  Morris output was n early  tw ice th a t  of Vauxhall 
i t s  tra d in g  p r o f i t  was on a  p a r  with Varodiall (£1,442,000) (4) and i t s
(1 ) Vauxhall f ig u re s  ca lcu la te d  from Table I 7 .
(2) Austin f ig u re s  taken from Roy Church H erbert A ustin  (1979),
Table l4 ,  p .143.
(3 ) Morris f ig u re s  c a lcu la ted  firom R.J.Overy William M orris 
Viscount N uffield  (1976) Table 2, appendix one, p .129*
(4) Overy op. c i t  ta b le  2, p .129. ’
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re ta in e d  p r o f i t  only s l ig h t ly  more a t  £1,083,000. ( l )  Vauxhall*s 
of course pursued a  p o licy  of w ritin g  o ff  as much d e p rec ia tio n  as 
p o ss ib le  even when not f u l ly  ju s t i f i e d .
Thus Vauxhall*s economic performance in  th e  1930s w as,in  term s of 
expansion and re tu rn  on c a p ita l  a s s e ts ,  q u ite  remarkable and the  
peak reached in  1938 of 11.3  p e r cen t of th e  car market was no t 
b e tte re d  th ro u ^ o u t  the  1950s. (2 ) .
A f u r th e r  in d ic a to r  of th i s  success i s  p r o f i t  p e r u n it  which averaged
£28.8 on tra d in g  p r o f i t  and £15.5  on ac tu a l p r o f i t  in  th e  years  from
1931- 38 . Vauxhall*s performance measured in  th ese  terms was
c o n s is te n tly  b e t te r  than M orris and had surpassed A ustin by 1934,
a l th o u ^  Austin performed b e t te r  in  th i s  re sp ec t in  1938 as th e  fo llow ing
ta b le  dem onstrates. • ‘
TABLE 1 9 • P ro f i t  p e r Unit Vauxhall, M orris, Austin 1931-38.
Year Vauxhall (3) Morris (4) A ustin (5 )
e a b a b b
1931 £20 £  4 £17.2 + £  5 .6  - £24 -
1932 £22 £  7 £19.2 + £10.9 - £23 -
1933 £31 £L6 £19.1 + £11.0 + £18 -
1934 £34 £21 £20.0 +  £14.1 + £19 +
1935 £31 £2L £14.9 +  £11.2 + £15 +
1936 £34 £24 _ -  * £16 +
1937 £32 £19 — — £14 +
1938 £27 £12 — — £ l4  —
a. P r o fit  per u n it on trading p r o f it .
b. P r o f it  per u n it on actual p r o f i t .
+ Vauxhall has g re a te r  p r o f i t  p e r  u n it
Vaujdiall has le s s  p r o f i t  p e r u n i t .
* No output f ig u re s  a v a ila b le .
(1 ) Overy o p .c i t  ta b le  2, p .129.
(2) Maxcy and S ilb e rs to n  O p ,c it . Ghapt. V ll, ta b le  2 p .107 and
ta b le  3 p .117 .
(3) C alcu lated  from f ig u re s  in  ta b le  9 and ta b le  I 6 .
(4) C alcu lated  from Overy op. c i t  f ig u re s  in  ta b le s  1 & 2, p p .128 & 129>
(5 ) Taken from Church O p .c it Table 8, p . l l 4 .
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Compared with V auxhall's  p r o f i t  p e r  u n it  in  1913, a t  £80 on ac tu a l 
p r o f i t ,  the  1930 f ig u re s  may seem sm all, hu t th e  n a tu re  of production 
in  Vauxhall (and most o th e r ca r firm s) u n t i l  th e  mid 1920s was to  
achieve g re a te r  p r o f i t s  p e r u n it  on lower ou tput. In  th e  1930s the  
o b jec t was to  achieve economies of sc a le , and by producing a  f a r  
g re a te r  output a t  lower p r o f i t  achieve g re a te r  o v e ra ll tra d in g  and 
a c tu a l p r o f i t s .  Thus p r o f i t s  in  r e la t io n  to  output were more e f f ic ie n t  
in  term s of m arginal co s t. Compared to  American companies, B r i t is h  
m anufacturers never achieved th e  f u l l  p o te n tia l  of economies of 
sca le  in  the  1930s. ( l )  This was p a r t ly  due to  th e  lim ite d  s iz e  of 
the  B r i t is h  market but a lso  h indered by model com petition which caused 
m anufacturers in  B r ita in  to  produce too much v a r ie ty  a t  th e  expense of 
la rg e  production runs. I t  has been c a lcu la ted  th a t  a  firm  would need 
to  produce a t  l e a s t  60,000 v eh ic les  to  achieve tru e  economies of 
s c a le . (2) Vauxhall*s peak production year in  the  1930s was 60,111 
but th i s  was combined cars and c .v . ou tpu t, and 5 c a r  models and 
4 c .v . models. I t  was not u n t i l  the  1950s th a t  Vauxhall began to  
achieve tru e  economies of sc a le .
For General Motors, as major share h o ld er of Vaujdiall, a  prime 
co nsidera tion  was the  re tu rn  on c a p ita l  in  the  form of d iv idends.
This was the form in  which they  received  th e i r  p r o f i t s  from Vauxhall.
No dividends were paid  u n t i l  1934 because i t  was not u n t i l  th a t  year 
th a t  th e  d ire c to rs  could f in a l ly  w rite  o ff  th e  rem aining ou tstand ing  
d e f i c i t  of £268, 996. (3) In  1933 a r re a rs  of d ividend to  p re fe ren ce  
share ho lders amounted to  £90,000.(4) The 1934 jS70,000 tra d in g  p r o f i t
(1) Maxcy and S ilb e rs to n  Op^cit p . 79
(2) Ib id  p .79.
(3) Report in  Times 9th March, 1934, p .20, c o l .3.
(4) Report to  th e  D irecto rs f o r  the  year ending 1933.
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allowed Vauxhall to  pay o ff  th ese  p reference share a r re a r s  and to  
pay an o rd inary  share dividend of £261,562 to  G.M. U n til 1938 
th e  p reference  share dividend a t  6 p e r cent averaged £13,000 p e r 
annum while th e  ord inary  share dividend averaged £220,000 p e r annum, 
as th e  fo llow ing ta b le  d e ta i l s ,
TABLE 20 Dividends on P reference and Ordinary Shares, and I n te r e s t  
on F i r s t  Mortage 7% Debenture stock  1927-38.
Year Debenture Stock I n te r e s t P ref.D iv . Ord.Div.
1927
Redeemed by 
T ru s te es .
£  5,000 £  18,000
1928 10,000 - 22,000 -
1929 16,740 - - -
1930 23,161 £ 22,500 - -
1931 29,223 22,760 — -
1932 37,395 22,274 -
1933 44,885 21,751 - -
1934 '■52,902 21,358 90,000 £  261,562 75^
1935 61,402 20,796 13,950 343,125 45^
1936 70,402 20,918 13,837 228,750 50^
1937 80,102 20,290 13,612 225,000 45^
1938 91,102 19,572 13,275 217,500 20^
I t  i s  to  be noted th a t  dividends throughout the  war years on o rd in a ry  
shares was 15^ r is in g  again to  20fo in  1945. (2) The £1,275,937 
o rd inary  share dividend to ta l s  f o r  1934 to  1938 seem to  prove c o r re c t  
th e  c r i t i c a l  an a ly s is  of The Motor when G.M. took over Vauxhall in  
1925. (3) Ordinary shares were expanded while previous stock  h o ld e rs  
took p reference shares a t  a f ix ed  6%, The Motor however, was no t 
c o rrec t in  one re sp ec t -  i t  only pu t th e  percentage dividend a t  10^.
(1 ) Source : Reports to  the  D irec to rs  1927-38.
(2) Reports to  Ord, Geh. Meeting Times 1940-45, each A p ril.
(3) The Motor 3rd November, 1925.
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The in te rp r e ta t io n  o f such f a c ts  i s  open to  value judgements, hut 
i ^ i l e  i t  i s  tru e  th a t  G.M. took to t a l  co n tro l of th e  company, i t  
was t h e i r  r isk e d  c a p ita l investm ent which was p rim arily  resp o n sib le  
f o r  i t s  continued ex istence and expansion, which was by no means 
c e r ta in  in  the  l a t e  1920s o r the  e a r ly  1930s. Between 1925 sJid 
1938. G.M. in v ested  approxim ately £2 m illio n  in  Vaimdiall of idiich i t  
had gained in  re tu rn  £1,275,937 in  d iv idends. Add to  th is  
£Ly m illio n  in  o r^ n a ry  shares and approxim ately £5 m illio n  in  a s s e ts ,  
and i t  can be seen th a t  General Motors held  a company worth approxim ately 
£8 m illio n : an in crease  in  value of over £7 m illio n  on the  pre-purchase 
f ig u re  of 1925.
In concluding t h i s  sec tio n  i t  i s  worth quoting F red eric  G.Donner,
Chairman of G.M.Board and Chief Executive O ffice , 1967, in  re fe ren ce  
to  G.M's overseas f in a n c ia l s tra te g y :
'W hile development programs g en era lly  have o ften  focused on th e  
t r a n s f e r  of c a p ita l ,  hopefu lly  accompanied by th e  tra n s fe r , of 
s k i l l s  and methods, th e  emphasis in  the* General Motors experience 
has been ju s t  the  rev e rse . I t  took a  commitment of c a p ita l  to  
g e t s ta r te d , but increm ents to  th e  i n i t i a l  investm ent g en e ra lly  
have been se lf-g e n e ra te d  or lo c a l ly  financed  r a th e r  than provided 
t h r o u ^  ad d itio n a l funds from th e  p aren t company. What have 
been continuously  tra n s fe rre d  in  very la rg e  q u a n ti t ie s  a re  th e  
p o lic ie s ,  p ra c tic e s , and th e  s k i l l s  th a t  have so su cc e ss fu lly  
ap p lied  in  th e  paren t o rg an isa tio n , m odified of course, to  adapt 
to  lo c a l cond itions. ' ( l )
(1 ) F rederic  G.Donner 'The World-wide In d u s tr ia l  E n te rp rise ; I t s  
Challenge and Promise' New York, 1967, PP v and v i;
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This can c le a r ly  he seen to  have been th e  Vauxhall experience.
Marketing S tra te g ie s
One im portant a rea  léiere " p o lic ie s , p ra c tic e s  and s k il ls *  have been 
tra n s fe r re d  from G.M. to  Vaujdiall i s  in  m arketing and d is t r ib u t io n .
The lead in g  B r i t is h  car m anufacturers in  th e  1920s, Ford, M orris and 
A ustin , had merchandising techniques vAiich d if fe re d  "from American 
p ra c tic e  more in  degree of advancement than  in  p r in c ip le ."  ( l )
While th i s  was tru e  of the  le a d e rs  in  th i s  decade the  changes 
experienced by Vaudiall in  th e  in te r-w a r years under G.M. in flu en ce  
were q u ite  ra d ic a l in  term s of m arketing and d is t r ib u t io n .  This 
question  of the  r e la t io n  between G.M. and Vauxhall was ra ise d  by 
Takeshi Yuzawa a t  the  yth In te rn a tio n a l Conference on Business H is to ry . (2) 
In  th i s  sec tio n  an attem pt w ill be made to  answer t h i s  question .
The main periods of Vauxhall development of m arketing can be d iv ided  
in to  th re e : From 1905 to  1922/3; from 1923 to  1929; and from 1929.
The major d iv is io n  i s ,  of course, from th e  l a t e  1920s when Vauxhall 
began to  make m ajor use of th e  G.M.Hendon sa le s  and se rv ice  experience. 
Marketing r e l i e s  on the  s iz e  and n atu re  of th e  v eh ic le  market and in  
the  years before th e  1 s t  World War th i s  was lim ite d  by th e  high c o s t 
of th e  product to  a  com paratively small wealthy c l ie n te le .  (3) This 
i n i t i a l  demand market (4) meant th a t  th e  major ta sk  of th e  m anufacturers 
was to  p u b lic ise  th e i r  v eh ic les  so th a t  p o te n tia l  buyers were aware 
of t h e i r  ex istence  and t h e i r  m erits . In  t h i s  re sp ec t Vaujdiall was
(1) Roy Church "The Marketing of Automobiles in  B r ita in  and th e
United S ta te s  before 1939»* p .72 in  Development of Mass 
Marketing: The Automobile and R e ta ilin g  In d u s tr ie s , (eds)
A.Okochi & K.Shimokawa 7th In te rn a tio n a l Conference of Business 
H isto ry , Tokyo.
( 2) Ib id  p .92. Published seminar comments a f t e r  the  above le c tu r e .
(3) Ib id  p .64.
(4 ) Ib id  pp. 65 & 66. Roy Church d esc rib es  i n i t i a l  demand as " th a t
which i s  a t t r ib u ta b le  to  th e  purchases made by those  consumers 
■jdio could a ffo rd  to  buy motor veh ic les  and re a liz e d  th e i r  
u t i l i t y  and d e s ir a b i l i ty .  In  t h i s  phase, e l a s t i c i t i e s  of income 
and p r ic e  a re  l ik e ly  to  be le s s  im portan t, a t  l e a s t  d i r e c t ly ,  
than what m i ^ t  be c a lle d  e l a s t i c i t i e s  of product improvement. "
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no d i f f e r e n t  from o ther c a r  firm s a t  th i s  tim e. Advertisem ents 
were p laced  in  tra d e  and c a r  jo u rn a ls , which had grown up from th e  
1890s ,  and a lso  ne^repapers and magazines. The major event to  
ex h ib it ca rs  was th e  Olympia Motor show, and a l th o u ^  th i s  d id  not 
have th e  s ig n ifican ce  which i t  was to  assume in  th e  in te r-w a r  y ears , 
when companies used th is  as  a means to  unveil t h e i r  new annual 
models, i t  was a  fo ca l p o in t f o r  th e  developments w ith in  th e  motor 
tra d e . The f i r s t  re ference  to  Vauxhall ex h ib itin g  th e re  was in  
1905, (1 ) and i t  was to  continue to  do so throughout t h i s  p erio d .
As a r e s u l t  of th e  lim ite d  na tu re  of th e  market vhich was confined 
to  upper and upper middle c la s se s , p r ic e  was of le s s  im portance than  
techno log ical development, comfort and performance. Vauxhall began 
by m anufacturing l i ^ t  ca rs  between 5 and 12 h .p . r e t a i l in g  a t  between 
£150 an(i £375» which was r e la t iv e ly  cheap f o r  those days. However, 
from 1905 the s iz e  of Vauxhall v eh ic les  s te a d ily  in creased  to g e th e r  
with th e  p r ic e , reaching a maximum 35 h .p . and p r ic e s  reached above 
£600. (2) This was t ru ly  r e f le c t iv e  of th e  i n i t i a l  demand n a tu re  of 
the  market.
L i t t l e  i s  known of the ea r ly  Vauxhall d is t r ib u t io n  and customer se rv ic e s . 
I n i t i a l l y ,  most customers a c tu a lly  purchased a t  the fa c to ry  where 
c lo se r  a t te n t io n  could be given to  in d iv id u a l customer requirem ents 
but from 1908 t h i s  became in c r e a s in ^ y  d i f f i c u l t  as s a le s  expanded, 
but d i r e c t  co n tac t was m aintained with th e  owners of sp o rtin g  ca rs
(1 ) 'Olympia Show Report* A utocar, 25th November,I905 p .685.
(2) See Table 1 , p .10.
98.
>hich th ey  were s ta r t in g  to  develop, ( l )  A fter the  move to  Luton 
in  1905, Vatodiall s t i l l  m aintained a London o ffic e  a t  Leadenhall 
S tre e t.  This was i t s  London o ff ic e  f o r  s a le  of i t s  marine engines
as w ell. I t  i s  in te re s t in g  to  specu late  whether Vauxhall made use
of i t s  customer con tac ts  in  th i s  s id e  of th e  business , as o th e r ca r  
m anufacturers had used b icy c le  o u tle ts  f o r  i t s  i n i t i a l  s a le s . ( 2) 
U nfortunately  no records remain to  provide such inform ation .
One of th e  major forms of p u b lic is in g  v eh ic les  in  t h i s  period  and in  
the  1920s was p a r t ic ip a tio n  in  r e l i a b i l i t y  t r i a l s  and races , in  idiich 
the  p re s tig e  of a  company could be enhanced o v e m i^ t .  In  t h i s  way 
tech n ic a l innovations 'n o t v is ib le  to  p o te n tia l  buyers' (3 ) could be 
demonstrated e f fe c tiv e ly . H ill  clim bs, endurance runs, s tu n ts ,  
races and t r i a l s  drew considerab le  p u b lic  a t te n tio n  in  th e  p re ss , 
which was fa sc in a te d  by th e  ex c itin g  novelty  of record  breaking  which 
racing  c a r  d r iv e rs , and indeed, aeronauts were a ttem pting  a t  t h i s  tim e. 
For the com paratively young members of th e  Board of Vauxhall th e  
a t t r a c t io n  was no le s s  magnetic. A.H.Hancock, Kidner and Pomeroy, 
a l l  in  t h e i r  tw en ties or t h i r t i e s ,  threw them selves in to  such 
a c t iv i ty  to  an absorbing degree.
Vauxhall f i r s t  en tered  such events in  1904 in  which i t  p a r t ic ip a te d  in  
the  Glasgow to  London endurance run (4) with a l i ^ t  ca r  d riven  by 
Percy Kidner. In  1905 a ca r was en tered  f o r  the I s le  of Man T .T ., 
and in  I 9O8 Vauxhall su ccess fu lly  p a r t ic ip a te d  in  the  R.A.G. 2,000 m iles 
R e l ia b i l i ty  T r ia ls .  In  th a t  year Vauxhall gained successes in
(1 ) Derbyshire op. c i t  p .1? »
(2) R.Church op. c i t  p .62. Humber, Rover and S inger a re  p a r t ic u la r  
examples in  th i s  re sp e c t. Morris began as m anufacturer and 
re p a ire r  of b icy c le s .
(3) R.Church Ib id  p .67.
(4) Derbyshire op. c i t  p . l4 .
99.
3 t r i a l s  and 4 h i l l  clim bs. In  I 909 a  c a r  was en tered  f o r  th e  
races a t  Brooklands and in  1912 a  'P rin ce  Henry' was en tered  fo r  
th e  French Grand P rix . V auxhall's  most successfu l year was in  
1913 when th e  ' 30/ 98 ' was winner of many events in  i t s  category .
There i s  no doubt th a t  these  a c t iv i t i e s  e levated  th e  re p u ta tio n  
of Vauxhall ca rs  in  th e  p u b lic  eye. Both th e  'P rin ce  Henry' 
and th e  ' 30/ 98 ' were produced as normal road v eh ic les  and th e i r  
rep u ta tio n s  no doubt s tim u lated  th e  sa le  of le s s  h i ^  performance 
Vauxhall models. From'1910 Vauxhall en tered  in te rn a tio n a l ca r 
even ts , inc lud ing  Russia, Germany, Scandanavia, France, New Zealand, 
and A u s tra lia , ( l )  I t  was V auxhall' s successes in  Russia in  I 9I I  
and 1912 Tdiich le d  to  numerous s a le s  th e re  and th e  eventual opening 
of an o ffic e  in  Petrograd .
A fte r the  1 s t  World War Vauxhall resumed p a r t ic ip a tio n  in  t r i a l s  and 
races  in  1920 bu t not to  the  same degree. In  1919 Vauxhall announced 
th a t  'a  change in  t h e i r  p o licy  in  th e  m arketing of t h e i r  ca rs  in  
E n^and  has been decided upon. ' (2) The London show rooms, vAiich 
they  had acquired in  Great P o rtland  S tre e t in  1912 were to  be handed 
over to  th e i r  London agents Messrs Shaw and K ilbum  L.T. D. of 
114, Wardoür S t . ,  W .l., 'th u s  re lin q u ish in g  d e f in i te ly  t h e i r  handling 
of r e t a i l  tra d e . The p resen t o f f ic ia l s  in  the  sa le s  department w ill 
continue in  the  se rv ice  of th e  company. ' (3) By doing th i s  Vauxhall 
hoped to  concentrate th e i r  e f fo r ts  pu rely  on production and leave  the  
m arketing and d is t r ib u tio n  to  those who had th e  knowledge and 
resources to  handle th i s  s ide  of th e  b u siness . In  some re sp e c ts  
t h i s  was a wise move.
(1 ) Derbyshire op. c i t  chapt.V.
(2) The Luton News 2?th February, 1919 p .? .
(3) IM d
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The market had begun to  change, speeded by th e  D epression of 1921 
idiich h i t  the  c a r  in d u stry  p a r t ic u la r ly  sev ere ly . In  ad d itio n  
M orris and Ford had la id  th e  groundwork f o r  mass production which 
many o th e r ca r firm s would be fo rced  to  im ita te  or go under.
This process was to  come to  m atu rity  in  th e  1930s, and th e  changes 
tak in g  p lace  were slow to  be a ss im ila ted  by many c a r  companies 
in c lud ing  the  Vauxhall board. By 1922 Vaiudiall had come to  r e a l i s e  
th e  need fo r  g re a te r  s a le s  a t  lower p r ic e s  of c a r , as the  f u l l  
e f fe c ts  of p r ic e  com petition adversely  a ffe c te d  p r o f i t s .  In  1923 
Vauxhall withdrew from sp o rtin g  events and concentrated  on ca r 
production .
The second phase of Vauxhall m arketing from 1922/3 to  1929 can only 
be described  as years of u n ce rta in ty . P rice  com petition was 
pre-em inent and th e  market was slow ly p e rco la tin g  down to  low er income 
le v e ls  as mass production made ca r p r ic e s  more w ith in  the  reach of th e  
middle clatsses. V auxhall's general s a le s  p o licy  had to  come in  l in e  
with demand and from 1922 began to  produce a l4  h .p . ca r  p riced  from 
£495 -  a considerable drop in  p r ic e  compared with immediate post-w ar 
p r ic e s  a t  n early  £2,000. In  th e  1920s Vauxhall appeared to  be 
trapped between th e  rep u ta tio n  i t  had c rea ted  by i t s  high performance 
v eh ic le s , the  d e s i r a b i l i ty  of the  Board to  keep th a t  rep u ta tio n  in  
ta c t  and the  changing n atu re  of th e  m arket. I t  attem pted to  re so lv e  
th is  problem by reo rg an isin g  production on a  'sem i flow assembly' 
b a s is . U ntil 1924 the  hope of th e  board was th a t  th e  old market 
conditions would re tu rn , a theme freq u e n tly  r e i te r a te d  by th e  Vaujdiall 
Board in  i t s  annual re p o rts . R ea lity  was f u l ly  faced  in  1925 when 
on th e  verge of bankruptcy i t  was forced  to  s e l l  to  General M otors.
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The in d ec is io n  as what to  do with th e i r  newly acquired B r it ish  
company continued th is  a i r  of u n ce rta in ty , and Vauxhall plodded 
along with i t s  r a th e r  p ed es trian  sa le s  and m arketing techniques.
In  some re sp e c ts  i t  was fo rced  to  continue in  th i s  vein  due to  th e  
h o s t i l i t y  and controversy engendered over the  G.M. purchase. 
Consequently th e  American ownership of th e  company was kep t in  
low p r o f i le .
When in  1928 G.M. decided to  develop Vauxhall th e  f u l l  resources and 
e x p e rtise  of marketing and d is t r ib u t io n  of not only HendonbutG.M. 
worldwide was made av a ilab le  to  th e  Luton fa c to ry . In  Ju ly  1928 
the  Hendon Branch began to  produce The General Motors News. The 
f i r s t  e d itio n  s ta te d  th a t :
' i t  i s  e s se n tia l  th a t  constan t and in tim ate  touch with r e t a i l e r s  
should be ensured, and th a t  they , in  tu rn  should have easy means 
of m aintaining constant touch with the  p r in c ip le  execu tives of 
the  f i r m . ' ( l )
Such promotional jo u rn a ls  were not new in  th e  B r it is h  motor in d u s try . 
Austin had pioneered th is  development with the  A ustin Advocate s ta r te d  
in  1911. (2) Morris had founded th e  Morris Owner in  th e  e a r ly  
1920s. (3 ) Leading B r itish  ca r  firm s were f u l ly  aware of th e  
importance of a d v e rtis in g  and promotion and developing d e a le r  and 
d is t r ib u t io n  networks. The main d iffe ren ce  between them and th e i r  
American r iv a ls  was in  the  advancement of th ese  sa le s  tech n iq u es;
(1 ) W alter Boyle 'Why a House Jo u rn a l? ' in  General Motor News 
Ju ly , 1928, V o l.l N o.l.
(2) R.Church H erbert Austin (1979) p .25.
(3) R.J.Overy op. c i t  p .32.
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and in  th is  re sp ec t G.M. was in  ad.vance of Ford, In  th e  e a r ly  
1920s Ford had seen h is  business as 'making cars  not s e l l in g  them. ' ( l )  
Thé le a d  i^ ic h  G.M. took over Ford in  th e  1920s was s tro n g ly  based 
on i t s  development of strong  m arketing p o lic ie s  c rea ted  by Richard 
Grant, whose p ioneering  sa le s  methods he b r o u ^ t  from h is  work w ith 
th e  N ational Gash R eg ister Company. (2) In  1928 Grant v is i te d  
B r ita in  and gave a  le c tu re  to  260 G.M. Hendon s ta f f  and d e a le rs .
He emphasised th a t  th e  b a s is  of a l l  su ccessfu l s e l l in g  was 'th e  
r i ^ t  model, in  th e  r i ^ t  p lace , a t  th e  r ig h t  tim e. ' (3)
'The r i ^ t  model' was th e  f i r s t  d ec is io n  to  be taken, and th i s  r e s u lte d  
in  th e  production of th e  'C adet' which f a i le d  to  make a  la rg e  
p en e tra tio n  in to  the  B r it ish  market and which Sloan described  as 
'd isap p o in tin g . ' ‘(4) The 'L i ^ t  S ix es ' had more success and the  
'Ten' enabled a  peak in  Vauxhall c a r  s a le s  by th e  end of the  decade, 
but given th e  resources av a ila b le  to  Vauxhall from G.M. i t s  o v e i^ ll  
performance d id  not match th a t  of M orris, A ustin and, i t s  American 
r iv a l  on the B r it is h  m arket. Ford. They were two m ajor reasons 
f o r  t h i s .  F i r s t ly ,  Vauxhall could not market a f u l l  range of ca rs  
in  each p ric e  and h .p . b racket as G.M. had done in  th e  United S ta te s ,  
because the  B r i t is h  car market had enough ranges of models to  a lre ad y  
adequately  f i l l  th ese  a reas . In  a d d itio n  th e  l a t e  en try  in to  th e  
mass producer market by Vauxhall with a new and sm aller model, was 
more d i f f i c u l t  to  achieve in  a mature market which many suspected had
(1) 'How to  S e ll  Automobiles' 'F o rtu n e ' magazine, February, 1939» 
re p rin te d  in  A.D.Chandler Giant E n te rp rise  New York 1964.
(2) Ib id  p .l6 0 .
(3) 'G rant th e  G reat' G.M.News Ju ly , 1928. V o l.l N o .l.
(4) Sloan op. c i t  p .328
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reached s a tu ra tio n  by th e  l a t e  1920s and th e  e a rly  1930s. ( l )
In  c o n tra s t G.M. with i t s  much e a r l i e r  s t a r t  in  th e  U.S.A. had a l l  
th é  advantages of being in  a t  th e  beginning of market developments. '
The 'r i g h t  model (s)* proved to  be th e  C hevrolet tru c k  and more 
s p e c if ic a l ly  th e  Bedford l i g h t  tru c k  which found a  p rev io u sly  
untapped market among small r e t a i l e r s  and businessmen, and i t  was 
in  th i s  market th a t  G.M. m arketing techniques proved to  be so 
su cc e ss fu l. ,
By the  end of th e  1920s B r i t is h  m anufacturers, had h ig h ly  developed 
sa le s  and d is t r ib u t io n  networks contained in  a s tru c tu re  of d is t r ib u to r s ,  
agents and d ea le rs  both nationwide and abroad. For example M orris 
had 1,750 d ea le rs  in  1927, (2) whereas, G.M. had only about 120 
d ea le rs  in  1930 ( 3) with about 300 to  400 d ea le rs  which so ld  G.M. 
and Vauxhall products th o u ^  not ex c lu s iv e ly . This marked d iffe re n c e  
in  s iz e  of d ea le rsh ip s  c le a r ly  in d ic a te s  the  s ig n if ic a n t  le a d  th a t  the  
la rg e  B r itish  m anufacturers had in  th i s  a rea .
In 1929 G.M. reorgan ised  i t s  s a le s  department a t  Hendon with 
A.F .P a lm er-P h illip s  as D irec to r of S ales, and under him were a s t a f f  
of 11 sa le s  managers and th re e  teams of f i e l  dm en numbering 22 employees, 
g iv ing  a to ta l  of 34 in  th i s  departm ent. (4)
(1 ) R.Church op. c i t . ' M aiketing of Automobiles' p . 66.
(2) Ib id  p .70 .
(3) G.M.News A p ril, 1930. Vol I I  (2 ), No.10.
(4) 'The New Sales Set U p.' G.M.News, October, 1929 V ol.2, No.4.
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A fieldm an was 'th e  l in k  between th e  motor m anufacturer motor 
dealer* He rep resen ts  both p a r t ie s ,  th e  m anufacturer when he i s  
with th e  d e a le r , and the  d e a le r  when he i s  with the  m anufacturer. ' (2)- 
His ta sk  >ra,s to  explain  th e  sa le s  campaign, d e ta i l s  of models, re b a te s , 
d iscoun ts  ànd g en era lly  a s s i s t  the  d e a le r  ' with a l l  m a ^ e r  of s a le s  
weapons. '  (3)
Grant, in  h is  B r i t is h  t a lk ,  explained th a t  the  main problem of
€ id ea le rs  was bad debts and ' t h i s  meant c re a tin g  an accounting system 
from th e  evidence derived  from thousands of d e a le rs . There a re
2,000 d ea le rs  ( in  th e  U .S.A.) conforming to  th e  scheme with p r o f i t . '(4 )  
He b e lieved  in  good commission f o r  salesm en. 'D o n 't s ta rv e  a  good 
man -  I'm  th e  p ro te c to r  of the under pa id  salesman'.(5)
(1) Chart reproduced from 'The New Sales Set Up' G.M .News Oct. ,1929 •
(2) . Ibid October, 1929
(3) Ibid October,. 1929.
(4) G.M.News Ju ly , 1928 ' .
(3) Ib id  Ju ly , 1928.
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o th e r slogans of advice poured fo r th ,  'You c a n 't  cheat and have 
good w i l l . '  ( l )  He recommended 'Two minute ta lk s  fo r  salesm en ', 
so th e  p rospect ( th e  p o te n tia l  ca r buyer) would be assured  of a t  
l e a s t  two m inutes sound product t a lk .  Photographs, books and 
pamphlets he claim ed as im portant to  impress and convince the 
p ro sp ec t. I t  was im portant to  improve th e  salesm an 's small ta lk  
and i n i t i a t e  promotion schemes fo r  high s a le s . O ffers of p r iz e s  
to  top  salesmen such as ra d io s , c ig a re t te  l i f t e r s  o r f is h in g  rods 
were recommended, as well as a 'S a le s  Speeder' -  a f o r tn ig h tly  sh ee t 
of s e l l in g  id e a s . (2) None of th ese  ideas were new and were 
p ra c tise d  by many B r itish  firm s a t  th e  tim e. What was d if f e re n t  
was th e  c o lle c tiv e  in te n s i ty  of th is  s a le s  approach, and more impor­
ta n t ly  was 'backed by a th o ro u ^  research  of market in te l l ig e n c e .
I t  was in  th i s  l a t t e r  a rea  th a t  G.M. played i t s  most in f lu e n t ia l  
ro le  p a r t ic u la r ly  in  the  sa le  of th e  l i g h t  tru c k . From th e  ea rly  
1920s Sloan had been p a r t ic u la r ly  in te re s te d  in  th i s  s id e  of th e  
Corporation o rg an isa tio n . 'We began to  make economic s tu d ie s  of th e  
market and i t s  p o te n tia l  in  terms of popu la tion , income, p a s t 
perfoCTiance, business cycle and the  l ik e .  ' (3) P inpo in ting  m arkets 
and th e i r  p o te n tia l  was an im portant m arketing innovation , and th e  
use of combined and accurate  s t a t i s t i c s  were in v a lu ab le .
This ex p ertise  was transposed to  th e  B r i t is h  experience by G.M. and 
in  1929 a thorough examination of th e  l i g h t  tru ck  p o te n tia l  market 
was undertaken. A s t a t i s t i c s  department was s e t  up a t  Hendon to
(1 ) G.M.News Ju ly , 1928
(2) Ib id  Ju ly , 1928.
(3) A.P.Sloan My Years with General Motors (1965) p .284.
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ca rry  out th i s  work. A s e r ie s  of s t a t i s t i c s  sheets  were produced 
and co n tin u a lly  up dated. A d e ta ile d  example of one of th ese  
shee ts  was reproduced in  a G.M.News a r t i c l e  and r e la te d  to  th e  sa le s  
p o te n tia l  of l i g h t  trucks to  g reengrocers, fishmongers and r e la te d  
tra d e rs ,  ( l )  On th e  reproduced sh ee t "below, the  "black l in e  in d ic a te s , 
th a t  on average th e re  a re  approxim ately 6 greengroc e rs  f o r  every
10,000 population  th ro u ^ o u t  the  country . Obviously some co u n trie s  
have more greengrocers than o th e rs , and th e  lo n g er th e  l in e  th e  more 
greengrocers th e re  are  to  th e  popu lation  p o rtio n  of 10,000. The 
black l in e  opposite B r ita in  rep re sen ts  th a t  p roportion  of th e  to ta l  
trucks bought by greengrocers th ro u ^ o u t  th e  country. For example, 
th e  b lack  do tted  l in e  f o r  B edfordshire shows th a t  Bedford bought 
more tru ck s  than th e  r e s t  o f the  country on average. The while 
d o tted  l in e  in d ic a te s  th e  p roportion  of greengrocers who bought 
G.M .trpcks. ,  ■
S im ilar ch arts  were drawn up f o r  o th e r tra d e rs  and sm all business 
ca teg o rie s . Then having id e n t i f ie d  th e  sa le s  p o te n tia l  w ith in  each 
of th ese  areas th is  was fo llow s up by sending in  fieldm en to  help  
c re a te  a  sa le s  campaign with d ea le rs  and th e i r  salesmen. G.M. did  
s tr e s s  th a t  th e re  must be as much d e c e n tra lis a tio n  and d e leg a tio n  as 
p o ss ib le . (2) In  th is  way G.M. was no t seen to  t o t a l l y  co n tro l the 
o pera tion , d ea le rs  and salesmen could use th e i r  own i n i t i a t i v e ,  and 
valuable time could be saved by top management not doing low er le v e l 
d u tie s , A concept vÉiich A ustin , M orris and p a r t ic u la r ly .  Ford found
(1) 'How S ta t i s t i c s  a re  Developed a t  Hendon* G.M.News May,1929 
V ol.2 No.11.
(2) 'D ecen ta lise  and D elegate ' G.M.News O ct., 1928. V o l.l No.4.
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d i f f i c u l ty  in  coming to  terms w ith.
The fo llow  up campaigns were in te n s iv e  and combined a d v e rtis in g ; 
s tu n ts  f o r  example d riv in g  a  Bedford tru ck  up th e  s te p s  of Alexandra 
Palace , d riv in g  through and along stream s, and n eg o tia tin g  h i l l s  with 
a 50% overload; shows and ex h ib itio n s  in  p la ce s  with high s a le s  
p o te n tia l  and many o ther fe a tu re s .
D ealers and s a le s  men were bombarded with suggestions to  improve 
th e i r  image and hence th e i r  s a le s , -which included;
'b e t t e r  l e t t e r  paper with improved designs f o r  headings; rep a in ted  
f ro n ts  of a more d ig n if ie d  type; improved show room fitm en ts ; 
new methods of approach by means of more c a re fu lly  conceived • 
sa le s  l e t t e r s ;  b e t te r  recording  of p rospect p a r t ic u la r s  by 
means of Kardex; more comprehensive stocking  of p a r ts  to  avoid 
delays; sw if te r  se rv ice ; c lo se r  acquaintance with newspaper e d ito rs  
and motoring correspondents to  ensure e a s ie r  and b igger flow  of 
p u b lic ity ; more c a re fu lly  mapped out dem onstration ro u te s  and the  
conversations to  take  p lace  during t r i a l  runs; a g re a te r  use of 
advertisem ent columns by c a llin g  on our A dvertising  Department 
fo r  s te ro s  and sp ec ia l lay o u ts; more conferences with salesmen to  
le a rn  a l l  th e  d i f f i c u l t i e s  and overcome them; more freq u en t 
rearrangem ent of show room models and decorative  m a te r ia ls ; 
b e t te r  l ig h t in g  equipment, ( l )
Other p o te n tia l s e ll in g  p o in ts  were proposing the  id ea  of u sing  Bedford 
tru ck s  as t ra v e l l in g  shops with the tra d e rs  name on th e  s id e  with
(1 ) ' Improvement in  New ModelsÎ Why Not in  S e llin g  Methods'
G.M.News October, 1929* V ol.2, No.4 .
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advertisem ents of th e  goods so ld . A .F .Palm ei>Phillips id e n t i f ie d  
in  L e ic e s te r  alone a p o te n tia l market of 359 g rocers, 209 g reengrocers, 
19Ô b u tchers, 84 fishmongers and p o u lte re rs , 71 bakers, 44 chem ists 
and 38 milkmen and dairmen, 995 p o te n tia l  buyers of t r a v e l l in g  
shops. (1 )
Sales were a lso  f a c i l i t a t e d  by th e  making av a ilab le  of d efe rred  
payments purchase schemes. G.M. had es tab lish ed  th e  General Motors 
Acceptance Corporation fo r  t h i s  purpose in  th e  United S ta te s  in  
1919, and th e  f i r s t  G.M.A.G. o f f ic e  was opened in  England in  1920.(2)
The p ra c t is e  was rap id ly  spread in  B r ita in  and Europe in  the  1920s 
in  th e  face of in ten s iv e  p r ic e  com petition , and most la rg e  v eh ic le  
m anufacturers had th e i r  own schemes in  operation  by th e  end of th e  
decade. (3) By 192? in s ta llm en t buying ' accounted f o r  60 p e r  c e n t, 
of ca r  sa le s  in  B rita in ,, compared with 75 p e r cen t, of a l l  s a le s  • 
of motor v e h ic l e s . . . .  in  th e  United S ta te s  in  1925' (4) This new 
form of purchasing had a considerab le  stigm a a ttach ed  to  i t  in  la rg e  
sec tio n s  of the  pub lic  eye both in  th e  United S ta te s  and in  B r i ta in .
This so c ia l p re ju d ice  was ju s t  as p rev a len t among th e  business 
community and i t  was th e  newer in d u s tr ie s  l ik e  automobiles which 
spearheaded i t s  d iffu s io n . In  1927 th e  f r u i t s  of research  by 
P ro fesso r Edwin Seligman was published  in  h is  work e n t i t le d  The Economics 
of In sta llm en t S e llin g . (5) The research  and w ritin g  of th i s  work
(1 ) 'Reminiscences of a Salêsman* The Vauxhall-Bedford News 
March, 1935. V ol.7 No.9 .
•(2) F.G .Donner The World-wide In d u s tr ia l  E n te rp rise  (New Yor, 196?)
p .21.
(3) R.Ghurch'The Maiketing of Automobiles' op. c i t . p .6?.
(4) I b id , p .67 .
(5 ) Mentioned in  Sloan op. c i t  p .306.
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had been sponsored by G.M. a t  th e  behest of Sloan and did  much 
'i n  b ring ing  about an acceptance of in s ta llm en t s e l l in g  among 
bankers,, businessmen and the  p u b lic . ' ( l )  Social acceptance was 
longer delayed in  the  more conservative atmosphere of B rita in  
and. continual attem pts were made to  dem onstrate the  r e s p e c ta b i l i ty  
of th e  'never n ever' in  Vauxhall-G.M. a d v e rtis in g . In  1929 
G.M.News gave much p lay  to  the f a c t  th a t  ' two eminent f in a n c i e r s ',
Lord Beaverbrook and P h ilip  Snowden, Chancellor of th e  Exchequer 
approved of h ire  purchase. (2)
The a v a i la b i l i ty  of defe rred  payments schemes played a  considerab le  
ro le  in  the  s a le s  of Vauxhall v eh ic les , one must surm ise, p a r t ic u la r ly  
in  the  depressed years of 193O to  1934 when sa le s  expanded
considerably  f o r  Vauxhall d esp ite  a  n a tio n a l drop of n e a rly  7,000
' i n  n a tio n a l C.V. f ig u re s  from 1931 to  1932. (3)
Another p ioneering  fe a tu re  of G.M. was the  reco g n itio n  of the  value 
of the  used car trad e  in  i t s  e f fe c ts  on new model s a le s .  In  1925 
the General Sales Committee of G.M. gave considerable a t te n tio n  to  a 
p o licy  of trad e  in s  and used c a rs . Whereas Ford wanted h is  d e a le rs  
to  show a p r o f i t  on such d ea ls , G.M. was more concerned in  p rev en tin g  
overstocking and h indering  tu rnover of ca r  s a le s . (4) Grant claim ed 
th a t  second hand car s a le s  were,
'a  b le ss in g  not a curse, but th i s  depends on the  a b i l i ty  of th e  
second hand o p era to r. The more second hand cars  so ld  the  more 
new cars so ld , because people with l a s t  y e a r 's  model want to  g e t
r id  of i t  and b u y .th is  y e a r 's  model. Second hand customers w ill
move the market-. ' (5) .
Sloan o p .c i t .p .306 .
(2) 'Two Eminent F inanciers Approve of H ire Purchase' G.M.News 
Feb ., 1929 , Vol.1,^  No.8. ------------
(3 ) See Table 14.
(4) Federal Trade Commission 'R eport on th e  Motor Vehicle In d u s try ' 
Washington, 1939» E x trac t in  A.D.Chandler Giant E n te rp rise
(New York 1964)pp.l71 .and 172.
(5) 'G rant the G reat' G.M.News Ju ly , 1928.
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The growth of th e  used car market was an in d ic a to r  of the 
m aturation of the  veh ic le  market ( l )  and enabled a wider income 
range to  become ca r  owners while previous owners moved on to  a 
h ig h er c la ss  of veh ic le  or a newer model -  a f a c to r  in  help ing  to  
c rea te  the  price/m odel com petition c h a ra c te r is t ic  of the B r it is h  c a r  
in d u stry  a f t e r  1934. The o rg an isa tio n  of th is  market was not w ithout 
problems, both in  the  United S ta te s  and in  B r ita in , and 'u n t i l  
agents learned  to  guage the  probable s e l l in g  values of used cars  
money was lo s t  and c a p ita l locked up in  second-hand cars  fo r  which 
no p ro f i ta b le  o u tle t  could be found due to  th e  excessive allowance 
given to  the  o r ig in a l owner.' (2)
In  o rder to  help  solve such problems G.M. decided on a supportive 
p o licy  towards d ea le rs , and in  1925 the  General Sales Committee 
issued  i t s  recommendations.
' I t  was unanimously agreed th a t  the fu tu re  volume of sa le s  on 
new cars would depend la rg e ly  upon th e  e f f ic ie n t  s e ll in g  and 
se rv ic in g  of used ca rs . I t  i s ,  th e re fo re , necessary  f o r  the 
m anufacturers to  take an in te r e s t  in  th e  sa le  of used c a r s . '(3 )
Men were employed (by each car d iv is io n )  s p e c ia lis in g  in  used cars  
to  give d ea le rs  help  and advice in  s e ll in g  th e i r  s to ck . F i r s t ly ,  
reco n d itio n in g  and a f te r  s a le s  se rv ice  were to  be o ffe red . Secondly, 
sp ec ia l used ca r  show rooms and a d v e rtis in g  were to  be organised; and
(1) R.Church 'The Marketing of Automobiles op. c i t . p .?4
(2) Ib id  p .74
(3) '.Minutes of the General Motors Sales Committee' O ct., 1925 
Reprinted in  Chandler Giant E n te rp rise  (New.York, 1964) p .172.
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th i rd ly ,  f in a n c ia l advice and stock tak in g  was to  be undertaken, ( l )  
This l a s t  po in t was c h a ra c te r is t ic  of th e  G.M. approach. D ealers 
were encouraged to  rep o rt th e  types and number of used cars in  
stock re g u la rly , and as o ften  as once a  day. The d iv is io n  would 
then give advice on p r ic e s , o ffe rs  and tra d e - in  d isco u n ts . I f  a 
p r o f i t  could be made then th e  d ea le r  would obviously be advantaged, 
but the  G.M. used sa le s  se rv ice  allowed no p r o f i t  and even a sm all 
lo ss  on tra d e - in s  because u ltim a te ly  th a t  customer would be a new 
model purchaser. (2)
Another idea to  move second hand c a r  s a le s  was an 'Automatic Dutch 
A u c tio n '. (3) By th is  method.'a p rospec tive  buyer having decided 
the p r ic e  he i s  w illin g  to  pay fo r  one of the cars  w ill make a b id  
in  w ritin g  and pay a d eposit on th a t  f ig u r e . ' (4) I f  th é  se le c te d  
car has not found a buyer on the  previous day, the  b idder gets  th e  
car, but i f  th e re  has been a buyer, th e  b idder rece iv es  the  re tu rn  
of h is  d ep o s it. In  th is  case the d e a le r  w ill induce th e  buyer to  
t ra n s fe r  h is  b id  to  another ca r. The scheme was often  la b e lle d  
'Buy a t  Your Own P r ic e . ' (5) According to  Grant such s e ll in g  
techniques should be tra n s fe rre d  to  G.M. in  B r ita in . (6)
The p o licy  of th e  major motor m anufacturers in  th e  U.S.A. was to  
secure as many fran ch ised  d ea le rs  as p o ssib le  which would be under . 
t h e i r  d i re c t  c o n tro l. F o rd 's  experience of attem pting to  do th i s  
in  B r ita in  was not successfu l (?) but G.M. s ta r t in g  from a lower base
(1) ' Grant the G reat' G.M.News Ju ly , 1928; Chandler op. c i t  p .172.
( 2) ' Grant the G reat' ib id
(3) 'Automatic Dutch Auction -  a Good,scheme f o r  s e l l in g  second-hand 
' c a rs ' G.M.News August, 1928, V oll, No.2.
(4) Ib id  August, 1928.
(5) Ib id  August, 1928.
(6) 'G rant the G reat' o p .c i t . Ju ly , 1928.
( 7) R.Church 'The Marketing of Automobiles' op. c i t  p . 70.
113.
was ab le  to  b u ild  up fran ch ise s  g radually , no doubt p ro f i t in g  
from Fords e a rly  1920s B r it ish  experience in  which only 400 of i t s  
1,200 d ea le rs  renewed th e i r  c o n tra c ts , r a th e r  than become fra n c h ise d , ( l)  
Donner s ta te s  th a t  the G.M.0 .0 . p o licy  was th a t ,
'W holesale d is t r ib u to r s ,  who had handled the d is t r ib u t io n  of 
General Motors products to  r e t a i l  d e a le rs , were replaced  in  
th e  la rg e  markets by a  growing number of d i r e c t ly  fran ch ised  
d ea le rs  who so ld  and serv iced  General Motor p roducts. During 
t h i s  period  General Motors a lso  assumed the  re s p o n s ib il i ty  f o r  
financing  'in v e n to r ie s  a l l  th e  way to  the  po in t of d e liv e ry  to  
th e  r e t a i l  d e a le r s . ' (2)
Not only d id  G.M. fran ch ise  d ea le rs  have th e  f u l l  f in a n c ia l weight 
of th e  Corporation behind them but a lso  th e  s k i l l s  of the  s t a f f  of 
the  Motors Accounting Company s e t  up in  1927 which 'Developed a 
s tandard ised  accounting system ap p licab le  to  a l l  d ea le rs  and sen t a 
s ta f f  in to  the f i e ld  to  help  i n s t a l l  i t  and to  e s ta b lis h  an a u d it 
sy stem .' (3)
Such procedures were transposed to  the B r it ish  market with 
m odifications f o r  lo c a l conditions and a t t i tu d e s .
One B r it ish  fe a tu re  of marketing campaigns in  th e  1920s and 1930s 
was th e  economic nationalism  engendered in  the  'buy B r i t i s h ' campaigns, 
launched by Morris and Austin and o ften  with t a c i t  approval from th e  
motoring p re ss . There i s  l i t t l e  evidence th a t  th ese  were su c c e ss fu l,
(1) Church, 'The Marketing of Automobiles' o p .c i t .p .70 .
(2) Donner op. c i t  p .20.
(3) Sloan op. c i t  p .287
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but one in flu en ce  >diich they  d id  have-on Vau^diall was to  e lim inate  
any refe ren ce  to  General Motors in  i t s  p u b lic ity , and emphasise 
the ' a l l  B r itish n e s s ' of Vauxhall products produced by B r i t is h  
workmen. I t  a lso  caused Vau^diall to  com pletely tak e  over the  
Hendon prem ises from G.M. so th a t  a l l  m arketing and s a le s  were 
c a rrie d  out under the  Vauxhall name from 1932. By th a t  tim e G.M. 
im ports had been com pletely mm down and a  small G.M. o f f ic e  was 
opened in  London com pletely sep ara te  from th e  Vauxhall o rg an isa tio n , ( l )  
The m arketing s tr a te g ie s  developed by G.M. were undoubtedly 
in f lu e n t ia l  in  up dating  Vauxhall performance in  t h i s  a rea . Charles 
B a r t le t t  a f t e r  re tu rn in g  from a  t r i p  to  in sp ec t th e  G .M .organisation 
in  th e  United S ta te s  commented, 'th e r e  may be much f o r  a l l  of us 
to  le a rn  of th e  new methods fo r  d iscovering  p ro sp ec ts . The forw ard 
planning methods of the S ta te s 'a r e  g en era lly  more d e ta ile d  and 
s c ie n t i f ic  than o u rs . ' (2)
James D.Mooney f e l t  th a t  the American methods were more, advanced 
than the  B r it ish  marketing techniq^ues. He saw the  B r it is h  salesm an 's 
approach as much more in d iv id u a l is t ic  than the  American, 'and i s  
su p erio r in  t h i s  r e s p e c t '; whereas the American,
'a s 'a n  in d iv id u a l i s  but a f a i r  salesman. But he i s  an o rg an ise r, 
e sp e c ia lly  a  sa le s  o rg an ise r. He knows how to  mass h is  f o rc e s , . . .  
He defines th e  ta sk  to .b e  done and then  organises to  i t . ' (3)
He f in is h e s  h is  a r t i c le  by s ta t in g  't h a t  a l l  th a t  i s  needed i s  f o r
the  English businessman to  study th e  organised sa le s  e f fo r t  of à few
(1) The Vauxhall-Bedford News, May,1932, Vol.4, No.11.
(2) 'M r.B a rtle tt  on h is  Return From America' G.M.News August 1929.
V ol.2, No.2.
(3) James D.Mooney 'S e ll in g  Must be O rganised .' G.M.News A p r il ,1929 
V ol.l No.10.
115.
su ccessfu l American fir m s,' ( l )
G.M. thus not only in fluenced  Vauxhall bu t a t t i tu d e s  in  the  B r i t is h  
motor veh ic le  market as a whole, and in  1931 Vauxhall proudly boasted 
'We can say with p r id e , and w ithout any tin g e  of annoyance, 
th a t  our com petitors a re  copying our sa le s  promotion e f f o r t s .
We know they  take  s tep s  to  ob ta in  copies of th i s  journa l each 
month as soon as i t  i s  is s u e d . . . . . .  This should be an in s p ir a t io n
to  a l l  of us to  keep ahead with id eas  and a c t i v i t i e s . '  (2)
Throughout the 1930s Vauxhall adopted th e  method of re g u la r  re p o rtin g  
of cu rren t stocks and sa le s  by d ea le rs  in  order to  guide the  fa c to ry  
in  th e  scheduling of production to  meet fu tu re  d e a le r  requirem ents.
In  1947 th e  Vauxhall Motors D ealer Council was s e t  up to  provide 
re g u la r  programmes of d e a le r  meetings with the  top management of th e  
company fo r  an exchange of views on th e  b u siness , p o licy  and o p e ra tio n s .(3)•
Export S tra te g ie s
The s ig n if ic a n c e  of exports in  the  development of Vauxhall Motors 
a f t e r  1930 cannot be over s tre s se d . Up u n t i l  th a t  time Vauxhall had 
enjoyed some minor success in  overseas s a le s  on a l im ite d  sc a le  before 
the 1 s t  World War, but the 1920s was to  see a considerable d ec lin e  
in  term s of percentage of Vau>diall output -  a  r e f le c t io n  not only of 
i t s  Own in te rn a l f in a n c ia l d i f f i c u l t i e s ,  bu t a lso  of th e  preoccupation  
of th e  B r itish  ca r in d u stry  as a whole with domestic s a le s , and 
in te n s iv e  p ric e  com petition.
(1 ) G.M.News A p ril, 1929
(2) 'E d i to r ia l ' G.M.News September, 1931» Vol.4, No.3 .
(3) P h ilip  W. Copelin 'Development and O rganisation of Vauxhall Motors 
L im ited .' in  (e d s .)  R.S.Edwards and H. Townsend Studies in  
Business Organisation London, 196I .
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The e a r ly  Vauxhall and West Hydraulic Company was well e s ta b lish e d  
in  th e  f i e ld  of exports f o r  i t s  marine engines and o th e r manufactures 
found overseas o u tle ts  th r o u ^  the Board of Trade, the  In d ia  O ffice 
and Crown Agents f o r  the  Colonies. In  1905 the  Luton News s ta te d ,
*A la rg e  amount of th e i r  tra d e  i s  export to  th e  co lon ies and ab ro ad .' ( l )  
The f i r s t  recorded overseas Vauxhall c a r  sa le  was in  1904 to  a c l ie n t  
in  New Zealand. (2) The Empire and dominion markets were to  prove 
im portant not only to  Vauxhall, but to  the  B r it ish  veh ic le  in d u s try  
as a whole; and i t  was th e  sp o rtin g  successes in  the  co lo n ia l 
co u n trie s  th a t  gave added impetus to  sa le s  in  these  m arkets. Indeed, 
in  1913, Vauxhall produced two ' sp e c ia l C o lon ia l' 20 h .p . models 
eq_uipped with a two s e a te r  body and a goods platform  a t  the  back.
In co n sid e ra tio n  of the  rougher roads they had la rg e r  wheels and 
d if f e r e n t  gear r a t io s  from the  home products. (3)
I t  would be in te re s t in g  to  know . i f  Vauxhall made use of i t s  co n tac ts  
overseas in  the  marine engine market as channels f o r  i t s  c a r  s a le s .
This i s  not recorded. By 1912, however, Vauxhall d id  have ' i n  many 
p a r ts  of the  world sp ec ia l agents . . .  not only in  the  B r i t is h  dominions, 
but in  Russia, Sweden and o th e r p a r ts  of Europe. ' (4) I t  must be 
assumed th a t  th i s  overseas network d id  b e n e f it  from know-how and 
■ in te ll ig e n c e  gained from V auxhall' s s i s t e r  company, and d e sp ite  th e  
break in  190? t h e i r  lo c a tio n s  were ad jacen t.
Apart from .the co lon ies, V auxhall' s next b iggest overseas market was
(1 ) Luton News 30th March, 1905» p.3«
(2) K.ULlyett The Vauxhall Companion ( l9 ? l)  p .22.
(3) K .U llye tt o p .c it  p .57 .
(4) Luton News l4 th  November, 1912, p .7.
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R ussia. A fo o tho ld  had been gained th e re  due to  successes in  
r e l i a b i l i t y  t r i a l s  alluded  to  in  the  se c tio n  on m arketing. Kidner, 
whQ had driven  in  the  l400 m ile t r i a l  between S t. P etersburg  and 
Sebastopol, s ta te d  th a t  the success in  t h i s  race 'was c a lcu la ted  
to  leave  i t s  m ark .' ( l ) :  an in d ic a tio n  of th e  awareness of th e  
Vauxhall management of these  overseas successes in  securing  o rd ers .
The Russian orders which follow ed th ese  triumphs le d  to  the  
establishm ent of an agency combined with a workshop s ta f fe d  by 
B r it ish  eng ineers, and th e re  was even a  la v ish  catalogue in  R u ssian .(2) 
Catalogues were a lso  produced in  Spanish, French and Swedish, (3) 
and a few cars  were dispatched to  South America. (4)
D espite th ese  d iv e rse  markets Vauxhall exports probably d id  not exceed 
50 cars  p e r annum before the  .F ir s t  World War, a l th o u ^  by 1912 they  
accounted fo r  n ea rly  15 p er cen t, of Vauxhall s a le s , as th e  fo llow ing  
ta b le  shows.
TABLE 21 Vamdiall Exports 1908-1912 ^ (5 )-  ' .
Year Estim ated Exports Exports as % of
Vauxhall Output
1908 15 15.9
1909 25 12.8
1910 30 12.3
1911 35 13.2
1912 45 14.9
T hrou^ou t the  war years the to ta l  output was taken by the  War 
Department as s t a f f  ca rs , in  which d u tie s  they proved them selves as
(1 ) Luton News 2nd November, 1911» p .7.
(2) K .U llye tt o p .c i t  p .57
(3 ) Luton News l4 th  November, 1912, p .7.
(4) Luton News 27th October, 1910» p .6.
(5) Source; Vauxhall Facts and F igures o p .c i t .
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s tu rdy  and r e l ia b le  v eh ic les  on th e  d iv erse  roads to  be found in  
Arabia, P a le s tin e , Egypt, Greece, A lbania, E ast A frica  and F landers.
■ The war experience had proved f  ru x tfu l in  ex t ending Vauxdiall s 
name both a t  home and abroad, and in  1919 th e  Board announced some 
bold overseas i n i t i a t iv e s .
’The re p u ta tio n  of th e  Vau^diall ca r  has been very g re a tly  
enhanced by i t s  performance in  war se rv ic e , and the  f a c t  th a t  
i t  has proved so successfu l has become very widely known th r o u ^  
th e  medium of o f f ic e rs  and o th e rs , and has occasioned en q u irie s  
of a s ig n if ic a n t  na tu re  from both the  United S ta te s  and Canada, 
as well as from many o th e r p a r ts  of th e  w o rld .* ( l )
The re c e n tly  resigned  L.H.Pomeroy was asked to  make a re p o rt on th e  
American and Canadian m arkets, as he was leav ing  to  to u r  th ese  
c o u n tr ie s . • I t  can be assumed th a t  one of th e  r e s u l ts  of th i s  
in v e s tig a tio n  was the s e t t in g  up of a Canadian branch in  1922. (2) + 
In  ad d itio n  Vauxhall s ta te d  in  1919 ' th e re  a re  la rg e  and very 
valuable markets abroad which were form erly c h ie f ly  served by the  
Germans, which with an en erg e tic  p o licy , we o u ^ t  to  be ab le  to  
cap tu re . ' (3) Such was the  optimism th a t  Vauxhall even produced a 
film  showing th e  making of Vauxhall c a r s , ' and th e re  i s  no doubt 
i t .w i l l  serve a very u sefu l purpose in  inform ing fo re ig n  customers 
of th e  f in e  modem conditions under which the cars  a re  made.' (4)
Such expecta tions were to  prove groundless in  th e  follow ing decade,
(1) Luton News 27th February, 1919 p .7 .
(2) Report of 9th Ord.Gen.Meeting Times 13th A p ril, 1923 P*21 c o l . l
(3) Luton News 23rd January, 1919 P«4.
(4) Luton News 4th December, 1919» p .8 .
+ In  th e  1924 Report to  the  D irec to rs  a South American Branch i s  
a lso  re fe r re d  to ,  and i s  mentioned again' in  1925 but no t a f t e r  
th a t  year. Presumably they  both were absorbed in to  th e  G.M. 
overseas o u tle ts  network a f t e r  the take-over of Va'uxhell in  1925*
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and with the exception of 1927 and 1928 when exports reached 590 
and 853 re sp e c tiv e ly , V auxhall's  export record  was poor to  say the  
le a s t ,  e sp e c ia lly  when seen in  term s of percentage of Vauxhall 
ou tpu t, as the fo llow ing ta b le  in d ic a te s .
TABLE 22 Vauxhall Exports 1919-1930 ( l )
Year Exports Exports as % _Exports as fo of
 ---- - — ------  of Output G .B.exports
1919 25 * 4 .4
1920 97 * l4 ,0  1 .3
1921 52 * 10.8  1*7
1922 66 * 10.3
1923 108 * 7.3
1924 6.4 0.8
1925 95 6.8  0:3
1926 112 . 7.3
1927 590 35.8
.1928 853 32.9  3 .2
1929 156 12.2  0 .4
1930 223 2 '4  . 0 '9
Apart from 1920, 1927 and 1928 the, percentage of exports in  re la tio n , 
to  Vauxhall output never exceeded the  peak pre-war f ig u re s  and thus 
most of V am hall sa le s  were very much in  the  domestic m arket.
Tnere a re  a number of reasons fo r  th is  d ec lin in g  tre n d  in  Vauxhall 
exDorts; the n a tu re  of th e  1920's  ca r  market, the  f in a n c ia l 
d i f f i c u l t i e s  of Vauxhall and the  na tu re  of the  Vauxhall p roduct.
Up to  1924/5 th e  B ritish  ca r export performance was not good g en e ra lly .
(1 ) Sources: V a u x h a l l  Facts and F igures o p .c it .  ; c a lc u la tio n s
f o r  l a s t  column based on ta b le  4 in  Maxcy and Si l verston  
Appendix op . c i t . ,  and ta b le  7 In  R.J.Overy Appendix 1 . op. c i t ,
* Estim ated f ig u re s  -  no reco rds.
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This can be explained by th e  importance of the  domestic market 
which was being tapped, the  e f fe c ts  of th e  1921 slump on world 
Markets, and th e  sm aller s iz e  of B r it ish  engine tre n d  occasioned 
by ta x a tio n , which rendered them le s s  com petitive in  overseas 
markets where engine s iz e  was not a f a c to r  so much in  s a le s .
Vauxhall was h i t  doubly by th ese  home and overseas tre n d s . Her 
models were too la rg e  smd expensive f o r  the home market and 
com paratively in e f f ic ie n t  and c o s tly  in  overseas m arkets. Vauxhall 
d id  not have the  f in a n c ia l resources to  develop a sp ec ia l overseas 
model and th e re fo re  had to  r e ly  on models fo r  the  home market f o r  
overseas s a le s . The ' 30/ 98 ' idiich had proved a good export model 
in  the  immediate years before and a f t e r  the  war was too exclusive  f o r  
the  home market and did not w arrant la rg e  production, as i t  was 
d i f f i c u l t  to  s e l l  in  th e  p r ic e - f a l l in g  1920's  home market, and i t  
was d iscontinued  in  1926 and rep laced  .by sm aller models more s u ita b le  
fo r  home markets bu t le s s  s u ita b le  fo r  overseas m arkets.
Lawrence H artn e tt c le a r ly  i l l u s t r a t e s  th e  problem of V auxhall' s 
overseas s a le s , in  the l a t e  1920s, when he stocked them a t  a G.M. 
sa le  o u tle t  in  Stockholm.
? The creators, (of the  Vauxhall 14/40) had not made a s i n ^ e  
Concession to  public  demand fo r  s ty le  in  c a rs . They had produced 
a p la in , fu n c tio n a l machine, and i f  the  pub lic  d id n 't  l i k e  i t  
they  could lump i t . '  ( l )
When H artn e tt was put in  charge of export sa le s  a t  Luton in  1929.
(1 ) L .H artn e tt Big Wheels and L i t t l e  Wheels (1 9 6 5 ) P*38
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he reviewed th e  l4 /4 0  once again .
'The Vauxhall l4 /4 0 , as a veh ic le  fo r  sa le  overseas, was a 
' \ hopeless p ro p o sitio n . A check of^exports a g a in s t ac tu a l s a le s  
showed th a t  d is t r ib u to rs  in  sev era l p a r ts  of th e  world held  
la rg e  stock of them th a t  w ouldn't s e l l .  They had poor 
rep u ta tio n s ; the ax les  and o th e r p a r ts  gave tro u b le  and, of 
course, th e  Vauxhall was no beauty, ' ( l )
The s teep  r is e  in  exports in  192? and 1928 can only be a t t r ib u ta b le  
to  th e  use ^ i c h  Vauxhall was making of th e  a v a i la b i l i ty  of the  
v as t overseas G .M .outlets. The slump back to  a  f ig u re  of 156 in  1929 
can be seen to  r e f le c t  the  in f e r io r i ty  of th e  Vauxhall product 
mentioned by H a rtn e tt as G.M. agents f a i le d  to  s h i f t  them.
The success in  th e  export f i e ld  in  th e  1930s i s  c le a r ly  a t t r ib u ta b le  
to  a complete change of product which could u t i l i s e  th e  enormous 
p o te n tia l  of th e  G.M. overseas sa le s  network. That was, of course,
the  Bedford tru ck  vhich was to  deeply penetrate 'dom in ion  and co lo n ia l
f :
m arkets.
On tak in g  over Vauxhall, James D. Mooney had been p e rcep tiv e  enough 
to  see the  importance of th e  B r it ish  Empire and having a B r it is h  
in d u s tr ia l  base with which to  feed  i t ,  in  an address to  the American 
Chamber of Commerce in  London, he s ta te d  th a t  'th e  use of th e  motor 
ca r would have a remarkable growth in  the  B r itish  Empire, and during  
the next te n  years the B r it ish  Empire would move forw ard ag g ress iv e ly  
and ra p id ly  in  th e  development of i t s  own economic coherence and 
s tre n g th , (h e a r ,h e a r .) '  (z)
(1) H artn e tt op. c i t  p .38
( 2) 'Address to  American Chamber of Commerce in  London' Luton News 
19th  November, 1925» p . l5 .
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In  1928 Mooney was to  r e i t e r a te  th i s  p o in t when he presen ted  
h is  reasons fo r  th e  re te n tio n  and expansion of th e  Vauxhall 
Company. 'The f a c t  th a t  th e  B r it ish  Empire covered 38 p e r cen t, 
of th e  world m arkets o u tside  th e  United S ta te s  and Canada was 
im portant in  th e  co n sid e ra tio n  of E n^and as a source fo r  export 
m ark e ts .' ( l )
The d ec is io n  to  develop Vauxhall Motors was in  e f fe c t  a major 
d ec is io n  in  G.M., overseas s tra te g y  and only c le a r ly  was viewed as 
such in  th e  l ig h t  of the. 1930 's experience. In  re tro sp e c t Sloan 
wrote in  h is  memoirs, 'We were fo rtu n a te  in  acqu iring  Vauxhall 
Motors and Opel during th e  l a t e  tw en tie s . For i^en  th e  g rea t 
world-wide depression  began in  1929, our export business went in to  
a sudden steep  d ec lin e  -  as d id  th a t  of o th er American p ro d u c e rs . '( 2 )  
The o rg an isa tio n  Of G.M. overseas sa le s  had f i r s t  been undertaken 
in  1911 with th e  form ation of the  General Motors Export Company.
By 1920 G.M. overseas sa le s  were 420,000 of which about h a lf  were 
so ld  in  B rita in , France, Geimany and I t a ly .  (3)
W hilst th e  r ic h  European market was ab le  to  a ffo rd  American c a rs , 
i t  had placed b a r r ie r s  ag a in s t im ports to  p ro te c t t h e i r  own v eh ic le  
in d u s tr ie s .  In  B r ita in  th e  McKenna T a r if f ,  combined with engine tax  
and p e tro l  tax  made i t  in c re a s in g ly  d i f f i c u l t  fo r  G.M. to  p e n e tra te  
the m arket. This i s  c le a r ly  seen in  th e  experience of the G.M.Hendon- 
operation  se t up in  1919 which soon changed from im porting v eh ic le s  
complete, to  im porting C.K.Ds fo r  assembly with the body work made
(1 ) A.Sloan My Years with General Motors (London, 1965) p .322.
,(2 ) Ib id  p .328
(3) Ib id  p .315
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lo c a l ly .  The f u l l  e f fe c ts  of th e  growing trend  toward economic 
nationalism  became more apparent in  th e  l a t t e r  h a lf  of the  1920s.
In  th e  f i r s t  h a l f  of th e  decade B r it ish  ca r m anufacturers were 
preoccupied recovering  from th e  war, shaking o ff th e  e f fe c ts  
of the  1921 depression  and s a tis fy in g  th e i r  home demands but by 
1929 B r it ish  exports, were over 3 tim es g re a te r  than th e  1920 
f ig u re . (1 )
I t  was not by acc id en t th a t  G.M. took over Vauxhall in  1923.
Mooney could see th a t  i f  G.M. was to  r e ta in  an in te r e s t  in  th e  
valuable European market i t  must e s ta b lis h  more than an ex p o rt/ 
assembly opera tion . The b r ie f  reduction  of the  McKenna T a r if fs  
in  1924 had inflam ed B r it ish  ca r  m anufacturers, inc lud ing  Vauxhall, 
and demands were loud ly  and s tr id e n t ly  made fo r  p ro te c tio n  to  r e tu rn , 
and th e  campaign which was c a rr ie d  out to  r e -e s ta b l is h  th is  added 
fu e l to  th e  flam es of economic n a tionalism . Mooney a lso  p la in ly  
saw th a t  the m ajor B r itish  overseas markets were in  th e  B r i t is h  
Empire, and thus by having a m anufacturing base in  B r ita in , G.M. 
could not only p en e tra te  the  B r itish  market more e f fe c t iv e ly  but 
in c rease  i t s  overseas sa le s  a t  the  same tim e by exporting  a B r i t is h  
made G.M. p roduct. This Was not f u l ly  app rec ia ted  by a l l  G.M. 
executives in  th e  boom conditions of the  1920s p a r t ic u la r ly  when 
G.M. exports reached an a l l  tim e peak of 290,000 v eh ic le s  in  1928.(2) 
This was nearly  s ix  tim es th e  exports of th e  whole of the B r i t is h
(1 ) Maxcy and S ilb e rs to n  op. c i t  Table 4, U.K.Exports p .226.
(2) Sloan op. c i t  p .313.
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v eh ic le  in d u stry  and 340 tim es the  overseas sa le s  of Vaipdiall, 
which‘a lso  reached i t s  export 1920* s peak in  th a t  year, ( l )
There is . l i t t l e  wonder th a t  Mooney's ideas concerning Vauxhall 
met with considerab le  opposition  w ith in  G.M. The experience 
of th e  depression  a f t e r  1929 ra p id ly  d isp e lle d  a l l  opposition .
American sa le s  f e l l  more d ram atica lly  than  th e  B r it ish  s a le s ,  and 
the  p a tte rn  was repeated  in  the  export f i e ld .  By 1932 G.M. 
exports were a t  a  n ad ir of 40,000 equ ivalen t to  th e  combined 
B r it is h  export f ig u re . (2) More im portan tly  the  in te rv en in g  
years had w itnessed a growing d o lla r  gap market in  the  world 
inc lud ing  a widening d iv is io n  between the  pound and th e  d o l la r ,  
which prevented purchase of th e  now r e la t iv e ly  expensive American 
v eh ic le s . The foo tho lds in  B r ita in  and Germany enabled G.M. to  
s tay  in  th e  valuab le  European market and 'th e  poor r e la t io n ,  '
Vauxhall, gave an im portant opening in  the  B r it ish  Empire m arket.
So valuable  to  B r it ish  exports was the  B r it ish  Empire th a t  i t  has 
been ca lcu la ted  th a t  between 1928 and 1939 the  Empire absorbed 
81 p e r cen t, of B r itish  overseas s a le s .  (3) I t  was in  th i s  area  
th a t  Vauxhall was to  prove so invaluab le  to  G.M. in  th e  1930s.
A fter th e  d isappo in ting  performance of th e  'C adet' the  manufacture 
of th e  Bedford tru c k , on the  advice of B r it is h  management, proved 
to  be 'a  world b e a te r . ' (4) I t s  overseas s a le s , to g e th e r  with 
Vauxhall ca rs , accounted fo r  n early  40 p e r cen t, of Vauxhall output
(1) C alculated  from Sloan and Maxcy and S ilb e rs to n  and 'Vaujdiall 
F acts  and F ig u re s ',  op. c i t .
(2) Sloan op. c i t  p .328; Maxcy and S ilb e rs to n  op. c i t  ta b le  4 , p .226.
(3) M .M iller and R.Church 'Motor M anufacturing' in  (Eds.) Buxton
and A ldcroft B r itish  Industry  Between the  Wars London, 1979*P*196.
(4) B a r t le t t  quote in  Luton News 30th March, 1933 p .11.
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in  1932 and averaged about one th i rd  of Vauxhall s a le s  th ro u ^ o u t 
th e  r e s t  of th e  decade, as  i s  in d ica ted  below.
TABLE 23 Vauxhall V ehicle Exports 1930-1950 ( l )
Year V.M. Exports 
C.V.s + cars
G.B.Exports 
C.V.s + cars
V.M.Exports 
as % of V.M.
V.M.Exports 
% of G.B.ex
1930 223 30,000
output
2.4 0.7
1931 1657 . 24,000 10.9 6 .9
1932 6309 40,000 37.3 15.7
1933 8479 51,000 30.6 16.6
1934 14263 58,000 35.2 24.5
1935 15314 68,000 31.4 22.5
1936 14636 83,000 28.8 17.6
1937 20768 99,000 34.7 20.9
1938 20271 84,000 33.7 24.1 '
1946 22867 133,000 42.6 17.1
1947 28690 193,000 46.6 14.8
1948 52840 302,000 70.8 17.4
1949 57831 351,000 68.7 16.4
1950 . 61471 545,000 _ 78.9 11 .2
More s tr ik in g  was the  f a c t  th a t  Vauxhall exports accounted f o r  n ea rly  
a q u a r te r  of B r it ish  exports in  1934 and 1938, and averaged about 
20 p e r  cen t, f o r  the decade as a whole a f t e r  1931. From 1933 
Vauxhall and Opel sa le s  were g re a te r  than th e  sa le s  abroad of 
American made G.M. v eh ic les , and in  1937 G.M. exported 180,000 
v eh ic les  from th e  U.S.A. and Canada, while 188,000 v eh ic les  were 
manufactured by G.M. overseas op era tio n s. (2)
This was tru e  v in d ica tio n  of Mooney's p o lic ie s .
(1 ) Sources: 'Vauxhall Facts and F igu res ' op. c i t . U nfortunately  •
■ c .v .s a le s  are  not separated  from ca r  s a le s . Maxcy and
S ilb e rs to n  o p .c i t . Table 4 , p .226.
(2) Sloan o p .c it  p .328.
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The Vauxhall commercial v eh ic le  export performance was even more 
im pressive i f  p laced  in  th e  context of only those of B r it ish  
commercial v e h ic le s . Much of the  c re d it  f o r  enhanced B r it ish  exports 
r e s ts  with cars ra th e r  than  commercial v eh ic les , and by comparison 
commercial v eh ic le  e3q>orts accounted fo r  le s s  than a q u a r te r  of 
to t a l  B r it ish  veh ic le  exports in  1930, and averaged about one f i f t h  
of t o t a l  veh ic le  exports f o r  the  r e s t  of the decade, ( l )  Although 
sep ara te  Vawdiall export f ig u re s  f o r  ca rs  and commercial veh ic les  
are not a v a ila b le , the f a c t  th a t  Bedford tru ck s  c o n tin u a lly  ou tso ld  
Vauxhall cars throughout the  1930s, with the  exception of th e  years 
1935 and 1938, (2) and as much as 50 p er cent of a l l  Bedfords 
produced were f o r  export, (3) in d ic a te s  th e  importance of th e  l i g h t  
tru ck  to  th e  firm  in  o v era ll s a le s  and hence in  exports.
A lth o u ^  th e re  had been steady growth in  B r itish  commercial v eh ic le  
e5q)ort performance in  the 1930s, i t  could only be described  as o f 
'm inor importance in  the  in d u stry  and the economy.' (4) In  f a c t  
Commercial Motor was a c o n s is te n t c r i t i c  of the  r e la t iv e ly  poor 
export performance of B r it ish  commercial veh ic les  compared with the  
United S ta te s . In  a leng thy  a r t i c l e  in  1931 the jo u rn a l blamed th e  
B r it is h  emphasis on production of heavy v eh ic les , th a t  of 5 tons and 
above, whereas th e  demand was fo r  s tu rd y  l ig h t  trucks which could 
stand up to  considerable over-load ing , and could n e g o tia te  th e  r o u ^  
roads u su a lly  found in  co lo n ia l co u n trie s . The American 30 cwt tru c k
(1) G.Maxcy and A .S ilberston  The Motor Industry  (1959) c a lc u la te d  
from Table 4 , p .226.
(2) See Table 9, P-58.
(3) H artn e tt op. c i t  p .42.
(4) Church and M iller 'The Motor In d u stry ' op. c i t  p .209.
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was c ite d  as a  prime product fo r  such m arkets. ( l ) ‘ B r it ish  models 
were c r i t i c i s e d  f o r  lack  of easy mamtenance, and sa le s  techniques 
and a f t e r  s a le s  se rv ice  were noted as being p a r t ic u la r ly  poor 
compared to  th a t  of the  Americans, and spare p a r ts  were quoted as 
being expensive and r e la t iv e ly  d i f f i c u l t  to  ob ta in . B r itish  
m anufacturers were also  c r i t i c i s e d  over th e i r  p r ic in g  methods. The 
export p r ic e  was f ix ed  in  B r ita in  w ithout due regard  to  e x tra  co s ts  
such as t a r i f f  charges, f r e ig h t  co s ts  and s e l l in g  expenses and 
'th e  f in a l  p r ic e  was l e f t  to  the d is c re tio n  of th e  overseas agent 
who adds as much as he can . '  (2)
F in a lly , Commercial Motor took to  ta sk  the  in ep t and inadequate 
a d v e rtis in g  which was seen as 'n e i th e r  in te re s t in g  nor e f fe c t iv e ,  
la rg e ly  because London agents d id  not know the  m arkets. (3)
Not s u r p r i s in ^ y  B r itish  commercial veh ic le  exports remained 
r e la t iv e ly  low. For example exports to  In d ia  to ta l le d  398 in  1930; 
w h ils t the  U.S.A. exported 12,000 commercial veh ic les  in  th a t  y e a r . (4) 
While U.S. s a le s  slumped to  1,800 in  1933» B r itish  exports managed to  
in crease  only to  328 in  th e  same period  even with the  a id  of a 
p re fe re n tia l  im port t a r i f f .  (3) Even in  a prime market such as 
New Zealand, B r it ish  m anufacturers of commercial v eh ic les  were slow 
to  se iz e  o p p o rtu n itie s , and although B r it ish  cars  accounted fo r  
90 p e r cent of im ports, commercial veh ic les  were considerab ly  le s s  
and were dominated by Ford U.S. made trucks in  1932. (6)
(1) Commercial Motor 10th February, 1931, p .912.
(2) Commercial Motor 10th February, 1931 p.912.
(3) Ib id  p.912.
(A) Commercial ' Motor l6 th  December 1932 p .602.
(5) Commercial Motor 15th June 1934 p .586.
(6) Commercial Motor l6 th  Dec., 1932 p.603.
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Although B rita in  managed to  in c rease  i t s  percentage in  many- 
overseas m aikets i t  was more due to  U.S. d ec line  as a  r e s u l t  of th e  
depression  than an o verall B r i t is h  export performance, and i t  was 
not u n t i l  the  middle of th e  decade th a t  commercial v eh ic le  exports 
began to  make c re d ita b le  p rogress r is in g  from 5,000 u n its  in  1931 
to  18,000 by 1936. ( l )
Much of the  American ad-yantage had been in  i t s  manufacturer* s a b i l i t y  
to  make mass produced v eh ic le s , which were cheap, e a s i ly  m aintained, 
with la rg e  engines fo r  small tru c k s . B r it ish  producers came to  fo llow  
th ese  tren d s  by th e  mid 1930s but more due to  domestic p ressu re  of 
ta x a tio n  and w e i^ t  le g is la t io n  ra th e r  than  th e  need to  respond to  
export m arkets.
A considerable p a r t  of the  Vauxhall success la y  in  a ttem pts to  meet 
th is  p o te n tia l market by th e  export of th e  30 cwt and 2 ton tru c k .
The 30 cwt was a d ire c t  de Cendant of th e  C hevrolet 30 cwt v eh ic le  
vhich had already  proved i t s e l f  in  th ese  m arkets. The Bedford, with 
a l l  th e  resources and sa le s  ex p e rtise  of th e  world wide General Motors 
Corporation had a ready made o rg an isa tio n  to  channel i t s  overseas 
s a le s , which d id  no t su ffe r  th e  d efec ts  of i t s  B r i t is h  r iv a ls  so 
vi-yidly ou tlin ed  by the Commercial Motor. As we have seen in  th e  
sec tio n  on m arketing much of these  sa le s  and a f t e r  se rv ice  techniques 
were taken  on board by the Vauxhall o rg an isa tio n , and run by Englishmen 
l ik e  Charles B a r t le t t ,  Laurence H artn e tt and A .F.Palm er-^Phillips,
(1 ) Maxcy and S ilb e rs to n  op. c i t  Table 4 , p .226.
129.
tra in e d  by the  General Motors o rg an isa tio n  ^ e n  i t  was an autonomous 
company in  B r ita in , and n a tu ra lly  they  tra n s fe rre d  th e i r  knowledge 
and s k i l l s  to  th e  Vauxhall con tex t.
The importance of exports to  Vauxhall i s  a lso  re f le c te d  in  th e  
importance of c a r  exports to  B r it is h  ca r m anufacturing as a i^ o le  
in  th e  1930s. Between 1931 and 1933 exports absorbed one th i r d  
of B r it is h  production and th e re fo re  had a  c ru c ia l ro le  to  p lay  in  
the  up tu rn  fo llow ing th e  slump, ( l )
Again in  1937 and 1938 exports were to  prove im portant in  cushioning 
the B r itish  motor in d u stry  ag a in s t a  slump which h i t  i t  f a r  more 
sev ere ly  than th e  1931 experience. (2) Whereas th e  home market 
shrank by Gfo in  1931, in  1938 t h i s  decrease was 10%. in  th e  export 
f i e ld  however, th e  overseas sa le s  f e l l  by 44% in  1929-31 only 
13% in  1937- 38. ( 3) The Vauxhall experience conforms to  th i s  
in te rp re ta t io n  as ta b le  23 in d ic a te s , although th e  f a l l  in  Vauxhall 
exports was not as g rea t in  percentage term s, as th e  f a l l^ ih  exports  
n a tio n a lly  from 1937 to  1938. Vauxhall a lso  had th e  a d d itio n a l 
cushion of the 'Ten' model which boosted th e i r  ca r  s a le s  considerab ly . 
An im pressive fe a tu re  of Vauxhall ' s exports was th e  sharp r i s e  in  
f ig u re s . A r i s e  of 743% between 1930 and 1931, Which was q u ite  
sen sa tio n a l and followed by a 380% r i s e  in  th e  fo llow ing year. These 
i n i t i a l  r is e s  can be sen sa tio n a lise d  when a low base f ig u re  of 1930
(1 ) This case i s  put forward by M .M iller and R.Church in  .
'Motor M anufacturing' in  (e d s .)  N.K.Buxton and D.A.ALdcroft 
B r itish  Industry  Between th e  Wars (1979,1982 paperbacked) p .186. 
(2) Ib id  p .187.
(3) Ib id . p .l8 7 .
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i s  used but the  annual r i s e s  remained im pressive from one year 
to  an o th e r:-  34% 1932-3, 68% 1933-4, and 4 ^  fo r  1936-7. There 
ware small drops of 4.5% and 2.4% in  1935-6 and 1937-8 re sp e c tiv e ly , 
but th e  trend  was one of rap id  expansion of exports. N atu ra lly  
Vauxhall gave ample p u b lic i ty  in  th ese  annual re p o rts  as im pressive 
testim ony of t h e i r  growth.
The B r it is h  Dominions provided th e  main markets and in  1932 the  
Board s ta te d  th a t  th e i r  main markets were to  be found in  A u s tra lia ,
New Zealand, South A frica, Ind ia , China, Japan, Norway, Denmark, 
Sweden, Belgium, Holland, Spain and P o rtu g a l. Next came th e  sm alle r 
and le s s  wealthy Empire co u n trie s  such as the  West In d ie s , Malaya, 
Malta and Cyprus, ( l)
Lawrence H a rtn e tt, Wio had been e levated  to  D irec to r of Vauxhall • 
overseas sales," in  1929, embarked on a to u r  of the main p o te n tia l  
markets of the  world in  th a t  year, inc lud ing  most of th e  Empire and 
Dominion co u n trie s . 'The tech n ica l d a ta  which I  gathered , with two 
thousand fe e t  of movie f ilm  dealing  with road cond itions and te ch n ic a l 
p o in ts , did co n trib u te  to  the  f in a l  s p e c if ic a tio n  d e ta i l s  of the  
Bedford trucks and l a t e r  Vauxhall c a r s . '  (2)
On h is  re tu rn  to  England .H artn e tt set. about o rgan ising  h is  departm ent. 
'As production increased  so d id  th e  work of the  export 
departm ent. Soon I  had a dozen o r more on my s t a f f ,  and w ith 
th ese  few working to  a p a tte rn  I  had evolved, we got Bedford 
tru c k s  flow ing out to  General Motors assembly p la n ts  in  A frica , 
Europe, A u s tra lia  -  a l l  over th e  world. In some p a r ts  we s t i l l  
re ta in e d  our own d ir e c t  d i s t r ib u to r s . '  (3)
(1) Report of l8 th  Ord Gen.Meeting Times 13th A p r il ,1932 p .21.
(2) H artn e tt op . c i t  p .4 l .
(3) Ib id  p .42.
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As e a rly  as 1925 Vauxhall had re a l is e d  th e  f u l l  p o te n tia l  of 
the  la rg e  overseas o u tle ts  which G.M. had b u i l t  up in  th e  1920s, 
includ ing  assembly p lan ts  and agents and d ea le rs . These-now came 
in to  f u l l  use f o r  Vauxhall along with the  sa le s  techniques adapted 
to  th e  indigenous cond itions, ( l )
A thorough study of new markets was made includ ing  co s ts  imposed 
by lo c a l  t a r i f f s ,  landing  charges and lo c a l ta x a tio n . In  th i s  
Vauxhall made f u l l  use of the  Board of Trade knowledge and e x p e r tise  
on overseas m arkets. L i t t l e  was l e f t  to  chance and such p r a c t ic a l  
concerns as the  s iz e  of boxes to  export C.K.Ds were examined so th a t  
s iz e  and shape could be reduced and designed to  f a c i l i t a t e  more 
economical shipping c o s ts . The sm alles t d e ta i ls  were taken in to  
account before proceeding with a market o ffensive in  each country . (2) 
By 1932 so g rea t was th e  overseas demand f o r  Vauxhall products th a t  
“ £20,000 was spent on a new boxing p la n t f o r  the  so le  purpose of p u ttin g
cars and tru ck s  in to  cases and sending them abroad. (3) -
As h i ^  as 50 p er cen t, of th e  fa c to ry  output of Bedfords was a llo c a te d  
fo r  export, and emphasis was given to  th e  'e a sy ' markets of A u s tra lia  
and New Zealand before the  company tu rned  i t s  a t te n tio n  to  Europe. (4)
A continual 'p le a sa n t ' complaint in  the  annual re p o rts  between 1932 and 
1936 was th e  d i f f ic u l ty  in  f u l f i l l i n g  orders d esp ite  working th e  p la n t 
to  capac ity . The r e s u l t  was con tinual extensions tak in g  p lace  in  th i s
(1 ) Acknowledgment of the  importance which Vauxhall a c re d ite d  to  G. M,
overseas o u tle ts  was recorded in  192?. 'P a r t ic u la r ly  im portan t a re  
the  market f a c i l i t i e s  made a v a ila b le  overseas. In  every lan d  
where motor cars were used General Motors have a  s e l l in g  
o rg an isa tio n  th a t  i s  going to  be used to  s e l l  B r i t is h  c a rs . '
Luton News 'Y este rd ay 's  D eclara tion  of P o licy  -  VauWball M otors. ' 
15th  September 1927. p .9.
(2) H artn e tt op. c i t  pp 46 & 47.
(3) G.M.News February 1932 V ol.4 , No.8 .
(4) H a rtn e tt op. c i t  p .42.
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p erio d , c rim inating  in  the  reo rg an isa tio n  in  1937/8 f o r  th e  'Ten' 
p roduction ,
Thp 1930 ' s  p ic tu re  was not a to ta l ly  rosy  one and when exports 
declined  s l i ^ t l y  in  1936 L e s lie  Walton blamed r is in g  co s ts  which 
make export v eh ic le  p ric e s  le s s  com petitive p a i t ic u la r ly  when 
p re fe re n tia l  d u tie s  operated in  some overseas m arkets, ( l )  H i#i 
p riced  m a te r ia ls , p a r t ic u la r ly  s te e l  were blamed. In  ad d itio n  
C harles B a r t le t t ,  th e  Managing D irec to r, expressed considerable 
concern a t  the growing in te rn a tio n a l ten sio n  which he f e l t  could 
se r io u s ly  a f fe c t  overseas tra d e , 'and a  la rg e  p o rtio n  of our business 
i s  now export b u s in e s s . ' (2)
These fe a rs  were, of course, j u s t i f i e d  w ith the  outbreak of war in  
1939; and very soon a f te r ,  exports became n e g lig ib le  as th e  works 
was tu rned  over to  war-time production . A la rg e r  range of tru ck s  
was produced includ ing  a much b igger v eh ic le  than had h i th e r to  been 
produced. Over a  q u a rte r  of a m illio n  tru ck s  were produced fo r  war 
se rv ice  to g e th e r with 5»640 C hurchill tan k s . (3)
A fter the  war exports assumed an even g re a te r  s ig n if ic a n c e  in  
Vauxhall p r o d u c t i o n , engendered by Labour Government p o licy  which 
emphasised overseas tra d e  in  i t s  attem pts to  re b u ild  war to m  B r ita in  
and achieve a tra d e  equilibrium . • By 1948 Vauxhall v eh ic le  p roduction  
was la rg e ly  devoted to  overseas tra d e , and exports accounted f o r  ?0% 
of sa le s  in  th a t  year and n early  80% in  1950. But d e sp ite  the  export
(1) Report of 23rd Ord. Gen.Meeting Luton News 1 s t  A p ril, 1937, P*3.
(2) . 'Vauxhall P lans fo r  1936' Luton News 2nd January, 1936, p .H .
(3) A H istory  of Vamdiall Vauxhall Motors, Luton 1980 p .48. ■
1 3 3 .
' of over h a lf  a m illio n  v eh ic les  in  1950 V auxhall's percentage 
of B r it ish  t o t a l  exports f e l l ' t o  ju s t  over 11%. (see ta b le  23 )
A R eflec tion  of th e  export o r ie n ta tio n  of the  v eh ic le  market as a
whole in  th i s  p e rio d .
V auxhall's  s a le s  of n early  a q u a r te r  of B r it ish  exports in  1938 
was never to  be achieved again  but was a tru e  in d ic a to r  of th e  
p rodig ious r i s e  of Vauxhall to  the  'B ig S ix ' s ta tu s ;  and th i s  success 
undoubtedly re s te d  c h ie f ly  on i t s  exports of commercial veh ic les  
in  Empire and Dominion m arkets.
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CHAPTER FIVE Management and Labour R elations to  1929»
In tro d u c tio n
In \C hapters 5 and 6 an examination w ill be made of Vauxhall*s lab o u r 
r e la t io n s  p o l ic ie s .  The perio d  1905 t o i 950 has a  n a tu ra l d iv is io n  
in  1929 when Charles B a r t le t t  took the  p o s t of managing d ire c to r .
The e a r l i e s t  perio d  was one in  which Vaujdiall was growing and b efo re  
the  F i r s t  World War in d u s tr ia l  r e la t io n s  were g en era lly  am icable.
The firm  was sm all ajid the c lo se  re la tio n sh ip  between management, 
who were woiking engineers them selves, and th e  workforce was 
conducive to  an atmosphere of co -opera tion . This was fu r th e r  
s tim u la ted  by expecta tions of g re a te r  success.
The F i r s t  World War gave .the f i r s t  in d ic a tio n s  of s t r e s s  in  
management-labour r e la t io n s . The lo s s  of s k il le d  men to  th e  armed 
fo rce s , th e  replacem ent by d i lu te e s  and women, and th e  enlargement 
of th e  workforce co n trasted  s^trongly with th e  r e la t iv e ly  s ta b le  
pre-w ar workforce, . Vauxhall along with o th er engineering firm s, 
both n a tio n a lly  and lo c a l ly ,  was fo rced  to  give concessions in  th e  
form of h i ^ e r  wages, low ering hours of work and th e  g ran tin g  of 
premium bonus. I t  was w illin g  to  concede these  demands in  re tu rn  
f o r  h i ^  p ro d u c tiv ity  and p r o f i t a b i l i ty .
By th e  end of 1920 th e  economic clim ate was changing r a d ic a l ly  as 
th e  economy s l id  in to  depression  which had heavy repurcussions in  
th e  motor in d u s try . Vauxhall began to  make enormous lo sse s  and 
retrenchm ent was.seen as th e  only so lu tio n . This meant c u ttin g  
lab o u r co s ts  and in c reas in g  p ro d u c tiv ity  >diich could only r e s u l t  in  
co n fro n ta tio n  with the  union and a  re tu rn  to  complete m anagerial • 
co n tro l in  th e  work p lace . The form of m anagerial co n tro l w ill be 
d iscussed  in  r e la t io n  to  arguments propounded by Wayne Lewchuk.
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Pre-War Developments
The b a s is  of in d u s tr ia l  r e la t io n s  a t  Vauxhall i s  roo ted  in  th e  
development of Luton i t s e l f ,  which i s  d iscussed  in  d e ta i l  in  p a r t  
two, L u ton 's  population  had grown from 2,986 in  1821 ( l )  to  
36,404 by th e  end of th e  cen tury . (2) The ch ie f occupation had 
been hat-m aking, which was based p a r t ly  on the  domestic system, 
and p a r t ly  on sm all workshops in  th e  cen tre  of Luton and employed 
predom inantly female lab o u r. (3 ) The n a tu re  of th e  main Luton 
in d u s try  was a  c ru c ia l f a c to r  in  exp la in ing  the  r e la t iv e  d o c i l i ty  
of th e  workforce in  terms of union o rg an isa tio n . I t  was never an 
organised in d u s try  as f a r  as tra d e  unions were concerned, due m ainly 
to  th e  small s iz e  of u n i ts ,  th e  casual n a tu re  of th e  work, in  term s 
of i r r e g u la r  hours, and th e  seasonal unemployment which a f fe c te d  • 
th e  in d u stry  in  th e  Summer months, and more p a r t ic u la r ly  in  th e  
p erio d  from November to  January.
Equally im portant was th e  r e la t iv e ly  is o la te d  n a tu re  o f Luton i t s e l f ;
30 m iles ou tside  of th e  London m etropo lis , and 70 m iles from th e  
la rg e  engineering cen tres  of Birmin^am and Coventry. Not s u r p r i s in g  y 
such unionism th a t  d id  e x is t  was small and m ainly confined to  s k i l le d  
workers. (4) This i s  confirmed by th e  Luton Chamber of Commerce 
which in  i t s  attem pts to  a t t r a c t  new in d u s tr ie s  to  th e  town mentioned 
th a t  'few  firm s have cognisance of unionism so th a t  i t  m i ^ t  be 
p o ss ib le  i f  deemed d e s ira b le , to  aim in  any new woiks a t  freedom
(1 ) Census of Population 1821. Quoted in  J.D yer and J.Dony
The Story of Luton, (Luton 1964; 3rd  E d it .1975) P.XIV
(2) Census of Population 19OI. Ib id  PXIV
(3) The major work on th e  Luton h a t- tr a d e  J.G.Dony A H isto ry  of
th e  Straw Hat Trade (Luton 1942).
. (4) John Chamberlain 'The Development of th e  Trade Union Movement 
and Labour Movement in  Luton from 1904 t i l l  th e  General S tr ik e  
1926* (Unpublished paper. Luton 1972).
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from th i s  influence.* , ( l )
In  f a c t  th e  major engineering union, th e  Amalgamated* Society  
of^ Engineers had only 19 members in  Luton in  January, 1900, (2) 
and th e  membership was only 37 t*y June 1904. (3) A branch of 
th e  Amalgamated Society  of Jo in e rs  and Carpenters was s e t  up 
in  the l890s by a  journeyman c a rp en te r. In  h is  biography he 
reco rds,
*A lth o u ^  so near to  London, tra d e  wages were only sixpence an 
hour, a s  compared with n ine pence in  London, and thou#i we 
worked from s ix  in  th e  morning to  s ix  in  the  evening, and to  
fo u r  on Saturdays, th e  t o t a l  wages were le s s  than  30 s h i l l in g s  
a week.* (4)
Having organised a branch su ccessfu l a g i ta t io n  follow ed to  gain  an 
e x tra  f  pence an hour. M illo tt-S ev em  was howevër, 'marked as a 
d is tu rb in g  in flu e n c e ' (5) and so he moved on to  London. When th e  
Luton Trades Council was formed in  January, 1904 th e  Jq in e rs  and 
C arpenters a re  no t mentioned, peihaps in d ic a tin g  th e  sh o rt l i f e  o f  
th e  Luton b ran ch .(6)
The major unions which formed the  f i r s t  tra d e s  council were: th e  
A .S .E ., the  Steam Engine Makers S ocie ty , the  United B uilders Labour 
Union, the  Amalgamated S ociety  of Railway Servants, th e  C entral 
Moulders Union, th e  Toolmakers S ocie ty , th e  S c ie n tif ic  Instrum ent 
Makers and the Workers Union. (7) In  I 906 the  tra d e s  council had
(1 ) Thomas Keens 'Luton as an In d u s tr ia l  C entre ' Engineering 
13th  A pril, , 1900, p .10.
(2) Amalgamated Society  of Engineers Monthly Jo u rn a l, January  1900.
(3) Amalgamated Society  of Engineers Monthly Jo u rn a l, June, 1904.
(4) J . M illo tt-S evem  The L ife  S tory  of a P hreno log ist ( B r i t t o n ,  1929)p .8 6 ,
(5 ) J . M illo tt-S evem  op. c i t  p . 86
(6)- Chamberlain op. c i t  p .4 . N.B. This paper i s  r e la t iv e ly  sh o r t and 
.no foo tn o tes  are  given but th e  im pression i s  th a t  th e  au th o r 
r e l ie d  h eav ily  on th e  'Luton News' and Trades Council Records.
(7) Ib id  p .4 .
I I u n io n s  a f f i l i a t e d  ïdiich Chamberlain c a lc u la te s  as  rep resen tin g  
approxim ately 500 woikers. ( l )  Of a  t o t a l  workforce in  Luton of 
29,100 in  1901 t h i s  rep resen ts  about 1.7% unionised w oikers, and 
of a to t a l  woikforce of 39,000 in  I 91I  rep resen ts  1.2% unionised 
workers. (2) Assuming th a t  most of th e  u n io n is ts  were men th i s  
accounts f o r  4% of the male woikforce in  19OI, and 2 .7 ^  of th e  t o t a l  
male work fo rce  in  1911, and in d ic a te s  th e  small degree of u n io n isa tio n .
The f i r s t  recorded dispute, in  Luton a f t e r  1900 involved the  re c e n tly  
moved V auj^all Iro n  Works in  May 1905, a l th o u ^  th e  main concern 
seems to  have cen tred  on th e  West H ydraulic s i s t e r  company. (3 )
I t  involved the  A.S.E. and Steam Engine Makers S ociety  idio ob jected  
to  Vauxhall and West Hydraulic Company paying only I . I /8  f o r  n ig h t 
s h i f t  woik. The unions made th e  case th a t  time and a q u a rte r  was 
norm ally p a id  f o r  th e  n i i ^ t  s h i f t  ; and Mr. Barnes, th e  A.S.E. spokesman, (4) 
s ta te d  th a t  when West Hydi;^ulic had moved from Bradford they  had 
'somewhat a lte re d  th e  c o n d itio n s . ' Bames a lso  s ta te d  th a t  th e  
company had in troduced a lo n g er woiking n ig h t s h i f t  and had not 
consulted  th e  woikforce, some of ^om  had come from Bradford, about 
th e  new co n d itio n s. The d isp u te  involved 2 to  300 men but given th e  
A.S.E .Luton re tu rn s  most must have been e i th e r  in  th e  Steam Makers 
o r in  no union a t  a l l .  (5 )
The em ployer's case re s ted  on th e  f a c t  th a t  the  foreman, who was a lso  
an A.S.E. member, had proposed th e  I . I /8  n ig h t s h i f t  r a te ,  bu t th e  
unions s ta te d  th a t  th is  was done only a f t e r  th e  workers r e a l is e d  th a t
(1 ) Chamberlain op. c i t  p .5 .
(2) Census of Population 1901, 1911.
(3) M icro-film  Reference N (2) 7» EEF A rchives.
(4) The case sen t to  C entral Conference a t  York in  Sept.1905. Bam es
. went on to  become General S ecre tary  of th e  Union and a  Labour
M in ister, in  l a t e r  y ea rs . See J .B .J e f f re y s , The 
Story, of the  Engineers. ' (London, 1945) .*
(5 ) 'Vauxhall Facts and F ig u res ' op . c i t  estim ate  th a t  le s s  than  200 
men worked f o r  Vaurfiall a t  t h i s  tim e. In  ad d itio n  th e  E .E .F . 
claim  th a t  West Hydraulic only employed 30 men in  Bradford.
The only explanation i s  th a t  th e  West H ydraulic s id e  of th e  
business must have taken on a l o t  more woikers.
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th e  company was n o t going to  pay any e x tra  f o r  a  13 hour n i ^ t '  
s h i f t .  The d isp u te  throws in te re s t in g  l i g h t  on lo c a l  cond itions 
as the  employers s t r o n g y s ta t e  th a t  ano ther firm  in  th e  d i s t r i c t  
paid  no ex tra  f o r  n igh t s h i f t  woik. This o th e r firm  was Hayward- 
T yler, an engineering firm  and F ederation  member (th e  only o th e r 
F ederation  employee in  Luton) vho backed Vauxhall and West H ydraulic 
a t  th e  n a tio n a l and lo c a l conferences, by s ta t in g  th a t  they  paid  
no ex tra  a t  a l l  f o r  n i ^ t  s h i f t  work. The unions claimed th a t  
Hayward-Tyler d id  not woik n ig h t s h i f t s  and had only done so once 
a f t e r  a  f i r e  in  th e  l890s when th e  men worked th rou# iou t th e  n ig h t 
a t  no e x tra  pay in  order to  help  th e  works become operable as qu ick ly  
as p o ss ib le , ( l )  No agreement was reached, bu t th e  employers s ta te d  
th a t  union members d id  not have to  work n ig h t s h i f t s ,  and as th e re  
was no agreed d i s t r i c t  r a te  th e  s i tu a t io n  would remain th e  same.
This d isp u te  would seem to  suggest th a t  th e  West H ydraulic Company 
had found the  la c k  of unionism in  Luton a  strong  in cen tiv e  to  move 
th e re  as the  D is t r ic t  r a te  was claimed by Bames to  be 1^ in  Bradford. (2) 
The r e la t iv e  weakness of organised lab o u r and i t s  lack  of m ilita n cy  
in  Luton i s  shown by the  f a c t  th a t  th e re  were only two s t r ik e s  in  
the  town before th e  1 s t  World War, during a  period  of g re a t in d u s t r ia l  
u n re s t in  many p a r ts  of th e  country . • One involved th e  Diamond 
Foundry in  1910 and the o th e r was pax t of a  n a tio n a l d isp u te  invo lv ing
(1) L e tte r  issu ed  by Hayward-Tyler dated  26th October, 1905 to  
re c o n s titu te d  lo c a l conference a f t e r  f a i lu r e  of C entral 
Conference. E .E .F . a rc h iv e s , N(2)?.
(2) Ib id  E .E .F. F ile  N(2)?.
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th e  N ational Amalgamated S ocie ty  of Operative House and Ship 
P a in te rs  and D ecorators, ( l )  Equally on th e  employers s id e  only 
fo u r firm s had become a f f i l i a t e d  to  the  Engineering Employers 
F ederation  -  Haywàrd-Tyler in  I 903, West Hydraulic in  Bradford in  
1899, Gommer Cars in  1911 and Clarks Machine Tool Company in  1914.(2) 
When Vauxhall separated  i t s e l f  from th e  marine s id e  of th e  business 
in  1907 to  concen trate  on c a r  production i t  too jo in ed  th e  E .E .F . 
in  A p ril, 1907. (3) According to  i t s  a p p lic a tio n  foim i t s  estim ated  
wages b i l l  was £10,000 and i t s  work fo rce  co n sis ted  of sm iths, 
machine f i t t e r s ,  to o l makers, p a in te rs , trimmers and lab o u re rs .
There were no agreements w ith tra d e  unions and no d isp u tes  pending. 
The number of hours worked p e r  week was 54, which was th e  d i s t r i c t  
r a te ,  and overtime was 1-%- f o r  th e  f i r s t  two hours and I j  a f t e r  t h i s  
up to  6 a.m. (4) This l a s t  p o in t in d ic a te s  th a t  Vauxhall was paying 
th e  n i ^ t  s h i f t  r a te  above th a t  o r ig in a l ly  demanded by th e  men in  
the  1905 d isp u te . This may have p a r t  exp lanation  in  th e  f a c t  th a t  
Mr. Ashe th e  works manager of th e  West Hydraulic -  Vauxhall company 
d id  not jo in  th e  Vau3diall motor company formed in  1907. The new 
works manager was A.H.Hancock.
L i t t l e  i s  known of Vauxhall m anagerial p o lic ie s  in  th ese  years befo re  
th e  F i r s t  World War. I t  was a  com paratively small firm  employing 
approxim ately 180 workj^in I 905» r is in g  to  575 1^ 1913.(5) H  had
(1 ) Chamberlain op. c i t  pp 5 & 6 »
( 2) E.E.F .Membership F ile s  f o r  Hayward-Tyler, West H ydraulic,
Commef Cars and C larks Machine Tools.
(3) Vauxhall Membership A pplication  Form, Membership F i le s .  
E .E.F.A chives.
(4) Ib id
(5) ' Vauxhall Facts and F ig u res ' op. c i t .
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two foremen in  1905 ( l )  and i f  th e  same proportion  of men to  foremen 
th e .
were ap p lied  to ^ l913 workforce th e re  would he about 7 foremen. (2)
I t ' i s  a  p i ty  th a t  such inform ation  i s  not a v a ila b le  as cu rren t 
arguments concerning managerial con tro l hinge upon such d a ta .
In  a l l  p ro b a b ility  l i t t l e  co n s id e ra tio n  was given to  questions of 
o v e ra ll s tra te g y  in  terms of management in  th i s  period  as th e  firm  
was sm all, allow ing a much c l  os er-p  e rs  onal re la tio n sh ip  betw een ,' 
management and men; the  firm  was g radually  expanding and was m eeting 
in te rn a tio n a l and n a tio n a l success and b u ild in g  a  rep u ta tio n  in  th e  
ca r  world.
The f i r s t  mention of a msinagerial s tra te g y  appears in  an a r t i c l e  by 
L.H.Pomeroy in  1914. (3) His address concerns c a r  production  in  
general bu t he i s  c le a r ly  using  h is  Vauxhall experience as a  s o l id  
example. In  th a t  year Vauxhall had reorgan ised  and re g is te re d  th e  
re c o n s titu te d  company^Vauxhall ( l9 l4 )  L td ,* a f t e r  having gone in to  
th e  hands of th e  re c e iv e r. I t s  p r o f i t a b i l i ty  had been in  question  
and the  Pomeroy a r t i c l e  in  many re sp ec ts  rep resen ted  h is  th o u g h ts . 
on how to  c rea te  g re a te r  e ff ic ie n c y  in  th e  workforce by in c reasin g  
p ro d u c tiv ity . This he saw being done mainly by more e f f ic ie n t  
o rg an isa tio n  o f production and improvements in  machine technology. 
E.W.Hancock described  h is  ap p ren tice  experience in  1911 a t  Vauxhall 
in  h is  rem iniscences published in  I 96O (4) At th i s  tim e c a r  
production  a t  Vauxhall was r e l ia n t  upon s k il le d  workers to  a  g re a t 
degree.
(1 ) Luton News 30th March, 1905, p .3*
(2) This i s  pure sp ecu la tio n . On th e  1905 f ig u re s  i t  woiks out a t  
one foreman f o r  every 90 workers. Of course, o th e r departm ents 
had been added and the  number of foremen could have been much . 
h i^ e r .
(3) 'Automobile Engineering and th e  War' L.H.Pomeroy. Proceedings 
of th e  I n s t i tu te  of Automobile Engineers Vol. IX, 19 l4 .
(4) E.W.Hancock *A L ifetim e in  Automobile P roduction ' Automobile 
Engineer' June, 196O. V0I . 5O, No.6 .
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'From th e  beginning to  th e  end -  th a t  i s  from th e  f i t t e r  to  
th e  f in a l  t e s t e r  -  th e re  was a  gradual in c rease  in  the  
’ V a p p lic a tio n  o f in d iv id u a l s k i l l s , . . . '  ( l )
Hancock s ta te s  th a t  the  breaking down of s k i l l s  had a lready  begun 
to  change job t i t l e s  and d e sc rip tio n s .
'T h is  change s ta r te d  before 1914, tdien the  marker o ff  had moved 
back in to  th e  to o l-ro o m ,. . .  .by th is  tim e, the  advent of p lann ing  
engineers and th e  is su e  of p rocess operation  sh ee ts  le d  to  th e  
estab lishm ent of a  lo g ic a l  sequence of op era tio n s, although f o r  
some years th e  operation  sh ee ts  were used only as  a  general 
g u id e . ' (2)
Pomeroy saw the  drawing o f f ic e  as  the  nerve cen tre  of o pera tions i
' I f  th e  . . .  fu n c tio n s  of th e  drawing o f f ic e  be given f u l l  scope 
th e  d u tie s  of the  works o f f ic ia l s  become purely  execu tive , as 
they  should be, and they  can give t h e i r  undivided a t te n t io n  to  
th e  business of production . These s tep s  are a l l  necessary  i f  * 
we a re  to  m aintain maximum output f o r  man and machine. ' (3 )
Pomeroy a lso  f e l t  th a t  th e  'o ld  s ty le  of foreman and mechanic was 
ra p id ly  d isappearing  and work was being done by men no t so in tim a te ly  
in  touch with th e  p ra c t ic a l  d i f f i c u l t i e s . '  (4)
This process was hastened by th e  war and th e  in tro d u c tio n  of d i lu te e s ,  
which became an im portant su b jec t i n  d isp u tes  between unions and 
management and indeed between s k i l le d  and u n sk illed  unions them selves.
(1 ) Hancock op. c i t
(2) Ib id
(3) Pomeroy op. c i t
(4) Ib id
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D efin itio n s  of s k il le d  jobs became in c reasin g ly  d i f f i c u l t  and job 
dem arcation d isp u tes  were o ften  used by both management and unions 
fo^  t h e i r  own advantage.
Unionism in  Luton had s te a d ily  increased  by 1914 and in  th a t  year
th e  A.S.E. membership numbered ju s t  over 200^ ( l )  and an estim ate
. ■ 
of a l l  s k i l le d  engineering woikers in  unions would be approxim ately
600. (2) The war years enhanced th is  tre n d  and in  1916 two Luton
A.S.E. branches had been e s ta b lish e d  and th e  membership was over
500 by February, 1917.(3) The war a lso  increased  th e  importance
of th e  engineering  in d u stry  in  th e  town as the  war e f fo r t  req u ired
v eh ic les  and m unitions. Vauxhall i t s e l f  had i t s  t o t a l  ca r
production  taken by the Army, and i t  had gained war c o n tra c ts  f o r
th e  manufacture of m unitions. I t  i s  not su rp r is in g  th e re fo re , th a t
Luton began to  jo in  the  main stream  of unionism and echo the  growing
Jiiilitan cy  in  th ese  y ears. The engineering employers members a lso
responded by e s ta b lish in g  a Luton A ssociation  in  I 916 with L.H .Pomeroy
as i t s  s e c re ta ry  and Chairman. (4) I t  consis ted  of only 5 firm s:
Vauxhall, Gommer Cars, Hayward-Tyler, C lark Machine Tool and Skefko
B all Bearing Company, a Swedish owned company which jo in ed  in  1915.(5)
Government involvement was r e lu c ta n tly  agreed to  on both s id e s  of
in d u s try  in  th e  f i r s t  year of th e  war and th i s  p rocess in creased  as
th e  war continued. P a t r io t ic  duty was becoming in c re a s i ly  outweighed
by growing in d u s tr ia l  ten sio n  by 1917. In  essence i t  was a  fo u r  way
(1 ) A.S.E.Monthly Journals  f o r  1914. Peak was reached in  October
of 208.
(2) On amalgamation of most engineering unions in  1920 th e  .Amalgamated
Engineering Union Monthly Journal shows an in c re a se  of th re e
tim es the  A .S .E .figu re .
(3) A.S.E.Monthly Journal January, I 916 and February, 1917. This 
would give a  f ig u re  of 15OO f o r  a l l  engineering unions base& 
on 1920 c a lc u la tio n s , and a 'f ig u r e  of between 4 and 5,000 f o r  
tra d e  unions as a  whole in  Luton based upon 1906 tra d e s  council 
f ig u re s . This may of course, be an overestim ation  co n sid e rin g
th e  growing importance of th e  engineering tra d e  in  th e  1s t  World War.
(4) Minute Book 1916-1918 Luton Engineering Employers A sso cia tio n .
Mid A n ^ ia  E .E .F .A rchives. *
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c o n f l ic t  between employers, union o f f i c i a l s ,  the union rank and 
f i l e  and the government. Employers resen ted  the em asculation 
of' t h e ^  managerial r i ^ t s ;  union o f f ic ia l s  the p u ttin g  in to  abeyance 
of hard  f o u ^ t  agreements shelved f o r  th e  du ra tio n ; and th e  rank 
and f i l e  f e l t  an in c reasin g  sense of e x p lo ita tio n  as  in f la t io n  
in c reased . The government's prim ary concern w e l s  to  win the  war 
and th a t  meant in creased  m il i ta ry  p roduction , and i t  would use th e  
f u l l  s tren g th  of th e  Defence of th e  Realm Act and th e  Munitions Act 
to  do th i s ,  ( l )
The shortage of labour, p a r t ic u la r ly  s k i l le d  labour, idiich became 
acu te  in  the  l a t e r  war years, h i t  Vauxhall alm ost immediately as 
•about 150 men . . .  jo ined  the  colours and consequently the  r a te  of 
production  was se rio u s ly  a f f e c te d . ' (2) The lack  of s k il le d  worfcers 
became a constan t com plaint. In  1918 Vauxhall ca lcu la ted  th a t  in  
June 1914 i t  had about 400 men in  th e  machine shop of whom 308 were 
s k i l le d  and 92 u n sk ille d  i . e .  23^ u n sk ille d . By 1917 the  machine 
shop number was reduced to  330 men and women, of which 120 were
s k il le d  and 210 u n sk illed  i . e .  64% u n sk ille d . In  1918, 125 more
hands were employed >^ich made a t o ta l  d ilu t io n  of th e  workforce 
in  th e  machine shop 73^ u n sk ille d . (3)
Serious d isp u tes  began to  emerge in  Luton in  I 916 when a spontaneous 
s t r ik e  by women woikers a t  th e  Chaul End m unitions fa c to ry  took p lace  
in  May. (4) The women were mainly non-unionised and although
(1 ) See Chapter V III in  J .B .Je ff re y s  The Story of the  Engineers 
(1945) and Chapter 5 in  E ric  Wi^am The Power to  Manage; A 
H istory  of th e  Engineering Employers F ederation . (1973)
(2) Report of th e  1 s t Ord.Gen.,Meeting Times 9th A pril, 1915 p .6 .c o l .4 . :
(3) Report of the  4th Ord.Gen.Meeting Times 20th A pril, 1918 p .1 1 .c o l .2.
(4) Chamberlain op. c i t  p .11.
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p resen tin g  no coherent demands th e  s t r ik e  stemmed from poor working 
cond itions and low pay; th e  h ig h e s t r a te  being about l8 /lO d  f o r  a  
54 hour week. The management response was to  lock  out th e  workers 
and b rin g  the 1? 'r in g le a d e rs ' before an in d u s tr ia l  tr ib u n a l a t  
W estminster, f o r  contravening government reg u la tio n s  about war work. 
The Tribunal Judge while recogn ising  th a t  th e  women's s t r ik e  was 
i l l e g a l ,  s t r o n g  y c r i t i c i s e d  the  management and only f in e d  th e  g i r l s  
one s h i l l in g  in s tea d  of a p o ss ib le  £5 a  day,he was capable of 
imposing. (1 )
In  February 191? a d ispu te  a rose  a t  Vauxhall involving-some; d i lu te e  
workers >dio were no t being p a id  th e  same ra te s  as s k i l le d  and 
sem i-sk illed  men who were doing th e  same jo b s. (2) The N ational 
F ederation  of Women Workers were using Vauxhall as a t e s t  case because 
a l l  th e  women were in  the  union and the men supported th e i r  demand 
fo r  equal pay, and they wanted to  see th a t  the Treasury Agreement 
between the A.S.E. and o th er unions was c a rr ie d  o u t. Vauxhall 
re fused  th e  a p p lica tio n  on th e  grounds th a t  the  women's re p re se n ta tiv e  
Miss Sloan, 'be  more sp e c if ic  in  h e r  d e f in it io n  of s k i l le d  jo b s '.(3)
In  a c o n fid e n tia l l e t t e r  to  th e  E .E .F . H.Q. in  London Pomeroy w rote, 
'The p o in t a t  issue  i s  th a t  we have been employing f u l ly  ra te d  
men on capstan la th e s ,  m illin g  machines and g rind ing  machines, 
la rg e ly  due to  lo c a l tra d e  union in flu en ce . At th e  same tim e
(1 ), Chamberlain o p .c it  p .11.
(2) E .E.F.A rchives Document D(8)2.
(3) Local Conference Report 6th June 1917. D(8)2. E .E .F .A rchives,
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we b e liev e  th a t  th i s  c la s s  of work has been done very la rg e ly  
by sem i-sk illed  and u nder-ra ted  men in  th e  Coventry and Biimin^iam 
D is tr ic ts .*  ( l )
The union s ta te d  th a t  they  re s te d  t h e i r  case 'on Luton, Vauxhall 
Motors being ty p ic a l  of th e  d i s t r i c t .  ' (2) No agreement was reached 
a t  th e  lo c a l conference and th e  m atter was to  be looked in to  by 
a  tr ib u n a l of th e  Board of Trade. The outcome seems to  have been 
favourab le  to  th e  women f o r  i t  i s  recorded in  the  Luton A ssociation  
m inutes 1918 th a t  anomolies had a r is e n  regard ing  womens' wages a t  
Vauxhall 'a r i s in g  from th e  r a te s  granted l a s t  year, being so much 
h i ^ e r  than those a t  which women can be properly  s ta r te d  a t  th i s  
d a te . ' (3)
The f i r s t  b ig  in d u s tr ia l  d isp u te  to  a f f e c t  th e  town was th e  engineers
s t r ik e  of May, 1917, which was p a r t  of a  n a tio n  wide campaign by th e
u n o ff ic ia l  J o in t  Engineering Shop Stewards Committee, and cen tred  
#
around the  d i lu t io n  of lab o u r and the  withdrawal of th e  'trad .e 
card . ' (4) On withdrawal of the  tra d e  card , at. th e  d is c re tio n  of 
the  management, men could be d ra fte d  in to  the  armed fo rc e s . There 
was a  strong  fe e lin g  th a t  th i s  was used by employers, o ften  with 
o f f i c i a l  union co llu s io n , to  g e t r id  of ' troublem akers, ' and in  a reas  
l ik e  S h effie ld  s k il le d  men were conscrip ted  while d i lu te e s  remained 
exempt. (5) The Luton s t r ik e r s  numbering over a thousand h e ld  a
(1 ) L e tte r  from L.H.Pomeroy to  E .E .F . H.Q. 7th February, 1917 
D(8)2 E .E .F .A rchives.
(2) Reported in  Luton A ssociation  Minutes fo r  6th  June 1917. Special
Meeting. E .E .F .A rchives.
(3) Luton A ssociation Minutes 6th  June, I 9I 8 . Mid Anglian E.E.F .Archives,
(4) Luton News 17th May,1917 p . 6 ,c o l .3 .
(5) Je ffre y s  o p .c it  p p .l8 l , l8 2 .  The n a tio n a l s t r ik e  was p re c ip i ta te d
a t  Rochdale idien the  government d ec is io n  to  extend d i lu t io n  to  
p r iv a te  work was app lied  in  a provocative way 'by  p u ttin g  women 
on grinding  machines to  g rind  co tton  sp in d les  and dism issed th e
■ men who refused  to  in s t r u c t  them .' On 3rd May th e  Rochdale
engineers fweht on s t r ik e  in  p ro te s t  follow ed by la rg e  sym pathetic 
s tr ik e s  in  many engineering cen tres  inc lud ing  Luton.
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meeting in  the fo o tb a ll  ground on l4 th  May. Attempts by th e  
mayor and union o f f ic ia l s  to  ge t the  men to  re tu rn  to  work fail_ed, ( l )  
The follow ing day another mass meeting was held and the  men voted 
by 787 to  150 to  s ta y  out. At n a tio n a l le v e l a f t e r  f ie rc e  
c r i t ic is m  by th e  p re ss , o f f ic ia l  union opposition and even th e  
a r r e s t  of e i ^ t  shop stew ard movement lead e rs  by th e  government -  
m atters  came to  a head. The government now f u l ly  aware of th e  
s tre n g th  of fe e lin g , promised no v ic tim isa tio n  and th e  re le a se  of 
t h e i r  lead e rs  i f  they would re tu rn  to  work. (2) In  Luton th e  men 
agreed to  do th i s  unanimously a t  a  meeting on the 20th May. (3 ) The 
s t r ik e  would appear to  have been a  f a i lu r e ,  but in  th e  long term i t  
shook the  government s u f f ic ie n t ly  to  drop the ex tension  of d i lu t io n  
to  p r iv a te  (non-war) work in  th e  Munitions B ill  of August, 1917 and 
th e  leav in g  c e r t i f i c a te s ,  'perhaps th e  most hated sec tio n  of th e  
1915 A c t ', was withdrawn in  October leav in g  the men f re e  to  change 
th e i r  employment a t  w ill .  (4) The a b o litio n  of leav in g  c e r t i f i c a te s  
immediately gave concern to  th e  Luton Engineering Employers 
A ssociation because non fed era ted  firm s began to  a t t r a c t  away s k i l le d  
lab o u r with h ig h er wage r a te s .  In  October, the A ssociation  minutes 
record  th a t  Kents, a Luton non-federated  engineering firm , was 
a t t r a c t in g  away Vauxhall workers. (5 ) The A ssociation approached 
Kents to  not pay h igher than the  d i s t r i c t  ra te  but with l i t t l e  success 
with th e  r e s u l t  th a t  wage demands by workers became more s t r id e n t  
with th re a ts  of moving to  more amenable firm s i f  t h e i r  wishes were not 
gran ted .
(1 ) Luton News 17th May,1917, p .6 ,c o l .3 .
(2) Je ffe rv s  o p .c i t  p .184
(3) Luton News 24th May, 1917 p .6, c o l .2.
(4) Jeffery s  Ib id  p .184.
(5 ) Luton A ssociation Minutes 4 th  October, 1917. Mid A n ^ ian
E .E .F .A rchives.
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Pomeroy s ta te d  th a t  in  th e  Vauxhall to o l room, men were applying 
fo r  in creases  'and  a f t e r  d iscu ssio n  i t  was agreed th a t  th i s  should 
he met by the in tro d u c tio n  of a Premium Bonus system in  the  to o l 
room in to  which th e  l-%d p er hour bonus now paid  should m e rg e .'( l)
The b as ic  week was a lso  reduced from 54 to  50 hours with one in s te ad  
of a two break system. The Premium Bonus system which was a  form 
of payment by r e s u l t s  was h eav ily  in fluenced  by American p ra c tic e s  
and g en era lly  in troduced by E .E.F. fed e ra ted  firm s from th e  tu rn  
of th e  century . I t  had many v a r ia tio n s , of which th e  b e s t known 
were the Rowan and Halsey systems, but a l l  were based on e s ta b lish in g  
a f ix e d  time f o r  a worker, o r group of workers, to  do a  job .
'However long he took, he would ge t the time r a te  f o r  the  hours woiked, 
but i f  he d id  th e  job in  le s s  than the  f ix e d  tim e, the  saving would 
be d iv ided  between the  worker and the em ployer.' (2)
The Vauxhall management was never happy with th is  system and in  th e  
mid 1920s they devised a p e c u lia r  system of bonus payment of t h e i r  
own having by then  l e f t  th e  E.E.F.
The problems of shortage of s k i l le d  lab o u r, d ilu te e s  and the 
advancement of machine technology continued to  a f f e c t  the  engineering  
in d u stry  and a lso  Vauxhall in  the  immediate post-w ar y ears. The 
boom was to  l a s t  u n t i l  l a t e  1920 and in  th i s  o p tim is tic  atmosphere 
of expansion Vauxhall wished to  remain on good terras with i t s  workforce 
as much as p o ssib le  w ithout s a c r if ic in g  too much in  terms of
(1) Luton A ssociation Minutes l8 th  O ctober,1917. Mid-Anglian 
E .E .F .A rchives.
(2) E ric  Wi^am The Power to  Manage; A H isto ry  of the  Engineering 
Employers F ederation , fLondon 1973.) p . 72.
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m anagerial c o n tro l , h i ^  wages and sh o rte r  hours. In  ad d itio n  
union s tren g th  was in  th e  ascendancy and by October, 1920 the 
re c e n tly  formed Amalgamated Engineering Union gave a  t o t a l  Luton 
membership of over 2,000. ( l )  This was approxim ately a 23% in c rease  
on th e  1917 f ig u re  a t  a  conservative estim ate .
In  Ju ly , 1919 Luton Town H all was burn t down by outraged e x -so ld ie rs , 
denied the  opportunity  to  c e leb ra te  the  V ictory of war a t  Wardown 
Park by the  town co u n c il. (2) This was not a d i r e c t  r e s u l t  of 
s o c ia l i s t  rev o lu tio n ary  m ilitan cy  o r union a g ita tio n  bu t was 
r e f le c t iv e  of th e  m ili ta n t  atmosphere which engendered 'Red C lydeside' 
and th e  general u n rest of the  p eriod . (3) However, such an event 
was u n lik e ly  to  take p lace  a t  any o th er time than 1919 in  L u ton 's  
h is to ry ,  and was u n c h a ra c te r is tic  of a town f a r  le s s  m il i ta n t  than  
o th e r in d u s tr ia l  strong h o ld s .
N evertheless, f o r  Luton em ployers.these were worrying tim es. The 
Trades Council claimed ovj*r 7,000 members (4) and in  January 1918 
th e  la rg e s t  s t r ik e  in  Luton had taken  p lace  over the  ro le  of the 
Local Food. Committee, which many workers f e l t  had been u n fa ir  in
i t s  a l lo c a t io n s . ( 5) The food committee gave way alm ost immediately
and allowed th re e  labour re p re se n ta tiv e s  to  become members in  o rder 
to  appease th e  p ro te s tin g  workers. (6) .
Appeasement became the main p o licy  of th e  Luton firm s includ ing
(1 ) Amalgamated Engineering Union Monthly Journal October, 1920 
exact f ig u re  was 2072, The peak reached was 2111 in  
January, 1921.
(2) Luton News 24th Ju ly , 1919 P-3.
(3 ) One school te x t  book, W.Robson 20th Century B r ita in  (Oxford,
1973 ) p .l0 3 g iv es th e  im pression th a t  the Luton in c id en t was
p a r t  of the  dem obilisation  m utin ies which occured in  th a t  year.. 
There i s  not a shred of evidence to  support th is  view .as i s  
shown in  the  d e ta ile d  account of events in  J.G.Dony 'The 1919 
Peace R io ts in  Luton' The P u b lica tio n s  of th e  B edfordshire 
H is to r ic a l Records Society  V ol.37, 1978.
(4) Luton News 31st January 1918 p .3. - 
Ib id  31st January, 1918 p.5*
Ib id  p .5 and Chamberlain op. c i t  p .15»
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Vauxhall in  d ea lin g  with the  continuing demands by th e  workforce, 
both by n a tio n a l aind lo c a l  union bodies. Attempts were made to  
coun teract union p ressu re  by u n itin g  the Bedford Engineering 
Employers A ssociation with the  Luton A ssociation in  May 1919.( l )
The Bedford a sso c ia tio n  had seven member firm s which tended to  be 
sm aller than those of Luton. Luton had f iv e  members and managed 
to  pursuad.e Kents Limited which was one of the la r g e s t  firm s in  
Luton a t  th i s  tim e to  jo in  in  January 1920.(2) The form ation 
of th e  Bedfordshire Engineering Employers A ssociation  had l i t t l e  
immediate impact in  attem pting  to  improve th e  bargain ing  p o s itio n  
of th e  employers. Luton was s u f f ic ie n t ly  d if f e re n t  in  ch a rac te r  
as a d i s t r i c t  from Bedford to  c rea te  d i f f i c u l t i e s  in  co -o rd in a tio n  
of p o lic ie s ,  and attem pts to  e s ta b lis h  a d i s t r i c t  r a te  f o r  s k i l le d  
and o th er workers proved im possible 'owing to  the  v a r ia tio n s  in  
r a te s  of d if f e r e n t  f i r m s . '(3 )  In  eagerness to  a t t r a c t  workers, 
f u l f i l l  o rders and expand capacity  any attem pts a t  agreements 
between lo c a l firm s were undermined by enticem ent away of lab o u r 
by h igher r a te s  of pay and the  o f fe r  of b e t te r  cond itions and hours. 
By th e  end of 1918 fo r  example Vauxhall had agreed to  a basic  
4? hour week which was p a r t  of th e  n a tio n a l agreement, between 
the engineering unions and th e  Employers F ederation . In  J u ly ,1919 
Vauxhall was fo rced  to  reduce th e  n i ^ t  s h i f t  to  4? hours 'a s  some 
firm s in  Luton a lready  worked a 4? hour p e r  week n i ^ t  s h i f t . '( 4 )
(1) Bedfordshire Engineering Employers A ssociation Minute Book
1919- 1921. Inaugural Meeting 15th  May, 1919. 96 ,Midland Road,
Bedford. Mid A n^ian  E .E .F .A rchives.
( 2) Luton Engineering Employers A ssociation  Minute Book 1918-1920,
18th  January, 1920. Luton A ssociation  kept t h e i r  own m inutes 
u n t i l  June 1920. Mid A n^ian  E .E .F .A rchives,
(3) Luton Engineering Employers A ssociation  Minute Book,
4th December, 1919. Mid A n^ian  E .E .F .A rchives.
(4) Ib id  8th Ju ly , 1919.
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In  e a rly  1920 Hancock complained th a t  trimmers a t  Vauxhall were 
being en ticed  away by Hewitt and Blondeau, a  Luton a i r c r a f t  firm  
'by  o ffe r in g  r a te s  h igher than th e  D is t r ic t  r a te s  i . e .  l / -  p e r h o u r . '( l )  
V auxhall' s were th e re fo re , fo rced  to  r a is e  th e i r  own trimmers r a te s  
in  o rder to  r e ta in  them.
The anx ie ty  of Vauxhall to  avoid d isp u tes  i s  c le a r ly  i l l u s t r a t e d  
by two cases, one of which reached the  c e n tra l conference a t  York.
One of th ese  d isp u tes  p red ic ta b ly , involved the  machine r a t in g  
qu estion , which the s k il le d  unions regarded as fundamental in  
m aintaining d i f f e r e n t ia l s  in  pay and s ta tu s  which they  c o r re c tly  
saw as having been eroded in  the  war years of acute lab o u r sho rtag e .
The f i r s t  case reached c e n tra l conference on the 15th October, 1919 
and was b r o u ^ t  forward by the  Workers Union. (2) This involved a 
d ilu te e  who had jo ined  Vauxhall in  1915 and even tually  became a f u l l  
s e t t e r .  ' The A.S.E. objected to  th i s  a t  th e  end of th e  war and th e  
man was put on sem i-sk illed  work and h is  r a te  was reduced from l i d  , 
to  8d p er hour. The W orker's union claimed th a t  A.S.E. members d id  
ex ac tly  the  same work as th e i r  member and were pa id  considerab ly  
more -  as much as I s  3d p e r hour. Vauxhall management immediately 
t r i e d  to  wash i t s  hands of th e  whole a f f a i r  claim ing th a t  i t  was 
re a l ly  a d isp u te  between the Workers Union and th e  A.S.E. A 
' s a tis fa c to ry  so lu tio n  was a rriv e d  a t  a f t e r  a lo c a l conference h e ld  
in  November, 1919 (3) I t  was decided th a t  the man in  question
(1) Luton Engineering Employers A ssociation Minute Book 4 th  March,1920.
(2) . 'Manning of Machines and Removal of Men.' Minutes of C en tra l
Conference held  a t  York 15th October, 1919. Micro film  
reference  M(9)45. E .E .F .A rchives.
(3) 'Manning of Machines and Removal of Men.' Minutes of Local 
Conference held  a t  Midland Road, Bedford l8 th  November, 1919.
Micro film  reference M(9)45. E .E .F .A rchives.
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should 'rem ain o ff  the machine u n t i l  given s u f f ic ie n t  t r a in in g . ' ( l )
In no way d id  i t  a f f e c t  the  Workers Union designa tion  of s k il le d  
work.
The second involved the question  of overtime which th e  engineering 
unions had banned u n t i l  th e  se ttlem en t of the  44 hour week demand 
by th e  unions a t  n a tio n a l le v e l .  In  May 1920 th e  Vauxhall workforce 
wanted to  h o ld .a  mass meeting on th e  question  of overtime a t  4 p.m. , 
on the  Vauxhall prem ises. The management refused  and so th e  workers 
decided to  hold th e  meeting in s p i te  of t h i s  r e fu s a l .  Faced with 
th is  in tran s ig en ce  th e  management decided to  accede and agreed 
'f o r  th e  time being not to  work overtim e, save on breakdowns e tc  -  
as agreed by th e  unions. '  (2)
In th e  l a t t e r  p a r t  of 1920 the  passive  na tu re  of Vauxhall management 
towards the  unions began to  change. This was mainly caused by the  
d i f f i c u l t i e s  which the  firm  began to  experience from th is  tim e, and 
exacerbated a t  th e  end of the  year by the  s lid e  in to  depression  by 
the economy as a whole. In  essence t h e i r  resentm ent of union 
m ilitancy  was no t s u b s ta n tia lly  d if f e re n t  from most employers of 
the  tim e, and th e  Engineering Employers A ssociation n a tio n a lly , le d  
by th e  fo rm id ib le  S ir  Allan Smith who viewed with alarm  and d i s ta s te  
the  union m ilitan cy  and erosion  of managerial co n tro l in  the  war' 
years and i t s  immediate a fte rm ath . The main d iffe ren c e  was the  
o v er-reac tio n  by Vauxhall management to  events and more im portan tly .
(1) Local Conference 19th November, 1919. Micro film  re f
M(.9)45. E .E .F.A rchives.
(2), Bedfordshire Engineering Employers A ssociation Minute Book 
1919-1921, 6th May, 1920. Mid-Anglian E .E .F .A rchives.
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the  sh o rt-s ig h te d  break with the  E.E.F. in  1921 because th e  
Vauxhall management f e l t  i t  had not had the  back up i t  deserved 
in  some of i t s  d isp u te s . 'Attempts were made as ea rly  as 1919 
to  ro o t out 't ro u b le  makers' a t  Vausdiall. A l e t t e r  in  th e  lo c a l  
p ress  from ' a humble workman' accuses th e  Vauxhall management of 
hypocrisy in  th a t  the firm  claimed i t  could take on 200 s k i l le d  
men bu t in  th a t  very same week a number of 'o ld  s k i l le d  hands' 
were d ischarged , ( l )
The o rig in s  of Vauxhall d is illu s io n m en t with the  E .E .F . concerned 
a d isp u te  which began in  September 1920 and involved payment of 
an operation  known as crank g rind ing . (2) The A.E.U. claimed 
th a t  Vauxhall had paid  Id  in  excess of th e  d i s t r i c t  r a t e , '  but 
re c e n tly  they had a lte re d  th a t  p ra c tic e  by s ta r t in g  a man on th e  
bare d i s t r i c t  r a te  on n i ^ t  s h i f t . '  (3) This was, th e  union 
claimed, con trary  to  the Shop Stewards agreement and a lso  to  th e  
Wages Temporary Regulation Act. ^A fter being re fe rre d  back from 
c e n tra l conference a t  York, another lo c a l  conference decided th a t  
'th e  claim  of th e  union be conceded on th e  condition  th a t  the  
agreement r e fe r s  so le ly  to  Messrs Vauxhall L im ited .' (4)
Hancock was fu rio u s  with the  d ec is ion  and vociferously  explained 
th a t  the  reason f o r  Vauxhall' s ac tio n  was 'a  period  of acu te  c r i s i s '  . 
and th e re  was urgent need fo r  Vauxhall to  reduce co s ts . He
(1) Luton News L e tte r  e n t i t le d  'From War to  Peace' 30th January,1919iP«6.
(2) 'Machine Rating Q uestion '. Minutes of Local Conference Held 
à t  Midland Road, Bedford l? th  September, 1920. Micro f ilm  
r e f .  M(l4)kO. E.E .F.A rchives.
(3) I b id . Local Conference l? th  September, 1920. M(i 4)10.
(4) Bedfordshire Engineering Employers A ssociation  Minute Book 
1919-1921. 6th January, 1921. Mid A n^ian E .E .F .A rchives.
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fu r th e r  s ta te d  th a t  Vauxhall would not, put the lo c a l  conference 
d ec is io n  in to  operation  hu t a f t e r  a long d iscussion  he withdrew 
h is  remarks, ( l )
F u rth e r evidence of the  hardening of a t t i tu d e s  i s  c le a r ly  shown 
in  two d isp u tes  which took p lace  in  the  l a s t  q u a r te r  of 1920 
while the Crank Grinding d isp u te  was pending. The f i r s t  involved 
the  sacking by Vauxhall of e ig h t men in  November, 1920 follow ing 
which th e  employees' union th rea ten ed  a c tio n . Vauxhall -was 
accused of being an ti-u n io n  and had v ic tim ised  th ese  men because . 
of t h e i r  union a c t iv i t i e s .  (2) The sacking of th e  men was not so 
much the  cause of the d isp u te  bu t the  employment of 'men o u tsid e  . 
the  d i s t r i c t . ' (3) At a works conference the management were 
pursuaded to  r e in s ta te  th e  men.
A week l a t e r  150 men were d ischarged, the  reason given was lack  
of work. This was approxim ately 15 p e r cent of th e  to t a l  workforce.
The Unions s ta te d  th a t  a t  l e a s t  40 per cent of the  work fo rce  could 
•be  made redundant according to  th e i r  inform ation from the management.(4)
The Luton News reported  th a t ;
'The men cannot reco n c ile  these  d ism issa ls  with th e  p o s itio n
only a week before when i t  contended the  firm  were seeking men 
from ou tside  th e  d i s t r i c t .  Many of th e  dism issed men, i t  i s  
s ta te d , are  shop stew ards. '  (5)
The Luton News no t a noted pro union newspaper, evidenced by i t s
(1) O p .c it 6th January, 1921.
(2) Luton News 'Another Vauxhall Grievance' 25th November, 1920 p . 6.
(3) Ib id  25th  November-, 1920.
(4) Ib id  25th  November, 1920.
(5 ) Ib id  25th  November, 1920.
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p r in t in g  of 'b la c k  le g ' e d itio n s  of the  D aily Mail during  the  
General s t r ik e ,  questioned V auxhall's harsh a t t i tu d e  in  i t s  
redundancy p o lic y . I t  suggested to  the Vau^diall management 
the  p o lic y  pursued by Gommer Cars during the  coal s t r ik e  of p u tt in g  
men on sh o rt tim e ra th e r  than  carry in g  out wholesale s a c k in g s .( l)
The management's rep ly  was th a t  they  were not a n ti-u n io n  and indeed 
99^ of th e i r  works was unionised . (2) However, i t  was to  become 
in c r e a s in g  y c le a r  th a t  th e  management's in te n tio n  was to  break 
the presence ' o f the union w ith in  th e  firm .
In December th e  blacksm iths s t r ik e r s  asked f o r  an in c rease  in  t h e i r  
hourly  r a te  bu t Hancock b lu n tly  refused  a l th o u ^  th e re  was no 
o b jec tio n  to  an in crease  by the  N ational F ederation . (3) In  th e  
same month the  Workers union enquired of th e  lo c a l a s so c ia tio n  as 
to  th e  r a te s  f o r  a  man working on a  G ridley capstan la th e .  Vauxhall 
management claimed th a t  th e  s e tt in g  up of such a machine was a 
sem i-sk illed  jo b , d esp ite  th e  claim s by the  union th a t  ano ther Luton 
firm  (un-named) p a id  the  s k i l le d  r a te .  (4) This was ano ther example 
of Vauxhall management's e f fo r ts  to  reduce co s ts .
In th e  new year th e  management o ffen siv e  ag a in s t the  unions began in  
e a rn e s t. The onset of th e  depression  and th e  f a i lu r e  to  s e l l  enou^i 
models pu t th e  company under in c reasin g  f in a n c ia l p re ssu re . Hancock 
only saw th a t  th e  immediate so lu tio n  was to  reduce th e  workforce and 
in  uncompromising language he announced to  th e  lo c a l a s so c ia tio n  th a t
(1) Luton News ,25th November, 1920, p .6 .
(2) Ib id  p .6 .
(3) B edfordshire Engineering Employers A ssociation Minute Book 
1919-1921 . I8 th  December, 1920. Mid-AngLian E .E .F .A rchives.
(4) Ib id .
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Vauxhall management was to  la y  o ff  between 500 and 600 worfcers 
and was to  suspend premium bonus and reduce l i e u  r a te s  of paym ents.(l) 
TÎiis d ic ta to r ia l  approach le d  to  p ro te s ts  from th e  A.E.U. d i s t r i c t  
se c re ta ry , Mr. M ullins, th a t  th e  management was in  breach of th e  
York Memorandum of 1914 and th e  Shops Stewards and Works Committee 
agreement of 20th May, 1919. (2) A lo c a l conference was convened 
on the  28th February, but as no agreement was reached the  d isp u te  
was taken to  c e n tra l conference in  A pril. (3) The employers 
fe d e ra tio n  both n a tio n a lly  and lo c a l ly  lo y a lly  backed Vauxhall a t  
th ese  conferences in  f ro n t of th e  unions and a  f a i lu r e  to  agree 
was recorded in  both cases. P r iv a te ly , however, th e re  were s tro n g  
re se rv a tio n s  by the n a tio n a l and lo c a l a s so c ia tio n s  as to  how th e  
Vauxhall management had handled th e  s i tu a t io n .  In  a c o n f id e n tia l 
l e t t e r  from Mr. Brown, the  n a tio n a l s e c re ta ry , to  Mr. Alien the  
lo c a l s e c re ta ry , i t  i s  s ta te d  th a t ,
' employers a re  e n t i t le d  to  stop  a  sys.tem ..of payments by r e s u l t s  
without consu lting  the  work people . . . . . . . . .  I  f e e l  i t  extrem ely
d e s irab le  th a t  the work people should be taken in to  the 
confidence of the firm  and th e  whole of the  circum stances of 
the  case explained to  them .' (4)
At th e  same c e n tra l conference th e  A.E.U. had b ro u # it another 
complaint a g a in s t the Vauxhall management in  th a t  men were being 
induced to  leav e  the  union p a r t ic u la r ly  on being o ffered  prom otion
(1) Beds E.E.A.Minute Book 1919-1921 6th January, 1921 
Mid-Anglian E.E.F.A rchives.
(2) The. York Memorandum was a n a tio n a l agreement between the  
F ederation  and the  engineering union agreed in  1914 but shelved  
fo r  th e  du ra tio n  of the  war. The Vauxhall Agreement of 1919 
obviously app lied  to  p ra c tic e  w ith in  the firm  but th e re  a re
no records av a ilab le  concerning i t s  d e ta i l s .  See Wi^am 
o p .c i t  p .85 fo r  d e ta i l s  of the  York Memorandum.
(3) "TSuspension of Premium Bonus System: A ffects on E arnings'
Local Conference held a t  Midland Road, Bedford 28th February  
1921. N ational Conference a t  York 8 th  A p ril, 1921.. Micro f ilm  
reference  W(3)48. E .E .F .A rchives.
(4) L e tte r  from Mr. Brown E .E .F . to  M r.Allen, Beds E.E .A .6th March, 
1921. Micro film  reference  W(3)48. E .E .F .A rchives.
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to  the  le v e l  of fo rem an .(l) The union claimed i t  was c le a r ly  in  
con traven tion  of th e  Shop S tew ard 's Agreement of 1919 which had been 
drawn up with the  firm . Once again  th e  E .E .F . and the  Local A ssociation  
gave f u l l  backing to  the  Vauxhall p o s itio n  and ' i t  was agreed th a t  
the  question  be allowed to  d ro p .' (2)
D espite th e  lo y a lty  which the  E .E .F . and th e  Local A ssociation  had 
shown to  Vauxhall, Percy Kidner wrote a l e t t e r  of r e s i ^ a t i o n  from 
th e  o rg an isa tio n  in  Ju ly , 1921.(3) Although the  Local A ssociation  
had been aware of th e  growing d is s a t is f a c t io n  of Vauxhall with th e  
em ployer's a sso c ia tio n  i t  was s t i l l  a  g rea t shock to  the  lo c a l  committee, 
who consequently begged Vauxhall to  reco n sid er th e i r  d ec is io n .
Vauxhall board re g re tte d  th a t  they could n o t. This was indeed th e  
climax of the  d iscon ten ted  rumblings which had been f e l t  s in ce  e a r ly  
1920 . Kidner, on behalf of the  board, gives as i t s  main reason f o r
withdrawal because,
'we f e e l  th a t  we cannot adm in iste r agreements such, as the  'shop 
stew ards' en tered  in to  between th e  Employers' F ederation  and th e  
various trad e  unions, and th e re fo re  we fe e l th a t  during the  
continuance of such agreements our only course i s  re s ig n a tio n  from
the F e d e ra tio n . ' (4)
This entrenched an ti-u n io n  p o s itio n  of th e  Vauxhall board co n tra s ted
s ta rk ly  even with the  E .E .F ., not known a t  th i s  time f o r  i t s  s o f t
('1 ') E .E .F.A rchives 'Vauxhall Inducing Men to.Leave Trade Unions'
C entral Conference 8th A p ril, 1921. Micro film  re fe ren ce  W(3)4Ü.
( 2) Ib id  C entral conference 8th A p ril, 1921 W(3)48.
(3) L e tte r  from Percy Kidner, Vauxhall Motors Lim ited to  J.Brown 
E . E . F . S ecre tary . 15th  Ju ly , 1921 Vauxhall Membership F i le ,
Broadway House E .E .F .A rchives.
(4) L e tte r  from Kidner to  Brown 15th Ju ly , 1921 Vauxhall Membership 
F i le ,  E .E .FiA rchives.
157.
approach to  the unions. This was a time of growing unemployment 
■wHich began to  undeimine the  union p o s itio n  and. as e a r ly  as February,
1921' the  lo c a l a sso c ia tio n  were ta lk in g  in  terms of a lock  out over 
the question  of th e  unions ban on overtim e, ( l )  This was the  
beginnings of the  em ployer's o ffensive  a g a in s t the unions which was 
to  lead  to  the Engineering lock  out in  1922. Vauxhall had c le a r ly  
jumped the gun driven  to  do th i s  by i t s  enormous lo s s e s .
The Vauxhall managerial o ffensive  continued th rou# iou t th e  r e s t  of 
1921 with vociferous, bu t in e f fe c tiv e  p ro te s ts  by the  unions.
In  October the  A Æ .U. p resen ted  a number of com plaints to  th e  Luton 
Employment Committee concerning Vauxhall. (2) They accused the 
firm  of im porting labour from ou tside  the  d i s t r i c t  while t h e i r  were 
men a v a ilab le  th r o ù ^  unemployment, in  the  d i s t r i c t  f o r  such work.
The reason why Vauxhall refused  to  take on the lo c a l men was because 
they were u n io n is ts  th e  A.E.U.claimed. I t  was suggested th a t  the 
Employment Committee were help ing  Vauxhall procure th ese  ou tside  
workmen. This was denied by the  committee but were concerned enough 
to  ask Vauxhall to  give an account of th ese  accu sa tio n s. The union 
a lso  accused Vauxhall of working excessive overtime while h i ^  
unemployment p rev a iled .
In  th e  follow ing week the  Vauxhall management re p lie d  to  th ese  accusa tions 
through the columns of the Luton News and th e  leng thy  a r t i c l e  gives 
some in te re s t in g , i f  not unexpected, i n s i s t s  in to  th e  m anagerial
(1 ) Bedfordshire Employers' A ssociation  Minute Book 1919-1921 
24th February, 1921.
(2) Beds and H erts Saturday Telegraph 1 s t  October, 1921 p .6.
'E n g in ee r 's  C om plaints'.
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m otivations of th e  f i r m .( l )  I t  claimed th a t  due to  the  f a i lu r e  
to  s e l l  i t s  product in  adequate numbers i t  had to  reduce th e  p r ic e  
o f ’i t s  ca rs  and th i s  meant a d ra s t ic  reduction  in  c o s t. This was 
ra t io n a lis e d  by c lo sin g  th e  works f o r  a s ix  week period  e a r l i e r  
in  the  year and com pletely review ing i t s  m anufacturing processes 
to  achieve th is  end. Jobs were re  graded and times made more 
' r e a l i s t i c ' .  'The r e s u l t  showed th a t  our labour co sts  could be 
reduced by one th i rd  and our output increased  by approxim ately one 
t h i r d . ' ( 2) In  th i s  way th e  p r ic e  of Vauxhall cars could be reduced.
I t  was obvious th a t  Vauxhall could not ca rry  out th i s  p rocess in  th e  
ru th le s s ly  e f fe c tiv e  way i t  wished i f ,i t  was hampered by agreements 
between th e  E .E.F. and the  un ions, which thus led  to  i t s  re s ig n a tio n  
from th a t  body. Thou#i th i s  l a s t  po-int i s  not s ta te d  in  th e  a r t i c l e  
i t  i s  th e  lo g ic a l  concomitant fo r  such a d ec is io n . In  ad d itio n  th e  
close down could be used not to  re-employ union a g ita to rs  -  a charge 
o ften  le v e lle d  ag a in s t the firm  by the  engineering union which saw • 
th is  as gross v ic tim isa tio n .
Regarding th e  p o in t concerning im portation  of labour, th e  firm  sa id  • 
th a t  t h i s  had been overly exaggerated by the  unions and th a t  only 
2 per cent of the  work fo rce  o r 25 men were engaged from ou tside  th e  
d i s t r i c t  on jobs which lo c a l workers may have applied  f o r  in  s k i l le d  
areas of work. The unions pu t the  f ig u re  a t  over 100, and th a t  men 
were refused  employment i f  they refused  to  undertake to  do o v e rtim e .(3 ) 
"Ihis was union p o licy  a t  th i s  tim e. Hancock, as spokesman f o r  th e
(1 ) 'Vauxhall M otor's Reply' Luton News 6th  October, 1921, p .? .
(2) Ib id  6th  October, 1921, p . 7*
(3) Luton News 6th  October, 1921 p . 7-
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rep lied , th a t  they  had. th e  n ^ i t  to  draw on lab o u r from 
th ro u ^ o u t th e  whole world, i f  they  so wished, ( l )  He d id  no t deny 
th a t  they  refused  to  employ men who d id  not wish to  do overtim e.
L i t t l e  favourable f o r  the  union emerged from th is  p u b lic  exchange 
with the exception th a t  the  Employment Committee agreed not to  help 
procure ou tside  workers fo r  lo c a l  firm s i f  workers were a v a ila b le  
in  the  d i s t r i c t .  Of course , Vauxhall*s merely undertook to  do th i s  
work i t s e l f  by p lac in g  i t s  own advertisem ents in  o th er a reas , a  p o in t 
c le a r ly  s ta te d  by th e  unions a t  the  o r ig in a l hearing  with th e  
Employment committee. (2)
I t  i s  c le a r  th a t  by the  end of 1921 union a c t iv i ty  w ith in  Vauxhall 
had been considerably  subdued and the  management f e l t  th a t  i t  was 
once again  in  con tro l of i t s  a f f a i r s .
The Luton Branches of the A.E.U. iAiich now numbered te n  s t i l l  remained 
.active  in  th e  d i s t r i c t  although by June 1921 i t s  membership had 
f a l le n  from a peak 2111 in  December, 1920, (3) to  1759. (4) This 
downward tre n d  was to  continued, hastened by the 1922 engineering 
employers lo ck -o u t, u n t i l  an i n t e r —war n ad ir  of 338 was reached in  
June 1927, as the follow ing ta b le  in d ic a te s :
(1 ) Luton News 6th  October,.. 1921, p . 7.
( 2) Beds and H erts Saturday Telegraph 1 s t  October, 1921 p .6 .
(3) The Amalgamated Engineering Union Monthly Journal membership 
f ig u re s  fo r  Luton D is t r ic t  No.10 d iv is io n  December, 1920.
(4) The A.E.U.Monthly Journal membership f ig u re s  Luton d i 's t r i c t  
No.10 d iv is io n , June, 1921.
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TABLE 24 A.E.U.Membership Figures f o r  Luton 1920-1934» (3)
Year Total membership Number of branches
1920  1895 ’ 10
1920  2111 10
1921 1759  10
1922  1166  8
1923  760 7
1923  491 4
1924 526 4
1925  426  4
1926  426  3
1927  338 3
1928  391 3
1929  403  , 3
1930  428  3
1931 409  '  3
1932  386  3
1933 402 3
1934  591 3 .
1934 ' 788 . ’ • 3
This downward tre n d  in  the A.E.U. membership'was a lso  h eav ily  in fluenced  
by r is in g  unemployment which peaked in  A pril 1921 and remained above 
one thousand u n t i l  1924 and rose once more with the onset of th e  
g rea t Depression of the e a r ly  1930s.
(1) Source; A.E.U.Monthly Journals  1920 June 1921, and A.E.U. 
Q uarterly  Reports 1921-1934.
I6 l .
TABLE 2'5 Unemployment in  Luton 1920-1934. ( l )
Year Month Number unemployed Percentage unemployed 01
'  T in su red  Luton workforce
1920 Jan. 880 3 .8
1920 Oct. 740 3 .0
1921 Jan. 3,210 .14 .0
1921 A pril 4,140 18,0
1921 Oct. 3 ,7 3 0 1 6 .0
1922 A pril 2 ,9 6 0 12.8
1923 Sept. 1 ,9 0 8 - n/ a
1924 A pril 993 n/ a
1925 A pril .560 N/A
1925 May 362 n/ a
1926 March 339 n/ a
1926 Dec. 1,046 n/ a
1927 A pril 724 N/A
1928 A pril 420 .N/A
1929 May 515 n/ a
1930 Aug. 1 ,3 9 2 N/A
1931 Aug. 2 ,5 0 9 N/A
1932 Nov. 3 ,7 6 5 11.4
1933 Jan. 3 ,7 1 7 11 .Ô
1933 Aug. 1 ,3 2 0 3 .7
1933 Sept. 976 2 ,7
1934 Jan. 2 , 2 7 6 ^ 6 ,8
1934 May 462 1 .3
1934 Dec. 2 ,7 3 9 7 .7 ,
(1 ) Source; P erio d ic  re p o rts  from the  Luton Employment O ffice  p r in te d
in  the  Luton News. Unemployment f ig u re s  fo r  Luton alone were 
not published in  the Labour G azette u n t i l  a f t e r  the 2nd World War.
The M inistry  of Employment o ff ic e  could not o r would no t fu rn ish  
the  f ig u re s  f o r  the in terw ar y ea rs . This source th e re fo re  had 
to  be used and gives a  f a i r l y  accu ra te  p ic tu re  of unemployment as 
measured by Government departm ents a t  the tim e.
The 1920 's  f ig u re s  are  f a i r l y  uniform and a re  s t r a i ^ t  re p o r ts  
of the Luton employment o ffic e  f ig u re s .  However, in  th e  1930s 
the  e d ito r  wished to  show how com paratively low the Luton 
unemployment f ig u re s  were in  comparison to  the  r e s t  of th e  country , 
and showed th e  percentage unemployment f ig u re  on what was known to  
be a more accu ra te  f ig u re  than th a t  used by the Luton Employment 
l ) f f i c e . Thus the f ig u re  i s  low er than the o f f ic ia l  f ig u re s  
a l th o u ^  lo se s  the  element of comparison with the  r e s t  of th e  
country as th ese  percentages were a lso  ca lcu la ted  on th e  old f ig u re s .
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In  1921 and 1922 th e  main issu e  concerning lo c a l  labour was the h i# i  
unemployment which was more severe in  these  years fo r  Luton than i t  
was to  be in  the depression of the  1930s, c le a r ly  in d ica ted  in  
ta b le  25 . The resentm ent ag a in s t Vausdiall smouldered in to  1922 
and in  March a dem onstration took p lace  ou tside  the  woiks by 
unemployed men p ro te s tin g  ag a in s t the  firm  continuing to  woik 
overtime while men in  the d i s t r i c t  were out of work, ( l )  However, 
fo r  the rem ainder of 1922 th e  engineering in d u stry  became consumed 
by the  s t r u g ^ e  involved in  th e  lo ck -o u t, a campaign with which 
Vauxhall was not d ir e c t ly  involved bu t had the  e f fe c t  of fu r th e r  
reducing A.E.U. membership in  th e  firm . The lock -ou t was p a r t ic u la r ly  
e f fe c tiv e  in  Luton and Federated firm s rep o rted  l i t t l e  more than v erbal 
p ro te s ts  from th e  unions and the  cond itions l a id  down by th e  employers 
were re lu c ta n tly  accepted. (2) By 1923 the  engineering unions 
s tren g th  had e f fe c tiv e ly  ebbed and membership was only one th ird  of 
the  e a rly  1922 f ig u re  by the  end of th a t  year. (3)
T hrou^ou t the  1920s, however, Vauxhall ' s rep u ta tio n  as an employer 
in  the lo c a l i ty  was not h igh . In s ta n t d ism issa l, la y -o f f s  with 
l i t t l e  o r no n o tice  and v iru le n t a n t i - t r a d e  unionism are  c r i tic is m s  
le v e lle d  ag a in s t th e  management in  th i s  p erio d .
Footnote ( l )  page I 6I  continued.
I t  must a lso  be noted th a t  sharp v a r ia tio n s  w ith in  one year, as l o r  
example 1933, a re  p a r t ia l ly  explained by the  seasonal n a tu re  of th e  
Luton h a t tra d e . In  the 1920s the  h a t tra d e  was h i t  l e s s  severe ly  
than the  engineering trade  p a r t ic u la r ly  a t  the  beginning of the decade 
but the 1930 's  Luton experience was th e  rev erse  with the  h a t tra d e  
beginning a sharp decline  which.emphasised i t s  seasonal na tu re  more 
accu te ly  than in  previous decades. The engineering in d u stry  fa red  
much b e t te r  in  th e  193G*s depression  than th a t  of the e a r ly  1920s.
This i s  c le a r ly  shown by the  ac tu a l low er peak of unemployment in  
the 1930s and more c le a r ly  by the  much lower percentage unemployment 
fo r  Luton as a whole.
(1 ) 'Overtime; Unemployed Demonstration a t  Vauxhall Works'
Luton News 30th March, 1922 p .? .
(2) Beds. Engineering Employers A ssociation  Minute Book 1921-1923* 
l4 th  March, 1922.
(3) Source; A .E.U .Quarterly Reports f ig u re s  as quoted in  Table 22,
p .160 .
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• I t  was h e l l  in  those days. I 'v e  seen men sacked f o r  washing 
t h e i r  hands as the  hoo ter blew. I  came in  1929 s-nd i t  was ju s t  
• ^a good old sweat shop in  those days -  th e y 'd  sack you ju s t  l ik e  
t h a t . '  ( l )
Harold Home, el long serv ing  Vauxhall employee and A.E.U. shop 
stew ard, r e c a l ls ,
'The s to r ie s  th a t  a re  to ld  by ea rly  Vauxhall employees i t  ^
was sa id  th a t  to  hold a tra d e  union card , to  have i t  known meant 
in s ta n t  d ism issa l. I t  was im possible to  dec lare  your union 
membership, and l ik e  most firm s a t  the  tim e, in  s la c k e r  periods 
you were l a id  o f f .  S to rie s  a re  to ld  of how, a t  any time of th e  
day th ey 'd  come to  the end of a run . There was a shortage of 
m a te ria l or whatever. The foreman would come round with a board 
saying 3 o'clock.* That meant a t  3 o' clock everybody clocked out 
and went home. ' (2) .
P e te r  Vigor another long serv ing  Vauxhall employee and one'tim e e d i to r  
of th e  ' Vauxhall M irro r' confirms a s im ila r  p ic tu re  of u n ce rta in ty  
of employment,
'My fa th e r  s ta r te d  a t  Vauxhall Motors in  1916 he went in to  th e  
machine maintenance d iv is io n . In  1922 he became a  foreman, but 
when work slackened a t  Vauxhall -  i t  was boom-slump, boom and
slump, he was demoted to  a super g rade but he wanted to  be
foreman and ge t back on the  ' s t a f f .  (This meant g re a te r  s e c u r i ty  
and no 'la y o f f s ' in  s lack  p e r io d s .)  My fa th e r  s ta r te d  me a t
( l)  Quoted from Graham Turner The Gar Makers (1963 Penguin e d itio n  
1964) p .123.
(2) In terv iew  with Harold Home (taped  Ju ly  1978)
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Vauxhall as an o ffic e  boy in  1927» His id ea  was th a t  I  should 
s ta y  on a t  Vauxhall u n t i l  I  was 16 to  g e t an ap p ren ticesh ip .
'Then he sa id  th e re  was no fu tu re  in  the  in d u stry . " F ir s t  of . 
a l l  I'm  foreman. Then down graded. Then made up ag a in ."
So he took me away.' ( l )
Vauxhall and the Movement Towards D irec t C o n tro l.
A recen t p iece of research  on Vauxhall managerial p o lic y  in  the  perio d  
p rev iously  reviewed attem pts to  dem onstrate th a t  'V auxhall showed a 
g re a te r  tendency than most B r it is h  firm s to  move in  th e  d ire c tio n  of 
d ire c t  con tro l and Fordism .'(2 )  I t  i s  the  in te n tio n  of th i s  sec tio n  
to  examine the  v a l id i ty  of th is  view point.
The s ta r t in g  p o in t must be an explanation  of what i s  meant by D irec t 
Control; Fordism and re la te d  managerial s tr a te g ie s .  I t  has been 
argued th a t  the  an ta g o n is tic  re la tio n sh ip  between lab o u r and c a p ita l 
forced  c a p ita l (management) to  adopt new production methods to  in c rease  
i t s  con tro l over th e  in te n s i ty  of work. (3) Braverman emphasises th e  
importance of the use of machine technology. By in tro d u c in g  new 
machinery management can b u ild  a con tro l fu n c tio n  in to  th e  machinery 
which enables d ire c t  con tro l over th e  workforce. (4) The move towards 
a theory  of s c ie n t i f ic  management evolved by F.W .Taylor and h is  
d is c ip le s ,  who developed methods of tim ing opera tio n s, was p a r t  of 
th is  attem pt to re f in e  d ire c t  co n tro l s t r a te g ie s .  Such s tr a te g ie s
(1) In terv iew  with P e te r Vigor (taped) October, 1978.
(2) Wayne Lewchuk 'Technology, Pay Systems and Motor Companies'
Paper p resen ted  to  the SSRG Conference on Business and Labour 
H isto ry , The Business H istory  U nit, London School of Economics. 
23rd March, 1981. P a rt of unpublished P h .D .T hesis .p .18.
(3) H.Braverman, Labour and Monopoly C ap ita l (New York, 1974).
(4) Braverman Ib id  pp 98 & 99*
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can u ltim a te ly  le ad  to  Fordism whereby the  p ro d u c tiv ity  and output 
of th e  worker i s  co n tro lled  by th e  pace of autom atic conveyors on
flow assembly l in e s .\ -
C ritic ism  has been le v e lle d  a t  th e  Braverman model f o r  over emphasis 
on machine pacing and Friedman argues th a t  c a p ita l  has not been 
l im ite d  to  methods of d ire c t  co n tro l th r o u ^  machine pacing , b u t has 
a lso  adopted a l te rn a tiv e s  which he c a l ls  responsib le  autonomy, ( l )
By th i s  i t  i s  meant th a t  th e  worker r e ta in s  a  g re a te r  degree of 
con tro l over th e  production d e c is io n s . Others have c r i t i c i s e d  
Braverman fo r  ignoring  the  human element in  the  so c ia l r e la t io n s  of 
the  workplace and th a t  welfarism and paternalism  were s ig n if ic a n t  
s tr a te g ie s  by which management aimed to  s h i f t  la b o u r 's  p ercep tio n  
of- c a p i ta l .  (2) Attempts in  the  in te r-w a r years to  implement the  
c la s s ic  forms of co n tro l, as advocated by Taylor, were made through 
the  ap p lic a tio n  of the Bedaux system. This was a m odified v ersio n  
which gained some p o p u la rity  in  B r ita in , and which was ap p lied  to  
much la r g e r  concerns than the  r e la t iv e ly  sm all Vauxhall firm .
T a y lo rite  views were widely d iscussed  in  th e  in d u stry  bu t th e re  i s  
l i t t l e  evidence th a t  any fa c to ry  pu t them in to  p ra c tic e  in  th e  wholesale 
and s p e c if ic  ways advanced by advocates of such system s. The Bedaux 
system fo r  example was only pu t in to  operation  in  one ca r  firm  in  
B r ita in  -  th a t  of Rover. (3) G enerally such systems of d i r e c t  co n tro l 
d id  no t f in d  wholesale acceptance in  B r it ish  in d u stry  and tended to
(1) A.L.Friedman Industry  and Labour (1977) P*78.
(2) B.Palmer 'C la ss , Conception and C o n flic t: The Thrust f o r  
E ffic ien cy , Managerial Views of L abour.' Review of Radical 
P o l i t ic a l  Economy 1975*
(3) Craig R .L i t t le r  'R a tio n a lisa tio n  and Worker R esistance in  B r i ta in  
Between the  Wars' Background paper seminar a t  K ing 's College 
■Research Centre. 23rd February, 1981.
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be unpopular by th e  1930s. ( l )  In  Luton f o r  example Messrs George 
Kent wrote to  the  B edfordshire Engineering Employers A ssociation about 
th e 'd e s i r a b i l i ty  of in troducing  the Bedaux system in to  th e i r  works.
In a rep ly  the  lo c a l  a sso c ia tio n  s ta te d  i t s  views in  a question  and
answer form:
Question Reply
•1. Whether th e  Federation looks No, d e f in i te ly ,  no.
k in d ly  on th e  'Bedaux' system 
of payments by re s u l ts  as * 
compared with d ire c t  p iece  work?
2. Whether th e re  i s  any ob jec tion  Desperate re s is ta n c e  may be
to  changing over to  any system expected from Trade Unions,
of th a t  type?
. ■ , . . , The unions w ill not have th e
3. T heir considered opinion as to  system a t  any p r ic e .  Nothing
whether i t  would he d e s ira b le  annoys them more than  Bedaux. 
to  adopt t h i s  system as  an There have been h a lf  a dozen,
a l te rn a t iv e  to  d ire c t  piecework? s tr ik e s  a g a in s t i t .
4 . Gan they give us the name or Hoffman's of Chelmsford,
names o:^  any Federated firm s They only managed to  adopt
who are  working the Bedaux . i t  in  a very s lack  p erio d ,
system? ' when the unions were not '
strong  enough to  r e s i s t . '
(2)
In  ac tu a l f a c t  Lewchuk s ta te s  th a t :  'I n  i t s  f in a l  s ta te ,  the  Vauxhall ■ 
system c lo se ly  resembled the Ford system . '  (3)
His s ta r t in g  p o in t f o r  th is  a s se r tio n  i s  based on th e  views of the 
pre-w ar Vauxhall manager, L.H.Pomeroy, idio in  an a r t i c l e  published  in  
19l 4 s ta te d  th a t  th e  drawing room should be made th e  nerve cen tre  of 
a l l  m anagerial o rg an isa tio n  from which a l l  in s tru c tio n s  should be issu ed
(1) L i t t l e r  op. c i t . Revealed in  d iscussion  follow ing th e  p re se n ta tio n  
of the paper.
(2) P r iv a te  and co n fid en tia l l e t t e r  from Beds E.E.A. to  Messrs.
George Kent Lim ited. 6th September, 1937* Box f i l e  f o r  Kent 
Lim ited. M id-anglian E .E .F . Archives.
(3 ) W.Lewchuk ' Vauxhall : The Move Towards D irec t C on tro l' P a r t  of 
paper e n t i t le d  'Technology and Managerial P ra c tic e  in  th e  Car 
Industry  to  th e  Early 1920s.' P resen ted  to  The Working Group 
of the  Social H istory  of Car Workers in  B r ita in  a t  the  London 
School of Economics, A pril, 1981, p .47.
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and a l l  in form ation co llec ted  'and i s  then responsib le  f o r  work 
p lanning , sequence of operations and tim es th e re fo re , ' ( l )  To 
in te rp r e t  th i s  as a  move towards d ire c t  co n tro l can be m isleading.
There i s  no evidence th a t  Vauxhall even tua lly  reorgan ised  along
th ese  l in e s .  A d esc rip tio n  of the  Vauxhall Works in  1920 does not
in d ic a te  th a t  th i s  was the case. (2) In  f a c t  Vauxhall came in to
l in e  with the general p ra c tic e  w ith in  the  engineering in d u stry  by
being re lu c ta n tly  forced  to  adopt the  premium bonus system in  1917(3) "
a system which Lewchuk admits was used in  B rita in  as a  v iab le  a l te r n a t iv e ,
to g e th e r  with the  c u lt iv a tio n  of common in te r e s ts  between c a p ita l
and lab o u r because i t  was seen 't o  be p o te n tia l ly  more p ro f ita b le
than d i r e c t  co n tro l through m echanisation ' as proposed by Braverman.(4)
In  ad d itio n  Pomeroy's a r t ic le  must be viewed as general comments 
d ire c te d  to  the in d u stry  as a whole, and while new id eas  on management 
were o ften  d iscussed  p a r t ic u la r ly  a f t e r  the  war, th e re  was l i t t l e  
opportunity  to  pu t in to  p ra c tic e  t i t t e r  methods of d i r e c t  co n tro l, 
up to  1922 w ithout the f u l l  consent of the  work fo rce , such was the  
power of the unions a t  th is  tim e.
Lewchuk sees the dec is iv e  move towards d ir e c t  con tro l in  Vauxhall 
occurring  in  1921 when the market f o r  motor v eh ic les  co llapsed  and th e  
firm  was forced  to  take d ra s t ic  a c tio n . (5) The fa c to ry  was c losed  
fo r  s ix  weeks during which each of the  6,000 jobs were s tu d ied , tim ed
(1 ) L.H.Pomeroy 'Automobile Engineering A fter the War, ' Proceedings 
of the I n s t i tu te  of Automobile Engineers Vol.IX, 1914, p .22.
( 2). 'The Works of Vauxhall Motors ' The Automobile Engineer June, 1920.
(3) Luton A ssociation Minutes l 8th  O ctober,1917* Mid-Anglian E .E .F . 
Archives; see a lso  page l4 7 .
(4) Lewchuk 'Technology, Pay Systems and Motor Companies' op. c i t  p . 3*
(5) Lewchuk Ib id  p .18.
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and assigned  to  a  sp e c if ic  grade of lab o u r. Premium bonus was 
dropped and th e  firm  withdrew from the  Engineering Employers F ederation  
over th e  question  of works committees. ( l )
A fter th i s  time Lewchuk s ta te s  th a t  Vauxhall adopted ' what appears 
to  have been s tr a ig h t  day w ork.' (2) Such a statem ent s tro n g ly  
suggests th a t  th i s  i s  pure sp ecu la tio n  and no evidence i s  c ite d  to  
back th i s  view. Indeed one fe a tu re  of th e  s t r a i ^ t  day work system, 
even tu a lly  adopted a t  Vauxhall in  th e  l a t e  1950s, i s  th e  in crease  in  
the  number of foremen. This i s  because when bonus in cen tiv e  schemes 
are abandoned th e re  i s  much more of a need fo r  d ire c t  overseeing by 
s ta f f  to  induce workers to  m aintain le v e ls  of output. There i s  no 
evidence th a t  the number of foremen s u b s ta n tia l ly  in creased  in  th i s  
p eriod .
In  1925 Vauxhall management claimed th a t  i t  operated an 'e f f ic ie n c y  
system .' (3 ) The workers were paid  a base r a te  p lus a supplement 
s ta te d  as a percentage of th e i r  base ra te ,-  This percentage r e f le c te d  
the  firm s c a lc u la tio n  of the  value of the  worker to  th e  firm .
Automobile Engineer remarks on th e  uniqueness of th is  payments system 
and s ta te s  the  'system  of e ffic ie n c y  pay has been adopted which tak es  
in to  account both q u an tity  and q u a lity  of w ork.' (4) This phrase i s  
p a r t ic u la r ly  rev ea lin g  and when juxtaposed with the comment th a t  
' Vauxhall have achieved the  happy mean between the  two extremes of
(1 ) Vauxhall Membership F ile  E .E .F .A rchives. L e tte r ;  Vausdiall to  
E .E .F .15th  Ju ly , 1921. See p .156.
(2) Lewchuk op. c i t  Vauxhall: The Move Towards D irect Control p .46.
(3 ) The Works of Vauxhall Motors Limited Automobile Engineer 
October, 1925 Vol.XV No.20?.
(4) Ib id  Automobile Engineer October, 1925
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q u a lity  reg a rd less  of p r ic e , on th e  one hand, and cheap standard­
is a t io n  without in d iv id u a lity  on the  o th er, ' ( l )  i t  i s  c le a r  th a t  th i s  
e ffic ie n c y  system was an adaption to  a semi-flow production l in e  
ra th e r  than a  conscious p o licy  by the  management to  d i r e c t ly  con tro l 
the  workforce. In  o ther words i t  was rea c tin g  to  a system th a t  
had evolved ra th e r  than planning one with sp e c if ic  lab o u r con tro l 
elem ents. This system was th e re fo re  to  enhance g re a te r  e ff ic ie n c y  
as i t s  t i t l e  suggests r a th e r  than purely  con tro l the workforce as 
an end in  i t s e l f .  A fter a l l  Vauxhall c le a r ly  had complete con tro l 
of i t s  workers from the con fron ta tions of 1921. Indeed the 
com paratively small Vauxhall concern which employed le s s  than 2 thousand 
workers and produced le s s  than 1-^  thousand v eh ic les  p e r  annum in  
1925 could hard ly  implement the  c la s s ic  systems of co n tro l th ro u ^ i 
production processes which used the speeds of the  mass flow conveyers 
to  d ic ta te  the  work ra te s  of employees.
Lewchuk id e n t i f ie s  s k il le d  workers as being the  main concern fo r  which 
the Vauxhall management were m otivated towards d ire c t  c o n tro l• In  
1921 Hancock complained th a t  production co s ts  were too h i ^  due to  th e  
excessive amount of s k il le d  la b o u r .(2) Lewchuk contends th a t  
machine grading d isp u tes  before and ju s t  a f t e r  th is  time were 
attem pts by Vauxhall management to  reduce co sts  by reducing some s k i l le d  
jobs to  a sem i-sk illed  s ta tu s  and thus be much more on a p a r with
(1 ) Automobile Engineer October, 192j.
(2) ' Vauxhall Motors Reply' Luton News 6th October, 1921 p .7*
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Midland m anufacturers. While th i s  i s  undoubtedly tru e  i t  must be 
remembered th a t  th e  most vociferous and numerous cases took p lace  
before 1921. Even accepting  th i s  view i t  must su re ly  be the  case 
th a t  s k i l le d  lab o u r was h eav ily  r e l ie d  upon in  a m anufacturing 
process th a t  used a semi''flow assembly l in e  and produced q u a lity  
cars in  com paratively low numbers. I t  i s  a lso  known th a t  Vauxhall 
did no t pay i t s  workforce below d i s t r i c t  r a te s  during the  1920s 
but cu t costs  when necessary by la y  o ffs , ( l )  In th i s  way non­
m ili ta n t s k il le d  workers m aintained a reasonable wage and a t  the  
same tim e union a c t iv i s t s  could be excluded. There was thus l i t t l e  
n e ce ss ity  to  implement r ig id  co n tro ls  over the  woik fo rce  as Lewchuk 
suggests.
F in a lly , in  1928 Vauxhall in troduced  the Group Bonus System, which
paid workers bonuses on th e i r  co n trib u tio n  to  a group w ithin  a
departm ent. (2) Lewchuk ends h is  p iece  on Vauxhall by s ta t in g
co n fid en tly  th a t  ' i t  was re a l is e d  th a t  in d iv id u a l p iece  work was
not compatible with flow p ro d u c tio n .'(3 )  By th a t  tim e a crude type
of l in e  had been implemented. (4) However, one of the  main c h a ra c te r is t ic s
of group bonus i s  th a t  i t  has le s s  d ire c t  con tro l elements than
measured day work. Less foremen are  requ ired  as the  men d is c ip l in e
themselves w ithin the group because i f  an ind iv idual slackens h is
e f fo r t  the  group w ill b e ra te  him f o r  jeo p ard isin g  the  bonus of th e
group as a whole (5)* Such a bonus system tends to  conform much more
(1) Luton News, 6th  O ctober,-1921» p . 7.
(2) E.W.Hancock, The Trend of Modern Production Methods The Proceeding^ 
of the  I n s t i tu te  of Production Engineers Session 1927-28 V ol.V ll 
No.2.
(3) Lewchuk op. c i t  'Vauxhall; The Move Towards D irec t C ontro l' 
pp 47,48.
(4) 'The Works of Vauxhall Motors L im ited ' Automobile Engineer 
August 1930. Vol XX No.270 .
See page below which gives a d e ta ile d  account of the group bonus 
system.
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with what Friedman describes as 're sp o n sib le  autonomy* ra th e r  than 
' d i re c t  c o n tro l '.  As Les Cowell r e c a l l s  ' i f  you got someone on 
the  l in e  who d id n 't  want to  work, you d id n 't  have to  see the  foreman 
to  take him away. The men on the l in e  would make sure  he got 
m oved .'(l)
S ir  Reginald Pearson, in  an a r t i c l e  which gives reasons f o r  the change 
over to  measured day work in  1956, exp lains th a t  the major reasons 
were the f a c t  th a t  the  times had become d is jo in te d  and earnings had 
become d isp ro p o rtio n a te  to  output. Glyn Morgan r e c a l ls  'we used 
to  knock h e l l  out of those t im e s . '(2 )  Pearson a lso  revealed  th a t  
the group bonus system was incom patible with progress in  m echanisation. 
'I n  such circum stances e ffic ien cy  would be determined le s s  and le s s  
by the physical endeavours of the o p era tiv es  and more and more by 
tech n ica l planning, app rop ria te  equipment and improved m ethods.' ( 3 )
He l a t e r  s ta te s ;
'P u t sh o rtly  and b lu n tly , management today is'com m itted  to  
p re-production  planning and cannot de leg a te  i t s  r e s p o n s ib i l i t ie s  
fo r  co-ord inated  output to  any system o th e r than th a t  c o n tro lled  
by the  management.'(4 )
I t  would seem th a t  Wayne Lewchuk has p redated  the  move towards d i r e c t  
con tro l a t  Vauxhall by some 30 years.
I t  i s  c le a r , however, th a t  th e  Vauxhall management d id  use the workforce
(1 ) In terv iew  Les Cowell (taped) March, 1980.
( 2) In terv iew  GLyn Morgan (taped) December, 1979, He means here th a t  
the men found l i t t l e  d i f f i c u l ty  in  achieving the s e t  tim es and 
earned huge bonuses.
(3) S ir  Reginal Pearson ' From Group Bonus to  S t r a i ^ t  Time Pay' . 
Journal of In d u s tr ia l  Economics, October, 196O p . l l 6 .
(4) Ib id  p .117.
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as a scapegoat f o r  i t s  f in a n c ia l f a i lu r e s .  The view taken was 
th a t  i f  the  union m ilitancy  w ith in  th e  firm  could he broken, then 
cost reduction  could follow  which would enable the concern to  
become more p ro f i ta b le .  That th i s  d id  not happen i s  p a r t  testim ony 
of the  f a i lu r e  to  id e n tify  by the  Vau^diall management, the re a l weaknesses 
of the  company. Graham Turner excuses th e  management by exp la in ing  
th a t  ' i n , th e  1920s Vauxhall was not n o ticeab ly  d if f e r e n t  from the 
h ire -a n d - f ire  employer ty p ic a l of th e  motor t r a d e . ' ( l )  There i s  
a g rea t deal of t ru th  in  such a statem ent i f  one takes in to  account 
the  d ic ta to r ia l  a t t i tu d e s  and p a te r n a l i s t ic  nature of Fords, A ustin 
and M orris but such companies could sug^r th e i r  a u th o r ita r ia n  p i l l  
by paying wages h i ^  above th e i r  re sp ec tiv e  d i s t r i c t  r a te s .  (2) In  
1927 earnings in  motor m anufacturing were 28 p e r cen t h ig h er than in  
general engineering. (3) Vauxhall could not a ffo rd  to  pay h ig h sr 
than the  Luton d i s t r i c t  r a te ,  and i t s  is o la te d  p o s itio n  in  Luton, f a r  
from th e  engineering cen tres ensured th a t  no in ten se  com petition f o r  
s k il le d  and o ther labour need be so acu te . M orris, a l th o u ^  in  a 
s im ila r  s itu a t io n  to  Vauxhall in  terms of lo c a tio n , was very p ro f i ta b le  
in  th i s  period  and combined a p o licy  of high wages in  re tu rn  fo r  
d ic ta to r ia l  c o n tro l .
A dditionally  the  Vauxhall la y  o ffs  must have been f a r  h a rsh e r given 
the u n certa in  fu tu re  of the  company as i s  adequately described  by the  
experience of P e te r  Vigor, and h is  f a th e r .  (4)
(1 ) G.Turner The Car Makers (1963, P e lican  e d i t .1964) p .123.
(2 ) See fo r  example Austin quoted in  Wigham o p .c i t .p .198
• (3) Ib id  Wigham p .198.
(4) P e te r  Vigor in terv iew  quoted on pp.163,164.
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Conclusion
Vauxhall had shared in  the  in c reasin g  in te n s i ty  of n a tio n a l 
management-labour re la t io n s  in  the  engineering in d u stry  between 1916 
and 1920, ' Management's d e s ire  to  regrade work r e s u l t in g  from tech n ica l 
advances in  machinery had to  be approached cau tio u sly , as th e  engineering  
unions increased  in  power. Pomeroy saw th e  Vauxhall p o s itio n  as 
being worse than th e  Midlands where he complained sem i-sk illed  and 
u nder-ra ted  men c a rr ie d  out work on cap stan , m illin g  and grinding  
machines, while f u l ly  ra te d  men were used a t  Vauxhall. ( l )  Anxious 
to  su s ta in  output in  the o p tim is tic  post-w ar years, the  Vauxhall 
management d id  no t p ress  i t s  demands fo r  regrading  what had once been 
s k il le d  jobs to  a sem i-sk illed  s ta tu s .  The Bedfordshire Engineering 
Employers A ssociation was unable to  e s ta b lish  a d i s t r i c t  r a te ,  and 
attem pts a t  coord ination  between Bedford and Luton firm s s ig n a lly  
fa iled '.
The s itu a t io n  ra p id ly  changed towards the  end of 1920 as Vauxhall 
came under in c reasin g  p ressu re  as a r e s u l t  of f in a n c ia l lo s s e s .
A.J.Hancock, the Works Manager, id e n tif ie d  the  problem as being due 
to  an excessive amount of s k i l le d  labour which had th e  e f fe c t  of 
keeping Vauxhall lab o u r co sts  a r t i f i c a l l y  h i ^ .  (2) I t  th e re fo re  
became the  o b jec tiv e  of the  management to  ca rry  out what i t  had been 
unable to  do before  1920 -  regrad ing  and r e - r a t in g  machine o p era tio n s . 
Hancock believed  th a t  th is  could only be c a rr ie d  out by management,
(1 ), L e tte r  from L.H .Pomeroy to  the  E .E .F . 7th Feb., 1917 D(8)2,
E .E .F .A rchives.
(2) Luton News 6th  October, 1921, p .7.
174.
and r e a l iz in g  th a t  th i s  would he in  contravention  of th e  Shop 
Stewards Agreement drawn up between the  engineering unions and th e  
E .e '.F ., he decided th a t  the  only recourse was to  re s ig n  from the  
E.E.F. to  give management a to t a l l y  f re e  hand. The fa c to ry  was 
th e re fo re  closed f o r  a s ix  week period  and jobs were re-tim ed  and 
regraded. Premium Bonus was dropped and an E ffic ien cy  System 
ev en tua lly  came in to  being -  a system p e c u lia r  to  Vauxhall. This 
was undoubtedly a sharp move in  the  d ire c tio n  of g re a te r  managerial 
c o n tro l, but i t  would be m isleading to  in te rp r e t  th i s  as a move 
in  the d ire c tio n  of a F o rd is t system of d i r e c t  c o n tro l . Even in  
1925 when the  Vauxhall works was expanded and reorgan ised  the  system 
of production and o rg an isa tio n  was not advanced, nor was the output 
of v eh ic les  la rg e  en o u ^  to  conform to  the  F o rd is t system.
The adoption of the  Group Bonus System in  1928 was a move away from 
the  c la s s ic  forms of d ire c t  co n tro l and could be described  as 
conforming to  a, g re a te r  degree to  what Friedman d escrib es as s e l f  
autonomy. Even in  the 1930s when Vauxhall reorgan ised  in  accordance 
with c la s s ic  forms of assembly l in e  production using autom atic 
conveyors. Group Bonus remained, and was to  continue to  do so u n t i l  
1956 ,  when i t s  abandonment was n e c e ss ita te d  by the in s ta l l a t io n  of 
advanced m echanisation.
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CHAPTER SIX The B a r t le t t  Years; In d u s tr ia l  R elations 
P o lic ie s  1929- 1950.
We have seen how in  the 1920s under p ressu re  from i t s  heavy f in a n c ia l
lo sse s  Vauxhall Management d e a lt  h a rsh ly  with the  unions and even tua lly
crea ted  an uncompromising regime in  i t s  dealings with the  workforce.
By contra st the  B a r t le t t  period  of managerial con tro l under General
Motors, does appear to  have been one of s ta b i l i t y  and e n li^ te n m e n t.
However, the p e rio d , 1929-1953i was very much one of expansion and
huge p r o f i t a b i l i ty  and few of the  problems which b ese t Hancock, Walton
and Kidner occured under h is  'golden re ig n . ' How then d id  B a r t le t t
achieve th is  peacefu l s ta te ;  peaceful en o u ^  fo r  Vauxhall to  be
dubbed 'th e  tu rn ip  p a tc h . ' J s  th i s  view to ta l ly  tru e ?  Outwardly
i t  would appear so . There were no major s tr ik e s  in  th e  period  and
such d ispu tes  th a t  did e x is t ,  mainly in  th e  Second World War, were
described  by S ir  Reginald Pearson as stoppages and la s te d  f o r  a few
hours a t  the  most, ( l)
B a r t le t t  achieved these ends in  a number of ways. F i r s t ly ,  he aimed 
a t  c rea tin g  a more s tab le  workforce which was not prone to  the  
u n c e r ta in tie s  of la y -o ffs  in  sh o rt tim es. Harold Home, a m il i ta n t  
communist A.E.U. shop stewaid. (and l a t e r  Convenor) s ta te s ;
'He (B a r t le t t )  began to  in troduce schemes, vrtiere in  bad tim es,
^ e r e  o ther companies l ik e  Ford, would la y  o ff workers -  B a r t l e t t  
would t ry  to  keep them on by doing jobs l ik e  clean ing  up, p a in tin g  
machinery, re p a ir in g  windows, th in g s  l ik e  th is .  B a r t le t t  acquired  
the rep u ta tio n  of being a good hum anistic p rog ressive  employer 
f o r  these re a so n s ,' (2)
(1 ) In terv iew  with S ir  Reginald Pearson taped February, 1979.
(2) Harold Home in terv iew  taped Ju ly , 1978.
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Secondly, in  th e  1930s Vauxhall began to  pay good wages compared 
with o th er in d u s tr ie s  in  the  town and compared with o ther ca r  companies 
in  B r ita in . GLyn Davies, a p u b lic  r e la t io n s  o f f ic e r ,  >dio began 
work a t  Vauxhall in  1935 in  th e  body shop re c a l ls  th a t  'Vauxhall 
were paying good Wages. Up to  £3 a week. This meant a long w aiting  
l i s t  to  get a job . Kent Instrum ents (ano ther Luton firm ) paid  
£ l . l 8s a week, which was poor by comparison. ' ( l )  Harold Home 
concedes th a t  Vauxhall had 'a  rep u ta tio n  f o r  paying com paratively 
h i ^  wages, in  excess of the  general s tandard  of wages in  the  motor 
in d u s try . ' (2)
The high lo c a l wage ra te s  of Vauxhall are  given documentary backing 
by the  Bedfordshire Engineering Employers A ssociation , lAich recorded 
in  i t s  minutes continual com plaints from i t s  members concerning the  
'excessive  Vauxhall wage rates.*  As e a rly  as 1934 Skefko and Kent 
were very concerned about 'th e  h i ^  ra te s  being paid  by Messrs 
Vauxhall Motors to  toolmakers and m ill w r i s t s  as compared with those 
paid  by members of the  A sso c ia tio n '(3 ) These com plaints appear 
p e r io d ic a lly  in  th e  A ssociation minutes r i ^ t  in to  th e  1950s.
T hird ly , i t  can be argued th a t  th e  Group Bonus System was one which 
gave a worker some degree of con tro l over h is  work s i tu a t io n  and r e l ie d  
le s s  on d ire c t  means such as the  use of foremen as in  measured day 
work. A lth o u ^  th i s  was in troduced in  1928, a year before B a r t l e t t
became managing d ire c to r , i t  was re fin ed  and improved under h is  co n tro l
(1) GLyn Davies In terview  (taped) Ju ly , 1978.
( 2) Harold Home in terv iew .
(3) B.E.E.A.Minute Book 1934, Ja n ., 1934. Mid-Anglian Archives.
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Under Group Bonus production, workers were formed in to  groups which 
d if fe re d  in  s iz e ,  in  accordance with p la n t and production  fe a tu re s .
All machining, assembly and o th e r group work was su b je c t to  a tim e 
study , and each group had a  tim e standard  by ^ i c h  i t s  d a ily  and 
weekly output could be judged. Each member of th e  group was ensured 
a b as ic  hourly  r a te  of pay bu t when group e ff ic ie n c y  exceeded 75 p e r  
cen t every group member was e n t i t le d  to  Group Bonus in  accordance 
with a  published  ta b le .
Bonus increm ents were s e t  a t  0 .6  p e r  cent f o r  each 1 p e r  cen t r i s e  
in  e ff ic ie n c y  between 75 &nd 90 p e r  cent; and a t  1 p e r  cent bonus 
between 91 and 100 p er cen t. This bonus rose to  10 p e r  cen t f o r  
90 p e r cent e ff ic ie n c y , and 20 p e r  cent f o r  100 p e r  cen t e f f ic ie n c y . 
Group e f f ic ie n c ie s  were c a lcu la te d  and published  d a ily  and cum ulatively 
f o r  ^ 1  the  days in  the week. As a f u r th e r  in cen tiv e  1 .2  p e r  cent 
bonus was paid  f o r  every 1 p e r  cent* e ff ic ie n c y  above 100 p e r cent 
e ff ic ie n c y  achieved. Up to  th e  outbreak of the war in  1939» th e  
o v e ra ll e ff ic ie n c y  of the  fa c to ry  was around 102 p e r cen t, bu t with 
v a r ia tio n s  between groups, ( l )  .
According to  shop f lo o r  workers th e  money earned under such a  system 
was good. Les Cowell, a capstan  o p era to r, who s ta r te d  a t  Vauxhall
in  1937 r e c a l ls  with n o s ta lg ia ,
'As f a r  as I  was concerned i t  was a m arvellous way of earn ing  money, 
. . . .T h e  l in e  I  woiked on was very good bonus we averaged 124% 
p er week. ' We took 130% on odd o ccas io n s .' (2)
(1) S ir  Reginald Pearson 'From Group Bonus to  S t r a i ^ t  Time Pay'
Journal of In d u s tr ia l  Economics, October, I960, pp 113,114.
(2) Les Cowell in terv iew  (taped) March, 1980. Also quoted in
Len Holden 'Think of Me Simply as th e  Skipper; In d u s tr ia l
R elations a t  Vauxhall 1920-1950' Oral H istory  Journal Autumn 
1981, V ol.9 N o.2.p.24. ,
- 178.
The system i s  a lso  re c a lle d  as having produced more of a  group 
atmosphere,
JYou would g e t help from your mates t h e n . . . .  i f  I  had a  h i t  of 
tro u b le  during  the day o r during th e  n ig h t, my mate, who had 
got h is  quota o ff to  earn say 124% bonus would say "What's up 
Les?" I 'd  say "I'm  in  a b i t  of a mess h e re ."  " R i^ t  oh mate 
/ I ' l l  give you a  b i t  of a hand. "And h e 'd  change h is  capstan 
over and ge t stuck in  to  help out with my work, which was
b e n e f ic ia l to  us a l l . ' ( l )
The Group bonus system a lso  ensured th a t  men d isc ip lin e d  them selves 
w ith in  th e  group. GLyn Morgan remembered:
' I f  a chap went to  the  t o i l e t .  You see a t  the  end of each 
se c tio n  was a board. I f  someone was in  the  t o i l e t  lo n g er than  
h is  mates thought they ought to  be, they  would shout "Board, 
board", ' and p o in t to  th e  board where the.bonuses were w ritte n
u p . ' (2)
S im ila rly  P e te r  Vigor, v±io spent some time as a  capstan opera to r, 
r e la te s :
' I f  someone ta lk ed  o r d is tra c te d  ano ther worker the  o thers  in  
th e  group would shout "cuckoo, cuckoo", because they th o u ^ t  
he was f o i l in g  the n e s t. Also la te n e s s  was disapproved of by 
banging the  chuck key so th a t  a l l  th e  group knew th a t  you were 
l a t e . '  (3)
(1) Les Cowell in terv iew ; Holden ib id  p . 24.
( 2) GLyn Morgan in te rv iew .(tap ed ) December, 1979: Holden ib id  p . 24.
(3) P e te r  Vigor in terv iew ; Holden ib id  p . 24.
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D espite h is  comments in  th e  Journal of In d u s tr ia l  Economics th e re  
i s  l i t t l e  doubt t h a t  S ir  Reginald Pearson th o u ^ t  th a t  th e  system 
worked w ell. In  a taped in te rv iew  he p ra ise s  the  system:
'The men knew what to  do in  order to  earn more. They knew 
th e i r  STINT as i t  was c a lle d  on th e  shop f lo o r .  The tim e 
study was f a i r .  I t  was â com fortable working time and i f  they  
wanted to  do a b i t  ex tra  work, they  could. There were never 
any q u a rre ls . Men on th e  l in e  knew most jobs around them so 
i f  a man wanted to  go to  th e  t o i l e t  he could be rep laced  by a 
fe llo w  w orker.' ( l )
Staunch u n io n is ts  took a d if f e r e n t  view. GLyn Morgan, an A.E.U.W, 
convenor,' saw th e  system as 'an  u t te r ly  c a rro t and donkey syndrome. 
From th e  tra d e  union p o in t of view i t  was in iq u ito u s . I t  had i t s  
own d is c ip l in e ,  bu t i t  was s e l f  d is c ip lin e  fo r  the wrong m o tiv e .'( 2 )  
Harold Home, ano ther A.E.U.W.convenor, who a c tu a lly  worked on group 
bonus a l th o u ^  ag a in s t the  system in  p r in c ip le  was le s s  sca th in g  in  
h is  c r i t ic is m .
' I t  became a  m atter of debate l a t e r  about whether i t  was a bad 
move to  a b lish  the Group Bonus System, o r, l ik e  m yself, th ink  
i t  was the  b e s t th in g  we ever d id .' We reached an agreem ent,to  
end the group bonus system. Ford had always been on measured 
day work. Employers th ro u ^ o u t  the  in d u stry  were pushing f o r  
measured day work ( in  the  l a t e  1950s) to  end the constan t
(1) In terv iew  S ir  Reginald Pearson February, 1979.
(2) In terv iew  GLyn Morgan December, 1979.
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d isru p tio n s  on the  shop f lo o r  because a  group would stop work 
because i t  was fixed  a t  a lower r a te .  The only way to  stop 
th i s  was to  go to  a system irre s p e c tiv e  of work done, where 
a b a s ic  r a te  of pay was g u aran teed .' ( l )
In 1955 Vauxhall management began a reassessm ent of the  d e s i r a b i l i ty  
of the  re te n tio n  of the Group Bonus system, and i t  came to  the  
conclusion th a t  i t s  replacement by Measured Day Work was necessary .
The main reasons were cost and increased  m echanisation. F i r s t ly ,  
Group Bonus earnings were becoming too h i ^  and fa c to ry  e ff ic ie n c y  
was s u b s ta n tia l ly  above 100 p e r cent and th e  average bonus was ju s t  
under 60 p er cent on the base r a te s .  Secondly, a la rg e  expansion 
programme was being embarked upon which markedly acce le ra ted  th e  
in tro d u c tio n  of m echanisation. 'I n  such circum stances, e ff ic ie n c y  
would be determined le s s  and le s s  by the physica l endeavours of th e  
op era tiv es, and more and more by tech n ica l planning, ap p ro p ria te  
equipment and improved m ethods.' (2) In  o ther words in c reasin g  
m echanisation could crea te  a s i tu a t io n  whereby workers could earn 
enormous sums under the old Group Bonus r a te s .
The A.E.U. a t  Vauxhall was g en era lly  amenable to  the proposed changes 
because a f t e r  1949 the  union n a tio n a lly  p re fe rre d  Measured Day Work 
because i t  guaranteed h igher b as ic  earn ings. In ad d itio n  resentm ent 
had been created  because production workers had o ften  earned as much 
and sometimes more than s k il le d  workers. The N.U.V.B., which had a 
sm aller membership than the A.E.U. in  Vauxhall, ob jected  to  the  
in tro d u c tio n  of Measured Day Work. Therefore added to  the a t t r a c t iv e
(1) In terv iew  Harold Home, Ju ly , 1978.
(2) S ir  Reginald Pearson 'From Group Bonus to  S tra ig h t Time Pay' 
Journal of In d u s tr ia l  Economics O ct., I960, p . l l 6 .
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conditions of h i ^  s ta b le  earn ings, a h ig h er n i ^ t  s h i f t  premium 
and h ig h er over-tim e ra te s ,  was the  caveat th a t  the  system would 
be reviewed a f t e r  s ix  to  e i ^ t  months of im plem entation a t  the  end 
of 1956 . (1 ) Whatever the m erits  and dem erits of Group Bonus 
th e re  i s  l i t t l e  doubt th a t  many workers and S ir  Reginald Pearson viewed 
th e  system with a  g rea t deal of n o s ta lg ia  p a r t ic u la r ly  in  c o n tra s t 
to  th e  1960s which became a time of considerab le  in d u s tr ia l  u n re s t 
and Vauxhall*s rep u ta tio n  of • t r a n q u il i ty  was besmirched. Such 
n o s ta lg ic  memories only heightened the  re p u ta tio n  of B a r t le t t  as an 
id ea l employer. ‘
Another of B a r t l e t t 's  innovations was th e  in tro d u c tio n  of a  p r o f i t  
sharing  scheme. At th e  21st Ordinary G enei^  Meeting L e s lie  Walton 
announced 't h a t  10 per cent of the n e t p r o f i t s  o f th e  company, a f t e r  
deduction of 6 p e r  cent on the  c a p ita l employed in  the  busin ess , w ill 
be d iv ided  among our employees in  p ro p o rtio n  to  the  wages and s a la r ie s  
they earn . ' (2) Only those employed a t  Vauxhall f o r  more than  one 
year could p a r t ic ip a te  in  the scheme and allowanees were made in  
reco g n itio n  of long se rv ice .
There i s  l i t t l e  doubt th a t  i t  was a popular scheme. P e te r  Vigor 
remembers ' I t  was the  most eagerly  aw aited n o tice  of th e  i^ o le  year.
My b ro th e r  bought a  b icycle  under th is  schem e.' (3) Fred Smith, a 
worker in  the  h e a t treatm ent departm ent,’ adds, 'There was some good 
p r o f i t  sharings. Very good. I  know th e re  was one which was £80 o d d .'(4 )
(1 ) Pearson op. c i t  From Group Bonus . . .  pp 119,120.
(2) Report of 2 1st Ord.Gen.Meeting The Times 1 s t  A p ril, 1935 p . 23 
c o l .4.
(3) P e te r  Vigor in terv iew
(4) Fred Smith In terv iew  (taped) March, 1980. Began work a t  
Vauxhall 1935-
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Harold Home g en era lly  agrees but a lso  o ffe rs  à  reason f o r  i t s
demise; .
'I n  the  f i r s t  two years in  which I  p a r t ic ip a te d  i t  was f a i r l y  
good. This was in  the  e a rly  1940s. Everybody looked forw ard 
to  th i s  hand out in  p r o f i t  sharing.^ Then i t  began to  d ec lin e
in  sum of money year a f t e r  y ea r  to  th e  p o in t where th e
unions reached an agreement with the  company, th a t  on annual 
wage in c reases , on say 4 pence an hour, which th e  company 
e s ta b lish e d  th e  p r o f i t  sharing  scheme worked out a t ,  they would 
ab o lish  th e  p r o f i t  sharing  scheme. '  ( l )
The general im pression given by th e  workers who ta lk e d  about th e  . 
scheme was th a t  r e a l ly  la rg e  annual bonuses were th e  exception r a th e r  
than  the  ru le , p a r t ic u la r ly  in  the  l a t e  1940s and e a r ly  1950s. In  
th e  ‘1950s the  scheme appears to  have la id  v i r tu a l ly  dormant, u n t i l  
i t  was f in a l ly  rep laced  by th e  union-management neg o tia ted  agreement 
re fe r re d  to  by Harold Home above, , P e te r  Vigor tends to  endorse 
th is  view.
'-In l a t e r  years the  company wanted to  ge t r id  of i t  bu t the  workers 
d id  no t, and i t  was a bone of con ten tion , but th e re  were no 
s tr ik e s  over i t .  But un less  i t  paid  well i t  was s e l f  d e fe a tin g . 
I t  only came up to  expectations on a few o c ca s io n s .'(2 )
I t  i s  worth no ting , however, th a t  th i s  scheme was phased out a f t e r  
B a r t l e t t 's  re tirem en t in  1953*
(1) Harold Home in terv iew .
(2) P e te r  Vigor in te rv iew . ..
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One p a r t ic u la r  id ea  in s t i tu te d  under B a r t l e t t 's  con tro l was the
Management Advisory Committee. This body was the  lynch p in  of
» - . - 
management -  lab o u r re la t io n s  a t  Vauxhall . In  a  1945 Vauxhall
p u b lic a tio n  the  M.A.C. i s  given p rid e  of p lace  and ex to lled
as th e  prime example of how in d u s tr ia l  r e la t io n s  should be conducted, ( l )
'
Turner comments 'He (B a r t le t t )  l e f t  behind him a  monument which 
more than any o th e r has kept th e  firm  f r e e  of s t r i f e . '(2 )
The M.A.C. was s e t  up in  1941. The fa c to ry  was s p l i t  iq) in to  over 
20 a reas  and a se c re t b a l lo t  enabled a re p re se n ta tiv e  from each to  
be e le c ted . The members nominated from th e  woik fo rc e  s a t  f o r  
th re e  y ears, and th e re  were s ix  nominees from the  management. The 
chairman was th e  managing d ire c to r .  Meetings were he ld  monthly 
un less  th e re  were emergencies, to  deal w ith sudden d isp u te s . Seymour 
d escrib es  th e  aim of th e  M.A.C. as he lp ing  ' the  management s e t t l e  
problems of p o licy  and then go out and exp la in  th a t  p o licy  to  th e i r  
c o n s t i tu e n ts . '( 3 )  All minutes were pub lished  and posted  throughout 
th e  fa c to ry . The M.A.C. had a wide b r ie f  and d iscussed  not only 
d isp u tes  and th e i r  avoidance, but grading schemes in  r e la t io n  to  r a te s  
of pay, pensions schemes, and h o lid ay s. In  ad d itio n  a number of 
sub-committees were formed to  deal with th e  problems of absenteeism  
i n . the  war years; a Transport Committee to  f a c i l i t a t e  e a s ie r  t r a v e l  
to  work and a Suggestions Committee to  t e s t  ideas from th e  workforce 
to  improve production . (4) At a tim e when both management and unions
(1) W.J.Seymour An Account of Our Stewardship (Vauxhall, Luton 1945)
(2) G .Turner The Car Makers (19&3; Paperback 1964) p .123.
(3) Seymour o p .c i t  pp 6 ,7  and 8.
(4) Seymour Ib id  pp 7 & 8.
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were susp icious of proposed, production committees in  th e  ea rly  
years of the war, th i s  Vauxhall experiment appeared to  be an 
advanced experiment in  in d u s tr ia l  democracy,
Richard Croucher re fe r r in g  to  production committees a t  th e  time 
when Vauxhall s e t  up the M.A.C. s ta te s  th a t  'most managers were 
not in  favour of any such sch em es.... they only came to  accept them 
as a- " fa c t of l i f e "  because of th e  p ressu res  brought to  bear on 
them by government on the  one hand and the  shop stew ards on the 
o th e r . ' ( l )  Croucher continues by emphasising th a t  only 6 p er cent 
of Jo in t Production Committees were s e t  up by the end of 1941.
The M ajority were s e t  up in  1942 and appeared to  have met only once 
'and e f fe c tiv e ly  ceased to  o p e ra te . '( 2 )  In  Coventry f o r  example, 
only 15 out of 44 met r e g u la r ly . '(3 )
I t  would appear th a t  Vauxhall management were f a r  ahead in  
p rog ressive  methods of labour c o n su lta tio n . However, non cooperation 
in  o th e r areas was not e n t i re ly  a t t r ib u ta b le  to  management and some 
trad e  u n io n is ts  in  two Coventry f a c to r ie s  dubbed them 'G a f fe r 's  
Committees.' (4) In th is  re sp ec t i t  could be seen th a t  Vauxhall 
was e f fe c tiv e ly  em asculating the r ig h ts  of th e  workforce by c re a tin g  
a facade of democracy in  the work p lace . The evidence does not 
seem to  g en era lly  support th i s  view. Unionism, as i s  described  
below, began to  expand w ithin  Vauxhall in  the  war years and does 
not seem to  have been hampered by th e  presence of th e  M.A.C. Indeed
(1) Richard Croucher Engineers a t  War 1939-1945 (London,1982) p .149.
(2) Croucher Ib id  p .155
(3) Croucher Ib id  p .155.
(4) Croucher Ib id  p .155
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such shop f lo o r  m ili ta n ts  as Harold Home were soon to  he e lec ted  
to  the  Committee and to  serve upon i t  u n t i l  the  l a t e  1 9 5 0 s .( l)
Indeed Home claim s th a t  th e  M.A.C. was i n i t i a l l y  an id ea  emanating 
from th e  Luton Communist P a rty . 'D uring th e  war a campaign was 
organised by th e  tra d e  union movement la rg e ly  in i t i a t e d  by the  
Communist P arty  to  s e t  iq> a production committee, f o r  th e  war 
e f fo r t .  At one of our meetings l e a f l e t s  were given out about 
th ese , and B a r t le t t  came along with Reg Pearson. He sa id  to  Reg 
"Look a t  th i s  l e a f l e t .  There you a re  Reg, t h a t 's  what we want."
He was a s tu te  en o u ^  to  see th e  tre n d , and very soon a f t e r  th a t  
e s ta b lish ed  th e  Management Advisory Committee.' (z)
I t  seems th a t  B a r t l e t t 's  a t t i tu d e  towards th e  unions was not vociferous 
opposition , as had been th e  experience in  Vauxhall in  th e  1920s.
He d id  n o t, however, encourage them and probably took an a t t i tu d e  
of ' l e t t i n g  s leep in g  dogs l i e . '  For unionism w ithin  Vauxhall and 
in  Luton in  general la y  dormant fo r  much of the  1930s and only began 
to  gain foo tho lds in  the  war y ears.
In  th e  ca r in d u s try  as a whole unionism remained g en era lly  weak and 
P a tric k  Fridenson s ta te s ;
'I n  post 1926 B r ita in , th e  motor ca r  in d u stry  "drew on i t s  v a s t 
supp lies  of d e s t i tu te  people in  th e  depressed re g io n s" . . . .  th i s  
hetrogeneous recru itm ent outgrew e x is tin g  d iv is io n s  of lab o u r.
I t  a lso  weakened the a lready  d ec lin in g  trad e  unions. Being 
based on s k i l le d  woifcers, they  d id  no t e a s ily  accep t o r in co rp o ra te  
se m i-sk ille d  workers. '  (3)
(1 ) Harold Home in terv iew .
(2) Harold Horne in terv iew .
(3) P a tric k  Fridenson 'The Coming of th e  Assembly Line to  Europe' 
in  Krohn, Laytons, Weingart (eds) The Dynamics of Science and 
Technology, Sociology of th e  S ciences. V o l.II . 1928 ,D ortrech t, 
Holland. He quotes from R.D.Sealy 'From C arriages to  C a rs . ' 
Oxford, Ruskin College (Unpublished Diploma T hesis) 1976.
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The assembly l in e  workers and. o ther u n sk illed  and se m i-sk illed  . 
workers in  the  i n t e r —war years thus remained la rg e ly  ncnunionised.
The employers d id  not encourage the unions (and were o ften  
vo cifero u sly  a g a in s t them as in  the  case of Ford, A ustin and 
M orris), the  s k i l le d  unions d id  not want to  encourage d ilu tio n  
of s k i l l s  by allow ing the  assembly l in e  workers to  jo in . In  th e  
Luton a rea  the m ilitan cy , never as g re a t as o ther a re a s , which took 
p lace  in  the  l a t t e r  p a r t  of th e  1 s t World War and th e  immediate 
post-w ar years proved to  be an exceptional time and p e te red  out as 
quickly  as i t  had emerged. As Huw Beynon puts i t  describ in g  th e  
u n sk ille d  and se m i-sk illed  ca r workers in  th is  p e rio d , 'M ostly th ese  
men were on th e i r  o w n .'( l)
Before examining th e  growth of unionism w ithin  Vauxhall i t  would be 
of in te r e s t  to  examine the in fluence  of m igrants on th e  labour 
s i tu a t io n .  Did th e  in flu x  of m igrants in to  Luton have the  e f f e c t ,  
as Fridensen seems to  in d ic a te  of s tu n tin g  unions growth; o r d id  
the  workers from depressed reg ions b rin g  with them th e i r  union 
consciousness, and helped engender an upsurge which began to  take  
p lace  a f t e r  1934?
The evidence seems to  suggest th a t  F rid en æ n view i s  somewhat m istaken, 
p a r t ic u la r ly  regard ing  the Lut on-Vauxhall experience. The union
p ro te s ts  concerning the  im portation  of labour in  the  ea rly  1920s 
concerned mainly lab o u r brought in  from th e  Bedfordshire a rea  and
( l )  Huw Eevnon Working For Ford (London, 1973) p.44,
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and surrounding regions and London. Though th ere  was im m igration 
in to  th e  area  in  th e  1920s th e  v as t bulk from the  depressed reg ions 
d id  not begin to  a r r iv e  u n t i l  th e  1930s. Titmus and Grundy 
estim ate  th a t  by 1945 4 l , ?60 immigrants had entered th e  town which 
accounted f o r  46% of the  to ta l  population , ( l )  Although th i s  
would seem to  be a la rg e  f ig u re  he s tr e s s e s  th a t  ' th e  bulk of 
L uton 's new population  came from B edfordshire and the  South-E ast. '
In  f a c t  he c a lc u la te s  th a t  13,526 immigrants had come from the  
depressed a reas  of Scotland, Wales and Northern England, and 
accounted fo r  13 p e r cent of the  to ta l  p o p u la tio n .(2)
This evidence i s  c le a r ly  backed by the  f a c t  th a t  the  p r in c ip a l  
source of a t t r a c t io n  was the  growing Vauxhall works, which d id  not 
experience la rg e  sc a le  expansion u n t i l  th e  1930s. I n i t i a l  p o s t 
1926 union weakness in  the  Vauxhall ca r  in d u stry  was th e re fo re  not 
as a r e s u l t  of mass immigration from th e  depressed a re a s , he lp ing  
to  c rea te  a pool of labour.
In  f a c t  workers moving to  the town from th e  depressed areas found 
a feeb le  union s tru c tu re  as ta b le  24 in d ic a te s . I t  would be 
reasonable to  suggest th a t  the immigrants brought a union consciousness 
with them from areas with s tro n g er union tra d it io n s  than  Luton.
Glyn Morgan f o r  example began work in  Luton in  1934 and became a 
strong  u n io n is t in fluenced  by h is  f a th e r  who had l e f t  Wales in  th e  
1920s. (3) Fred Smith who came from Swindon claim s, ' I  was a union
(1 ) Richard Titmus and F.Grundy Report on Luton (Luton,1945) p . l l 8
(2) Titmus and Grundy Ib id  p .119»
(3) Glyn Morgan in terv iew .
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man because I  had to  be on the  railw ay . . But th e re  was not a l o t  
of union then , not t i l l  a f t e r  th e  w ar.' ( l )  Though, some of the 
immigrant workers were strong u n io n is ts  th e  evidence suggests 
th a t  th e  depressed s ta te  of th e  economy as a whole g en era lly  held  
back m ilitancy  in  the  1930s and the  work of m ili ta n ts  only became 
e f fe c tiv e  during th e  war when labour shortages of an acu te  n atu re  
began to  occur. A rthur Excell tends to  endorse th is  view in  th e  
experience of Morris .Motors in  Oxford. When ex-railwaymen were 
in troduced  in to  th e  to o l room they brought with them tra d e  union 
p ra c tic e s . S ig n if ic a n tly , th i s  took p lace  in  the 1940s when the  
labour supply s itu a t io n  had ra d ic a lly  changed.(2) Glyn Morgan 
dates the  in fluence from 1940 in  Vauxhall.
'The shop stewards committee had ju s t  s ta r te d  in  1940. In  th e  
s k i l le d  areas you had a l o t  of people from the  t r a d i t io n a l ly  
s k i l le d  areas l ik e  Coventry and Birmingham, and even B r i t is h  
who had worked in  D e tro it. They came in  with t h e i r  union c a rd s ' 
in  th e i r  pockets. They formed th e  nucleus of th e  tra d e  union 
in  th e  s k il le d  a r e a s . '(3 )
The main unions a t  Vauxhall from the e a r l i e s t  days were th e  engineering 
unions, mainly th e  A.E.U., and th e  N ational Union of Vehicle B uilders 
(N.U.V.M.). B r it ish  car workers had t r a d i t io n a l ly  been organised 
in  c r a f t  unions l ik e  the A.E.U. and the N.U.V.B. While the  engineers
(1) Fred Smith in terv iew .
(2) Arthur Excell 'M orris Motors in  th e  1940s ', H isto ry  Workshop Journal
• No.9; Spring 1980, pp 92,93*
(3) GLyn Morgan in terv iew .
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kept some small presence throughout, i t  appears th a t  by the 
mid-1903s th a t  th e  N.U.V.B. had l i t t l e  o r no members a t  a l l  in  
Vaùxhall, and i t  was only in  th e  1940s th a t  they began to  b u ild  up 
again among th e  mass production workers includ ing  women. The 
T ransport and General Workers Union (T.G.W.U.) did not attem pt 
system atic recru itm en t of assembly l in e  workers in  th e  1930s and 
1940s and according to  Harold Hoime, whose b ro th e r became th e  T.G.W.U. 
D is t r ic t  O rganiser, they were not able to  gain foo tho lds and 
reco g n itio n  in  Vauxhall u n t i l  th e  1950s. ( l )
U nfortunately , th e re  are  no s p e c if ic  union membership f ig u re s  ^ e la tin g
to  Vauxhall alone, although accu ra te  and re g u la r  f ig u re s  a re  a v a ila b le
f o r  th e  Luton A.E.U.branches and the N.U.V.B. to  give a c le a r
in d ic a tio n  of union s tren g th  in  the  d is tr ic t .A .E .U . membership began
to  s te a d ily  r i s e  a f t e r  1934 as the  follow ing ta b le  in d ic a te s .
TABLE 26 A.E.U.Membership Figures fo r  Luton 1933-1950 (2)
Year Month Total Membership Branches
1933 Dec. 402 3
1934 June 591 •3
1934 Dec. 788 3
1935 June 643 3
1935 Dec. 723 3
1936 June 806 3
1936 Dec. 1,159 4
1937 June 1,792 5
1938 Jan. 1 ,9 # 6
1938 June 2,048 6
1938 Dec. 1,924 6
1939 Jan. 1,845 6
1939 . June 1,938 6
1940 Jan. 2,278 6
1,940 June 2,734 "6
(1 ) Harold Home in terv iew .
(2) Source: A .E.U .Q uarterly Reports 1933-1945, and A.E.U.Monthly 
Jo u rn als , 1946- 1950.
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TABLE 26 continued, ■ /
Year ' Month T otal Membership Branches
19^1 Jan 2,612 6
19^1 June 2,773 .6
19^2 Jan, 3.225 6
19^2 June 3,507 6
1943 Jan, 3,806 6
1943 June ,  3,709 6
1944 Jan, 3,896 6
1944 June 3,876 6 •
1945 Jan,  ^ 3,592 6
1945 June 3,472 6
1946 Feb, 4,242 9
1946 Ju ly 4,777 9
1947 Jan, 5 ,7 5 1 ■ ■ 9
1947 June 5,897 9
1948 Jan, 5,604 * 10
1948 June 5,967 10 .
1949 Jan, 5,946 10
1949 June 5,961 10.
1950 Jan, 5,647 10
U nionisation w ith in  th e  engineering in d u stry  in  Luton was com paratively 
slow. In  Ju ly , 1935» the  A .E ,U .d is tr ic t o rgan iser, F ,E .Chappell 
rep o rts  'we have not made th e  progress in  th is  d i s t r i c t  we a re  
e n t i t le d  to  e x p e c t, ,,  th e re  i s  a d rive  on f o r  2,000 members fo r  
L u ton ,' (1 )
(1 ) Report of D is tr ic t  O rganiser, D ivision 17, Luton A,E,U.Monthly 
Joum al December, 1935*
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The membership d id  in  f a c t  t r i p l e  between 1935 and 1938 and the  
number of branches increased  from 3 to  6, and Chappell records in  
June 1938 th a t  'a  sp ec ia l e f fo r t  i s  being made to  o rganise th e  work 
people employed a t  Vauxhall Motors L td ., and considerable a t te n t io n  
has been given to  th is  t a s k . '  ( l )  However, i t  i s  c le a r  from th e  
membership f ig u re s , th a t  immediate expansion did not occur and th e  
numbers f e l l  below th e  1938 peak u n t i l  1940, no doubt s e t  back by 
the  recess io n  in  th e  ca r in d u stry  in  th a t  year.
In f a c t  the  1920 in te r-w ar peak was not equalled  again  u n t i l  1940, 
and even then  th e  percentage of th e  workforce engaged in  engineering  
which was unionised  was much lower in  1940 than i t  had been in  1920. 
Approximately 4? per cent .of the  engineering workforce were un ion ised  
in  1920, (2) bu t in  1939 th i s  percentage was only 1 1 . 2 , and was s t i l l  
only l4  p er cent in  1945 (3) Comparing the  r i s e  of L u ton 's  A.E.U. 
membership w ith .th e  major engineering cen tre  of Coventry a poor 
performance i s  c le a r ly  seen in  Luton a f t e r  1937•
(1 ) Report of D is tr ic t  O rganiser, D iv ision  17, A.E.U.Monthly Jo u rn a l, 
June, 1938.
(2) The 1921 Census enumerates 4,496 men engaed in  making m eta ls , 
machines and implements. No f ig u re s  f o r  women a re  given.
Vehicle manufacture in  Luton i s  not given a sep ara te  ca tego ry .
(3) Titmus and Grundy c a lc u la te  th a t  17,325 were engaged in  general 
engineering and motor engineering in  1939 Report on Luton 
Table 18) p .101,; and 26,634 in  1945 .( ta b le  18, p .101).
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•TABLE 27 Comparison of Numerical and Percentage Rise of
A.E.U.Membership in  Luton and-Coventry 1934-1940. (1)
Year Mon^ Members % Rise Branches Members ■ % Rise Branches 
Coventry Luton
1934 October 2,622 -  10 788 -  3
1937 June 6 ,145, 234^  on 15 1,792 72Tl% on 5
1934' 1934
1940 June 9,402 53# on 21 2,278 27# on 6
1937 1937
The r a te  of recru itm en t in  Coventry was alm ost double th a t  of Luton 
a f t e r  1937; and w ith in  th e  Luton contex t th e  in d ic a tio n  of union 
recru itm en t in  Vauxhall was much worse than  th e  d i s t r i c t  g en e ra lly .
In  1938 the  Jo in t O rganiser fo r  th e  South of England Economic League 
rep o rted  th a t  'w ith  th e  exception of th e  motor in d u stry , th e  works 
of M essrs. G.Kent Lim ited, a re  regarded by the  tra d e  unions as th e  
most d i f f i c u l t  in  the. d i s t r i c t . ' (2)
Attempts to  r e c ru i t  w ithin Vauxhall by th e  Transport and General 
Workers met with even le s s  success and Sandford re p o rts  t h a t : '
'On March 22nd, 1938, Twort (a  lo c a l T.G.W.U. o rg an ise r and lab o u r 
a c t iv i s t )  received  a l e t t e r  from th e  T.& G.W.U. reprim anding him 
f o r  having d is tr ib u te d  tra d e  union r e c ru it in g  l i t e r a t u r e  a t  th e  
Vauxhall fa c to ry . I t  s ta te d  th a t  as th is  firm- was not a f f i l i a t e d  
to  th e  Employer's Federation  i t  might cause tro u b le  i f  he got 
many members th e re , as th e re  would be no method whereby any
(1 ) Source: A .E.U .Q uarterly Reports 1934 October, 1937 June ,1940.June.
(2) L e tte r  and Report from L .R .S tanford , Jo in t O rganiser of The 
South of En^and Economic League to  W.F.T.Trunchion, Sec.
Beds Engineering Employers A ssocia tion . 29th Ju ly , 1938. 
Mid-Anglian E .E .F.A rchives.
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conversations could take p lace  with the f i r m . ' ( l )
The N ational Union of V ehicle B uilders (N.U.V.B.) perfozmance 
in  recru itm en t was a lso  slow and i t s  membership was t in y  compared 
with th e  A.E.U. Sid D ailey, a veh ic le  b u ild e r, who moved to  Luton 
in  1933; r e c a l ls  th a t  th e re  were only 28 members in  th e  Luton branch, 
and of these only 12 worked in  Vauxhall, and the  management d id  no t 
know they  were members.(2) In  f a c t  the  Luton N.U.V.B. members 
were co n tro lled  from London a t  th i s  t im e .(3) Even by the time 
of the  outbreak of the  war the N.U.V.B. membership had only 
increased  to  40 in  the  Luton a r e a . (4) In  ac tu a l f a c t  the N.U.V.B. 
Q uarterly  Reports in  i t s  Journal record  only 12 members in  th e  Luton 
branch in  1933, r is in g  to  29 by 1935. (4)
N.U.V.B. membership follow ed a c lo se ly  s im ila r  p a tte rn  to  th a t  of 
the A.E.U. in  th e  Luton a rea  from the  F i r s t  World War u n t i l  the 
1950s , although a t  a much low er le v e l in  terms of.-numbers.
(1) L e tte r  and Report S tanford  to  Trunchion 22nd A p ril, 1938 p . 2. 
Mid-Anglian E .E .F.A rchives.
(2) • In terv iew  Sid D ailey, taped and ty p esc rip ted  by Steve T o llid ay ,
Kings College, Cambridge, 15th  June, 198I  p .15.
(3) • Inform ation from Tim Claydon from paper given to  Car Workers
Group L .S .E . e n t i t le d  'Trade Union R ecru iting  S tra te g ie s  in  
th e  Inter-W ar Car In d u s try . ' October, 1981.
(4) N.U.V.B.Q uarterly -Journal A p ril, 1934 and A p ril, 1936. These 
a re  membership re tu rn s  f o r  th e  end of 1933 and end of 1934.
m
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TABLE 28 N.U.V.B. Membership Luton, 1916-1958. (1)
Year Membership Year Membersb
1916 53 l9'+o 174
1917 61 1941 210
1918 73 1942. 425
1919 119 1943 4l 6
1920 . 1 5 1 1944 349
1921 86 1945 367
1922 72 1946 638
1923 89 1947 748
1924 81 1948 703
1925 78 1949 688
1926 53 1950 634
1927 .3 7 1951 665
1928 31 1952 666
1929 29 1953 758
1930 30 1954 843
1931 24 ■ 1955 938
1932 13 1956(Oot.) 1,098
1933 12 1958 (Ju ly ) . 1,826
1934 22 :1958 (Deci) 2,108
1935 29
1936 38 •
1937 46
1938 45 -
1939 132
Table 28 and Graph 2 re v e a l, th a t  l ik e th e  A.E.U., the N.U.V.B.
membership d id  not equal the  1920 f ig u re  u n t i l  1940. I t  would seem 
th e re fo re  th a t  union presence in  th e  Luton engineering in d u stry  and 
in  Vauxhall began to  grow in  th e  2nd World War. Jonathan Z e it l in
( l )  Source: N.U.V.B.Quarterly Journal f o r  A pril of each year,
except f o r  October, 1956 f ig u re  idiich i s  in  January, 1957; 
and Ju ly  1958 which i s  in  October 1958 e d itio n . The A pril 
Journal g ives the end of the  year membership f o r  the  previous 
year.
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p o in ts  to  à tim e between th e  l a t e  1930s and the  e a r ly  1950s , when 
upsurge in  unionism was s ig n if ic a n t  enough to  enable what might 
b è 'described  as job con tro l by the  u n io n s .( l)  S u p e rf ic ia lly  
th i s  appears to  be tru e  but c lo se r  examination of th e  period  from 
1940 to  the  l a t e  1950s c le a r ly  shows th a t  th i s  was not the  case.
Steve T olliday  challenges th i s  and he sees the  l a t e  1950s as the 
time when mass unionism made la rg e  in cu rsio n s  in to  th e  major 
motor firm s, such as M orris, A ustin, Ford and B.M.C.(2) The Vauxhall 
experience tends to  concur w ith th is  view. There i s  considerab le  
evidence of in creased  union a c t iv i ty  in  Vauxhall in  th e  war y ears. 
However, as l a t e  as 1942 the  N.U.V.B. o rg an iser f o r  th e  area  (which 
includes Luton) only mentions Vauxhall f o r  th e  f i r s t  time in  h is  
re p o r t, and none too encouragingly. 'T rade union i s  not up to  the  
standard  we would l ik e  to  se e ' in  th i s  firm . (3) N evertheless, 
the  N.U.V.B. had es tab lish ed  a firm  foo tho ld  in  Vauxhall by th e  end 
of th e  war. For example by Ju ly  1943 the  N.U.V.B. have a 
re p re se n ta tiv e  on the Management Advisory Committee, (4) and in  
December the  lo c a l  N.U.V.B. minutes record  how th e i r  re p re se n ta tiv e s  
were 'now ab le  to  meet the Vauxhall Management' concerning grading
(1) Jonathan Z e it l in  'The Emergence of Shop Steward O rganisation and 
Job Control in  the B r i t is h  Car Industry : A Review E ssay .'
H istory  Workshop Journal Issue 10, Autumn 1980, p .121.
Job Control i s  seen as th e  autonomy from c e n tra l union co n tro l 
enjoyed by shop stew ards. The concrete embodiment of c o n s tra in ts  
which shop stewards impose on management's a ttem pts a t  te c h n ic a l 
and o rg an isa tio n a l innovation  a re  seen to  be 'in fo rm a l' work 
ro le s  and r e s t r i c t iv e  p ra c tic e s , such as dem arcation l in e s ,  
s e n io r ity  systems, over-manning and l im ita tio n s  on the  speed and 
output of machine, p .119 .
(2) Steve T o lliday  ' Management S tra tegy  and Shop F loor O rganisation: 
Standard and Austin Motors, 1920-1950.' Paper p resen ted  to  
seminar on 'Shop Floor Bargaining, Job Control and N ational 
Economic Performance: The B r i t is h  Experience in  Comparative 
P e rsp e c tiv e ,1870 -  The P re s e n t . ' Kings College,Cambridge,
16th  November,1981. Unionism c le a r ly  d id  make some in  roads in  
the sm aller firm s e sp e c ia lly  Standard,Humber., Jaguar and Daimler 
from th e  'tim e of th e  Second World War.
(3) N.U.V.B.Quarterly Journal January 1942. D is t r ic t  O rg an ise r 's  Report,
(4) N.U.V.B. Minute Book, Luton No.l Branch 2nd Ju ly , 1943.
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and r a te s  of pay, a p o s itio n  which A.Penn, the Area O rganiser,
's t a t e s  as being a considerable move forward on the  pre-w ar s i tu a t io n . ( l )
In  f a c t  the  Luton N.U.V.B. branch seems to  have had th e  s tro n g es t
prescence in  Vauxhall Motors and P erc iv a l A irc ra f t as much of th e i r
minutes up to  195  ^ and beyond a re  taken up with questions in  these
two firm s. (2)
From l a t e  1944 and th ro u ^ o u t 1945 leng thy  and p ro tra c te d  n e g o tia tio n s  
took p lace  between the N.U.V.B. and Vauxhall over th e  question  of 
grades and ra te s  of pay between body b u ild e rs  and body assem blers, 
and towards the  end B a r t le t t  h im self became involved in  th ese  
d iscu ss io n s . (3) By mid 1946 the  N.U.V.B. had shop stew ards in  th e  
p a in t shop, trim  shop, f in is h in g  shop and body sh o p .(4) In  Ju ly  
of th a t  year a s t r ik e  by N.U.V.B.members i s  recorded in  th e  p a in t 
shop but no d e ta i ls  given as to  i t s  cause. (5) In  September the  
body shop received  an upgrading of a l l  i t s  members, a sign  th a t  th e  
N.U.V.B. were having some e f fe c t .  (6) In  November i t  was proposed 
th a t  a shop stew ards committee be s e t  up and the  minutes f o r  th i s  
p a r t ic u la r  meeting close with th e  worlds; ' a l l  the  above stew ards 
re p o rts  were accep tab le  with thanks to  them fo r  th e i r  e f fo r ts  in  
b u ild in g  up a strong  N.U.V.B. presence a t  Vauxhall M otors.'( 7 )
Likewise the A .E .U .a lso  w itnessed an expansion of i t s  membership 
w ith in  Vauxhall in  the  war y ears, and f o r  th e  f i r s t  time wide spread 
recru itm ent of sem i-sk illed  and u n sk ille d  workers, began to  take  p lace .
(1) N.U.V.B.Minute Book, Luton No.l Branch 7th D ec.,1943.
(2) Ib id  Minutes fo r  the Period 1942-1955*
(3) Ib id  Minutes lat.e 1944 to  mid 1945.
(4) Ib id  5th Ju ly , 1946.
(5) Ib id  l4 th  Ju ly , 1946.
(6) Ib id  6th September, 1946.
(7) Ib id  8th November, 1946.
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According to  most of th e  Vauxhall workers in terv iew ed th e  unions 
were not recognised as such, except in  th e  s k il le d  a re a s , which 
evçn then were very weak u n t i l  th e  e a r ly  years of th e  war. According 
to  Tom Adair and Don Smith, two A.E.U, se m i-sk illed  shop f lo o r  
workers and union a c t iv i s t s ,  th e  s ta r t in g  p o in t f o r  u n io n isa tio n  
was in  th e  Tank Shop, ( l )  Adair was e lec ted  th e  shop steward and 
when th e  M.A.C. began in  1941 was one of th e  f i r s t  A.E.U. men to  be 
e le c ted  on to  th a t  body. In  1941 and 1942 these  men a t t e s t  to  a 
number of in c id e n ts  with th e  management which had th e  e f fe c t  of 
improving union presence in  Vauxhall and enabling union reco g n itio n .
The f i r s t  was in  1941 and revolved around the n a tu re  of the  proposed 
M .A .C .B artlett Wanted i t  to  be se le c te d  by him b u t, according to  
A dair, the A.E.U.members wanted i t  to  be e lec ted . 'He wanted 
to  hold c o n tro l . ' (2) F in a lly , a f t e r  a  meeting B a r t le t t  agreed ’to  
a 12 month experiment of e lec ted  re p re se n ta tiv e s , a f t e r  which i t  
continued in  th i s  form.
The second in c id e n t involved an in crease  in  wage r a te s  a f t e r  i t  was 
d iscovered th a t  men working on C hurchill tanks in  f a c to r ie s  in  th e  
Midlands and H i#i Wycombe were being paid  a h igher r a te .  The in c rease  
re su lte d  in  a r i s e  from l/lO d  p er hour, top r a te ,  to  2/lOd p e r  hour. 
Immediately th e  s k i l le d  men wanted comparative adjustm ents, 'and th i s
(1) Tom Adair estim ates th a t  le s s  than 3 p er cen t of the  u n sk ille d  
were unionised , and in  the  s k i l le d  areas u n io n isa tio n  was no t
•h igher than 40 to  50 per cent by th e  l a t e  1930s. Taped 
in terv iew  Tom(Jock) Adair, 1 s t  A p ril, 1981. S ta rte d  a t  Vauxhall 
in  1938. In te rv iew  with Don(Jock) Smith 11th March,1981.
S ta rted  a t  Vauxhall. in  1938. Both worked in  th e  Tank Shop 
during th e  war, so named because o f .th e  C hurch ill tank engines 
produced th e re .
(2) Tom Adair in terv iew .
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s t a r t êd them o f f . '  ( l )  The th i rd  d isp u te  cen tred  around production  
fo r  war work. Adair, Home and Smith were a l l  Communists and 
wanted to  see improved production in  th e  e f fo r t  to  help th e  Soviet 
Union. In  ea rly  1942 they f e l t  th a t  production was too slow due 
mainly to  shortages of m a te r ia ls , and so a f t e r  repeated  req u ests  
to  th e  management to  get th e  government to  hasten  raw m ateria l 
su p p lie s , with l i t t l e  r e s u l t ,  they  sen t a telegram  to  Lord Beaverhrook, 
th e  M in iste r of Supply, o u tlin in g  th e  Vauxhall needs. The m a te ria ls  
came th r o u ^  ra p id ly  a f t e r  th i s  p iece of d ire c t  a c tio n  hu t the 
Vauxhall management were fu rio u s  f o r  going over t h e i r  heads. A dair 
was summoned to  B a r t l e t t 's  office*and th rea ten ed  with th e  sack hut 
the  men on hearing  th is  pledged f u l l  support to  Adair to  th e  p o in t 
of using s tr ik e  a c tio n  i f  necessary . B a r t le t t  climbed down and 
Adair r e c a l l s . ' a f t e r  th a t  the  a t t i tu d e  of the  management changed -  • 
in s te a d  of being t o u ^ ,  an ta g o n is tic  and n asty , they swung round th e  
o th e r way, and we got on "famously. We never had any tro u b le  in  th e  
Tank Shop a f t e r  t h a t . '  (2)
Smith s ta te s  th a t  i t  was from th e  Tank Shop- th a t  u n io n isa tio n  of th e  
se m i-sk illed  and u n sk illed  workers spread throughout V auxhall; and 
from Vauxhall to  th e  r e s t  of Luton. (3)
From 1942 u n ti l  th e  end of the  war th e re  were no major in c id e n ts  a t  
Vauxhall but th e re  was a s t r ik e  by A.E.U. members in  September,1945
(1) Tom Adair in terv iew .
(2) Ib id .
(3) Don Smith in terv iew .
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concerning bonus payments-, ( l )  Harold Home gives an account of 
th e  s t r ik e  in  which he r e c a l ls  B a r t le t t  coming down to  th e  s tr ik e  
meeting to  address the men.' 'We allowed him to  get up on th e  box 
to  ta lk  to  th e  workers, and he believed  th a t  ju s t  by ta lk in g  to  them 
he could get them to  go back to  work, bu t he got a b i t  of a  shock 
when somebody c a lle d  out from th e  back of the  meeting, "We d o n 't 
want management h e re . This i s  a workers m eeting." And he had 
to  r e t r e a t ,  A b ig  meeting was held  in  th e  canteen a f t e r  the  s t r ik e  
had been on f o r  a few days. A se ttlem en t was a rriv e d  a t  whereby 
payments of bonus were im proved.' (2)
These in c id en ts  would seem to  suggest th a t  Z e i t l in 's  th e s is  of a 
strong  move toward workers job co n tro l, appear to  be accu ra te .
However, put in  th e  wider context of th e  development of u n io n isa tio n  
w ith in  Vauxhall, and indeed Luton, s tre tc h in g  up to  th e  19?0s a 
more balanced and accurate  p ic tu re  emerges. For example in  1948 
the to t a l  insu red  workforce in  Luton i s  put a t  71,860 (3) of which 
14,000 a re  u n io n ise d ,(4) This works out a t  le s s  than 20 p e r cent 
of th e  insured  workforce. Taking only the  insured  workforce engaged , 
in  veh ic les  and a i r c r a f t  manufacture and o ther types of engineering, 
27,730 (5) , and th e  combined N.U,V,B, and A,E.U, 1949 to ta l s  6,649, 
th e  unions percentage i s  only 24 p e r cent of those engaged in  
engineering in  Luton,
(1 ) The only documentary evidence i s  a re fe ren ce  in  th e  N,U.V.B. 
Minutes No,l Branch 5th October, 1945.
(2) Harold Home in te rv iew . '
(3) E .S terne B edfordshire County Development H an  1952 (Bedford,1952)
• Table VII ' I n d u s tr ia l  S tm c tu re  Luton 1948' p .37.
(4) Trade Union Membership Drive Luton and D is t r ic t  Trades Council 
(Luton, 1949) -p,7 ,
(5) S tem e Ib id , Table VII, p .37.
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This would-be hard ly  s u f f ic ie n t  union power to  ex erc ise  union 
co n tro l of jo b s. Turner, Clack and Roberts s ta te  th a t  up u n t i l  
th e  e a rly  1960s only h a lf  th e  work fo rce  in  Vauxhall were in  the 
u n io n s .( l)  Keith Bums, a Vauxhall employee from 1942 to  1976 
apd A.E.U. member f u l ly  backs th i s  view. "Ihe unions never had 
power in  Vauxhall. They have gone from s tren g th  to  s tre n g th , 
but th^y have never had the  power. I t  w asn 't u n t i l  1958-59 th a t  
th e  unions s ta r te d  to  get more membership in  a b ig  w a y .... th e re  
was always more non-union members than union members up u n t i l  th a t  
t i m e . . . . I n  f a c t  Vauxhall d id  not become a closed shop u n t i l  the  
1 9 7 0 s.'(2 )  The Vauxhall experience Would thus c le a r ly  rep u d ia te  
the  Z e it l in  view, which contends th a t  from the  war unions began 
to  ex e rt co n tro l over jobs, a n d 'fa r  from the  process being complete 
by th e  l a t e  1950s th e  evidence suggests th a t  th i s  was the  tim e a t  
which i t  s ta r te d .  Having re je c te d  Lewchuk's view th a t  th e  . 
management had exercised  f u l l  con tro l th r o u ^  the  production  p rocesses, 
and Z e i t l in 's  view th a t  the  workers i . e .  unions ex ercised  con tro l 
over th e i r  jo b s, what would be an accu ra te  p ic tu re  of the re la t io n s h ip  
between management and labour a t  Vauxhall?
The p ic tu re  which emerges i s  one where management dominance was 
m aintained in  th e  in te r-w ar years as unions in  the  c a r  in d u stry  
g en e ra lly  were a ffe c te d  by th e  depression . The beginnings of union 
recovery began in  th e  1930s p a r t ic u la r ly  from 1934 when th e  car
(1) H.A.Turner, G.Clack and G.Roberts Labour R ela tion  in  th e  Motor
Industry  (1967) p .l95"
(2) In terv iew  Keith Burns (taped) 21st January, 1982. Began work 
a t  Vauxhall in  1942 and r e t i r e d  in  1976.
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in d u s try  began to  expand rap id ly ; but th i s  expansion was a g a in s t
*
a backcloth of continuing depression  in  th e  economy as a whole 
and while areas l ik e  Luton and th e  Vauxhall works ac ted  l ik e  magnets 
to  th e  unemployed lack  of union m ilitan cy  was ensured. The pool 
of lab o u r was always ready to  be boosted in  areas l ik e  Luton by 
the  in f lu x  of workers from o th er a reas d esp era te ly  searching  f o r  
work; but these  workers brought with them a strong  sense of unionism 
which remained dormant u n t i l  th e  demands of war production reawakened 
ac tiv ism . Set ag a in s t th i s  changing"labour supply backcloth was, 
the  changing c h a ra c te r  of the  Vauxhall management. The o ld e r hard 
managers of th e  s tru g g lin g  1920s firm , with th e i r  v iru le n t an ti-u n io n  
a t t i tu d e s  were rep laced  by à more en ligh tened  group of men, le d  by 
Charles B a r t le t t .  B a r t le t t  was no t only an i n i t i a t o r  of id eas 
but was a s tu te  en o u ^  to  see tren d s  and adapt to  them. Thus while 
attem pts a t  u n io n isa tio n  w ith in  Vauxhall were not encouraged in  th e  
1930s , p o lic ie s  were in troduced  and developed which encouraged the 
workforce to  f e e l  p a r t  of th e  o rg an isa tio n . Such an idea  he p la in ly  
expressed in  1948 when he ca lled  on in d u s try  in  B r ita in  fo r  b e t te r  
le a d e rsh ip . He wished to  see 'le a d e rsh ip  th a t  understands th e  so c ia l 
demands of the men and women with whom we work. "With whom we work" -  
i t  i s  a g rea t s h i f t  from "those we employ." ' ( l )  This q u o ta tion  
rev ea ls  the e s se n tia l  dichotomy of B a r t l e t t 's  approach. While he 
a lso  c le a r ly  sees th a t  i t  needs s trong  and e n l i s te n e d  le a d e rsh ip .
(1 ) S ir  Charles B a r t le t t  'Management and P ro d u c tiv ity ; The R esu lts  
to  be Achieved and the  P e n a ltie s  of F a i lu re . ' Bri"tish 
Management Review, 1948, p .?4 .
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Harold Home h e ld  th e  view th a t  * he had ideas of the  Corporate 
S ta te , as  in  M u sso lin i's  I t a l y . '  ( l )  Indeed in  an a r t i c l e  he 
wrote in  1929 he invokes M u sso lin i's  example as one which 
G.M./vauxhall salesmen should emulate. *In a general way th e re  
a re  spheres where al 1 can do th in g s  more in  th e  M ussolini m anner.. .
This le a d  must come from the  boss or businessman, he must be ready 
to  tak e  the  i n i t i a t i v e ,  f o r  i t  i s  he who s e ts  th e  work e t h i c . '( 2 )
Such words a re  h ard ly  l ik e ly  to  come from one vho would allow  
workers to  co n tro l th e i r  jo b s. B a r t l e t t 's  ra d ic a l r i ^ t  wing lean in g s  
were l e s s  overt once i t  became c le a r  th a t  war with Germany was a 
p o s s ib i l i ty ,b u t  th e  e s se n tia l  ideas in  terms of management-labour 
r e la t io n s  remains beneath th e  su rface . The idea  of a popular and 
s tro n g  management lead ing  a cooperative and contented workforce.
In  th e  1930s th i s  could e a s ily  be achieved by adopting p o lic ie s  
of h i ^  wages, a groip  bonus system where i t  appeared th a t  th e  men 
were in  con tro l of th e i r  work s i tu a t io n ,  and a p r o f i t  sharing  scheme.
In a d d itio n  he follow ed a p o licy  of promoting men to  p o s itio n s  of 
re s p o n s ib il i ty  from o ff of th e  shop f lo o r .  S ir  Reginald Pearson 
i s  a prime example. A man who l e f t  Derbyshire in  search  of work 
and began a t  Vauxhall on the  shop f lo o r  in  1919. On h is  re tirem en t 
he was on th e  board of d ire c to rs  and had been knighted f o r  h is  
se rv ices  to  in d u s try . Asked vAiy B a r t le t t  had s in g led  him out f o r  
promotion he re p lie d  'Probably because I  got on well with th e  men 
and was able to  do the  jobs of the  men.' (3) Such managers as
(1) Harold Home in terv iew .
(2) 'M ussolini Says' Charles B a r t le t t  General Motors News, 
October, 1929.
(3) S ir  Reginald Pearson In terv iew .
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Pearson were respec ted  by the men, not only because they  could do 
many of the  shop f lo o r  jobs but because i t  was c le a r  to  them th a t  
underneath th e  b lun t t ru th fu l  approach was a re a l concern f o r  
th e i r  w elfare, and a genuine concern to  see f a i r  p lay . In  h is  
in terv iew  Pearson recounts a couple of in stan ces  when he had foremen 
removed as a r e s u l t  of th e i r  overbearing and d ic ta to r ia l  a t t i tu d e s  
to  the  men. ( l )
This fee lin g , of concern was engendered by shop f lo o r  p resence.
Les Cowell comments:
' I  think Charlie B a r t le tt  and Reginald Pearson are the two 
g rea test chaps'that ever worked th ere . Charlie B a r t le t t  ■-when 
he came round the sec tio n , he wouldn't look a t a chap^and sa y ,
"I d o n 't  know him." He would come and ta lk  to  everyone.'(2 )  
B a r t le t t  saw so c ia l and sp o rtin g  a c t iv i t i e s  outside working hours 
as an im portant way of cementing th e  so c ia l fa b r ic  of th e  firm .
I t  was a lso  viewed by B a r t le t t  a ^ a  te s t in g  ground fo r  p o te n tia l  
promotees. P e te r  Vigor r e c a l l s ,  ' I f  you wanted to  g e t on with 
B a r t le t t  you had to  take an in te r e s t  in  the  re c re a tio n  c lub . For 
example you might take up ten n is  and s i t  on th e  Tennis Club Committee 
and become chairman. This showed B a r t le t t  th a t  you could 
o rg a n ise . ' (3) In the 1930s th e  canteen f a c i l i t i e s  and re c re a tio n  . 
f a c i l i t i e s  were expanded along with the works.
B a r t l e t t 's  in te l l ig e n t  a d a p ta b il i ty  i s  c le a r ly  evidenced by the
(1) S ir  Reginald Pearson in terv iew .
(2) Les Cowell in terv iew . •
(3) P e te r  Vigor in terv iew .
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th e  s tru c tu ra l  changes he in i t i a t e d  in  th e  labour r e la t io n s  
machinery. In  th e  1940s he sensed the  change in  th e  in d u s tr ia l  
atmosphere engendered by the  war, and Harold Home s ta te s :
'B a r t l e t t  d e liv ered  le c tu re s  to  employers' o rg an isa tio n s  in  
which h is  ideas came o u t,v ery  c le a r ly . The concept th a t  
came out a t  th e  end of the  Second World War, th a t  th e  workers 
a re  more knowledgeable and a r t ic u la te .  They w ill want a g re a te r  
share in  idiat goes on in  the company, and i f  you r e s i s t  th e re  
w ill be con fron ta tion  in  which everybody w ill lo s e .  (He 
. claimed th a t  management) must go along with the  le g itim a te  
demands of th e  work fo rc e , and not l e t  i t  develop so. th a t  i t  w ill 
f a l l  in to  th e  hands of e x tre m is ts . ' ( l )
One major r e s u l t  of th i s  s h i f t  was the  s e t t in g  up of th e  M.A.C. which 
was to  remain the  cornerstone of in d u s tr ia l  r e la tio n s  a t  Vauxhall 
u n t i l  the  l a t e  1950s, and in  1948 B a r t le t t  w rite s , ' j o i n t  c o n su lta tio n , 
in  i t s  b es t and f u l l e s t  form, i s  my view, one of the in e v ita b le s :,
•and we should be wise to  see th a t  i t  i s  r e a l ly  and tru ly  jo in t  
c o n su lta tio n , not ju s t  a form of ceremony which w ill p r o p i t ia te  th e  
new gods which seem to  have a r ise n  amongst u s . ' (2) This s tro n g e r 
elem ent‘of in d u s tr ia l  democracy must n o t, however, be confused with 
workers' con tro l o r even job co n tro l. The u ltim ate  power s t i l l  
re s te d  with th e  board, and such reforms wer^Zpartt^ aimed a t  
f o r e s ta l l in g  the  fundamental s h i f t  of power to  the shop f lo o r .
(1) Harold Horne in terv iew .
(2) B a r t le t t  op. c i t . 'Management and P ro d u c tiv ity  p . 79.’
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P e te r Vigor, w ritin g  as e d ito r  of the 'Vauxhall M ir ro r ', and 
th e re fo re  mouth p iece  of Vauxhall, s ta te s  th a t  i f  'employees can 
he welded in to  one team, f u l ly  aware o f th e  aim and purpose of the 
company, the  ups and downs of in d u s tr ia l  l i f e  can be weathered 
with fewer d isp u tes  and le s s  w astage. '  ( l )  In essence th is  was 
the B a r t le t t  view.
The Influence of-G eneral Motors
The in fluence  of General Motors on th e  development of Vauxhall 
has been seen to  have been fundamental in  terms of finance , 
p roduction , m arketing and overseas s a le s .  How f a r  did th i s  in flu en ce  
extend to  in d u s tr ia l  re la tio n s?  In essence the answer must be 
very l i t t l e .  I t  seems th a t  th i s  s id e  of the business was l e f t  
very much in  the hands of th e  B r it ish  management. This was probably  
due to  th e  d es ire  of Vauxhall to  tone down the American asp ec ts  of 
Vauxhall, and in d u s tr ia l  r e la t io n s  problems could b ring  th e  f u l l  g la re  
of p u b lic ity  on to  the  firm  in  a most undesirab le  way. Secondly, 
in  a l l  p ro b a b ili ty  the  G.M.Overseas O perations men f e l t  th a t  B r i t is h  
managers would understand B r it is h  workers f a r  b e t te r ,  and thus such 
s e n s itiv e  problems would be b e t te r  l e f t  to  them. The G.M.board were 
no doubt encouraged in  th is  view by th e  p ro f i ta b le  expansion of 
Vauxhall and i t s  peaceful r e la t io n s  with the woifcforce, which was in  
c o n tra s t to  G.M.'s own experience in  th e  1930s. (2)
(1) P.V igor 'P u ttin g  the Worker in  th e  P ic tu re ; The House Magazine'
in  (ed .) Blayney Thomas Welfare in  Industry  (1949) p .211.
(2) A.D.Chandler Giant E n te rp rise  (New York, 1964)^ p .197» The
United Automobile Workers held s i t  down s tr ik e s  in  G.M.'s
D e tro it p la n ts , vdiich su ccessfu lly  gained union reco g n itio n ,
but not w ithout a g rea t deal of b i t te rn e s s  and vio lence in  1936.
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T hird ly , B a r t le t t  was noted f o r  h is  independence and Maurice 
P la t t  r e c a l ls ;
' 'The stu rdy  independence n a tu ra l to  our S ir  Charles had 
undoubtedly become more marked in  the  war years, although Ï  
remember be ing  su rp rised  a t  the  o ff hand manner in  vdiich he 
tre a te d  J.D.Mooney, when J.D . v is i te d  Vauxhall in  1 9 3 8 . '( l )
In  f a c t  i t  was th e  w resting back of th is 'c o n tro l  by Mooney's 
successor, Ed. R iley ,, which le d  to  B a r t l e t t 's  demise and th e  running 
down of the B a r t le t t  in s t i tu t io n s  in  the 1950s. I n i t i a l l y  the  
disagreem ents cen tred  around post-w ar production p o lic ie s  concerning 
ca r models but th i s  was th e  beginning of 'a  prolonged and unhappy 
tug-of-w ar . . .  during which n e ith e r  s ide  would give way.' (2)
R ile y 's  own determ ination with th e  weight of G.M.0 .0 . behind him 
even tually  le d  to  B a r t le t t  being 'k icked  u p s ta ir s ' to  the  p o s t of. 
Chairman in  1953. (3) From th a t  time on th e  American in flu en ce  
s ig n if ic a n tly  increased  in  Vauxhall.
As Vauxhall developed ag a in s t a background of a rev iv in g  economy 
during the.w ar years and a f t e r ,  so too d id  the  re la t io n s  which 
B a r t le t t  had nu rtu red . The growth in  s iz e  of the  Vauxhall p la n t,  
m il i ta te d  a g a in s t in tim ate  co rd ia l r e la t io n s  on a personal le v e l ,  
and the  M.A.C. proved inadequate to  cope with the changes. In  the  
supply scare  economy of post-w ar B rita in  the  shortage of lab o u r 
ensured a le s s  d o c ile  workforce, and th is  too was in  a period  in
(1)M. P la t t  An Addiction to  Automobiles (1980) p .148.
(2) Ib id  p .148.
(3) -Who Was Who 1951-60 en try  on S ir  Charles B a r t le t t .
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which workers had le a rn t  much from th e i r  experiences of th e  war 
time economy. The gradual growth of unions p a r t ic u la r ly  by the  
l a t e  1950s, meant the  step  by s tep  replacem ent of the  B a r t le t t  
in s t i tu t io n s .  The men looked to  the  example of Fords, f o r  a 
Measured Day Work, a system whereby workers were paid  a f l a t  r a te  
of pay without th e  in c lu sio n  of bonus r a te s .  These, i f  any, were 
added a f t e r  the  b as ic  r a te  had been c a lc u la te d . The advantage 
was th a t  men d id  no t have to  look to  th e  bonus of th e  group to  
ensure a decent wage. The Measured Day Work ra te s  were annually  
ren eg o tia ted  by th e  unions.
An im portant f in a l  f a c to r  was th a t  th e  American c o n tro llin g  company 
began to  see the  n ecess ity  of more d i r e c t  involvement. Ihe number 
of Americans on th e  board increased  s ig n if ic a n tly  and began to  
exercise  very t ig h t  job co n tro l. 'They demanded the  a rb i tr a ry  
r i ^ t  to  speed up the production l in e  a t  w i l l . '  ( l )  . In  ad d itio n  
the Company was a t  'l ib è rb y  to  t r a n s f e r  men from one job to  ano ther, 
and even from th e  Luton fa c to ry  to  th e  Dunstable fa c to ry , (2) and 
th ere  i s  no re s is ta n c e  from th e  union s id e  to  such t r a n s f e r s . '( 3 )
In re tu rn  fo r  th ese  con tro ls  Vauxhall continued to  pay r e la t iv e ly  
high wages, with sh o rte r  hours than th e  engineering in d u stry  in  
general, and had a guaranteed working week. (4) Such a bargain  
could only be m aintained in  an expanding market, and once' th a t  
expansion began to  slow s ig n if ic a n tly  tro u b le  was p re d ic ta b le . In
(1) Ken W eller 'The Truth About V auxhall' S o lid a rity  Pamphlet 
No.12. .Undated but from mid-1960s, pp 4 ,5 .
(2) A Dunstable fac to ry  was b u i l t ' i n  th e  -early 1950s.
(3 ) Ferdynand Zweig ' The Worker in  an A ffluent Society  (1961) p . 238 ,
(4) W eller op .c i t . p .4.
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1966 with the Luton fa c to ry  on sh o rt time a s tr ik e  occurred and 
workers heseiged th e  D irec to rs ' O ffices and ' c r ie s  of bloody 
Americans were h e a rd , ' ( l )  The d e ta i ls  of th is  d isp u te  l i e  ou tside  
the  scope of th i s  study, but what was s ig n if ic a n t  was th a t  th e  
'tu rn ip  p a tch ' m en ta lity  seemed ho lo n g e r  to  e x is t  in  Vauxhall.
In  concluding th i s  chap ter an attem pt w ill  be made to  answer the
f
question  why was Vauxhall so tra n q u il  in  i t s  in d u s tr ia l  r e la t io n s  
fo r  so long. F i r s t ly ,  the Luton economy i t s e l f  was s ig n if ic a n t .  •
I t s  re lia n c e  on th e  h a t trad e  up to  the  F i r s t  World War en s ile d  l i t t l e  
union a c t iv i ty  and m ilitan cy . The experiences of th e  period  from 
1916 to  1921 were exceptional f o r  Luton apart from the  burning 
of th e  town h a l l  which was not d ire c t ly  caused by lab o u r problems. 
M ilitancy  died as quickly  as i t  a ro se . Secondly, th e  general s ta te  
of depression which ex isted  in  th e  in te r-w a r years was a general 
dampener on unionism in  the country, p a r t ic u la r ly  a f t e r  the 
disappointm ents of the- G eneral. S tr ik e . '
T h ird ly , the rap id  expansion of th e  town due to  the  a t t r a c t io n  of 
wozkers to  i t s  growing engineering and new in d u s tr ie s  ensured a 
constan t pool of labour from which employers could draw upon up u n t i l  
th e  e a rly  1940s. Fourthly, th e  p a te r n a l is t ic  p o lic ie s  persued 
by th e  B a r t le t t  regime continued to  ensure a compliant work fo rc e , 
whose growing demands were in te l l ig e n t ly  met and ca te re d  f o r  by 
reforms to  the in d u s tr ia l  r e la t io n s  s tru c tu re .  This included h i^ i  
pay, r e la t iv e  job se c u rity , group bonus, p r o f i t  sharing , union
(1 ) 'O ffice  Seige as Vauxhall Men S tr ik e ' D aily Mail l8 th  O c t .,1966 
front page, lea d  story .
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reco g n itio n  and the  s e tt in g  up of th e  M.A.C., as well as b e t te r  
w elfare , sp o rtin g , so c ia l and canteen f a c i l i t i e s .  . I n  ad d itio n  
channels of communications were .considerably improved and ,attem pts 
were made to  deal with p o te n tia l problems as soon as they were 
recognised. The workers were made to  f e e l  p a r t  o f‘ the  company 
and not mere p roductive ad juncts to  machines. Many managers were 
chosen not only fo r  th e i r  tec h n ica l a b i l i t i e s  but a lso  f o r  th e i r  
concern and understanding of the workers on the  shop f lo o r .
Promotion was open to  a l l  and based upon a b i l i ty .
One must nob a lso  fo rg e t the  r e la t iv e ly  is o la te d  na tu re  of Luton, 
vrtiich ensured th a t  Vauxhall was in su la te d  much more from th e  general 
in flu en ces  of th e  engineering and motor in d u s tr ie s ,  both in  
managerial and union terms'. Vauxhall was always regarded as 
something on i t s  own by o ther ca r  firm s.
In ad d itio n  B a r t l e t t 's  re ign  was in  a period  of expansion and while 
an upsurge of unionism did take p lace  at'V auxhall from th e  1940s, 
tro u b le  in e v ita b ly  begins when co n trac tio n  o r lack  of growth thw arts 
the  expectations of the work fo rce . This process d id  not begin u n t i l  
th e  1960s . F in a lly , the  close c o rd ia l i ty  of th e  B a r t l e t t  approach 
to  in d u s tr ia l  r e la t io n s  could work e f fe c tiv e ly  in  a r e la t iv e ly  small 
workforce on one s i t e  i . e .  about 12,000 a t  Luton by th e  time he l e f t .  
By the 'm id  1960s th a t  f ig u re  had jumped to  over 33,000 on th re e  
d iffe ren ce  s i t e s .  (Luton, Dunstable and Ellesm ere P o r t) .  Such 
in s t i tu t io n s  as the  M.A.C. were bound to  prove le s s  e f fe c tiv e  in  such 
a la rg e  and .geographically  spread o rg an isa tio n .
D espite these fo r tu ito u s  circum stances which coincided with h is  
period  as managing d ire c to r , he was in te llig e n t,a d a p ta b le -a n d  had
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considerable fo re —sig h t and th e re  i s  l i t t l e  doubt th a t  under h is  
p a te r n a l is t ic  tu te la g e  Vauxhall in d u s tr ia l  re la t io n s  were 
excep tionally  good, due in  la rg e  measure to  h is  p o l ic ie s .  As one 
of h is  old communist p ro ta g o n is ts  Harold Horne s ta te s ,  'Among 
B r it ish  in d u s t r i a l i s t s  I  would say he was one of the  le a d e rs  in  
th is  f i e ld .  He was a s tu te  and f a r  s e e in g .' ( l )
( l )  Harold Home in terv iew .
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CHAPTER SEVEN The Growth of Luton; From Hats to  O ars.
The in te n tio n  of t h i s  chap ter i s  to  show how the  eng ineering  industry- 
superseded the  h a t tra d e  as th e  s ta p le  in d u stry  of Luton and how, 
because of t h i s , th e  momentum of growth begun by th e  h a t trad e  
in creased . We s h a ll  consider how employment was a f fe c te d  and 
s p e c if ic a l ly  draw a tte n tio n  to  th e  t r a n s i t io n  in  which a  predom inantly 
female woikforce was rep laced  by a predom inantly male one.
The r i s e  of th e  'new in d u s tr ie s ' and th e i r  cushioning e f fe c t  on th e  
population  from th e  Great Depression w ill be seen to  exp la in  L u ton 's  
prosperous lo c a l  economy from th e  mid-1930s. W ithin th i s  general 
s tru c tu re  we s h a ll  examine th e  ro le  and importance of th e  New 
In d u s tr ie s  Committee and th e  extend of d iv e r s i f ic a t io n  in  L u ton 's  
economy a f t e r  the  in f lu x  of new in d u s t r ie s .
The Growth of Luton to  1921: The Hat Economy
The growth of L u ton 's  population  between 1851 and 1951 was rap id .
As th e  ta b le  below in d ic a te s , L u ton 's  growth was always w ell above 
the  n a tio n a l average, and in  some decades surpassed i t  by over 
30 p e r cen t.
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TABLE 29 PopiJlatlon of Luton In  R elation  to  N ational Growth, 
1821-1951.
Year Luton Pop. % in crease  % N at.IncJ % in c .
E n^and  & Coventry
Wales
1821 2,986 —
1831 3,961 3 2 16 -  •
1841 5,827 47 / 14 -
1851 10,648 82 12 -
1861 15,329 43 12 -
1871 17,317 13 13 - 4 ,7
1881 23,960 38 14 -
1891 30,053 25 11 -
1901 36,404 21 - 12 -
1911 49,978 37 10 74
1921 57,075 14 5 4 .9
1931 68,523 20 5 30
1939 92,062 34 3 34
1947 106,500 15 - -
1951 109,600 3 (19^  on 6(on 1939) -
1S09)
Sources; J.D yer and J.Dony The Story of Luton (Luton 1964 3rd ed .l975) 
p .x ic ; Population Censuses f o r  the County of B edfordshire 
1901, 1911, 1921,1931,1951. (H.M.S.O.); E .S terne The 
County Development P lan  1952 Beds County Council, (Bedford, 1952) 
Table I I ,  p .19. C alculated  from C.Cook and J.S tevenson 
The Longman Handbook o f Modem H istory  1714-1980, Population
ta b le  pp, 86 & 97 (1983).
Coventry Sources: A.L.Friedman Industry  and Labour (1977) 
pp 158 & 247.
There a re  th re e  periods of exceptional growth, and they  a l l  co incide  
with periods of increased  in d u s tr ia l  .a c t iv i ty .  The 1850s and l860s 
saw th e  r i s e  of th e  h a t in d u stry ; the decade from 1901 to  1911 saw
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the  estab lishm ent of many new in d u s tr ie s  in  Luton, and th e  1930s 
w itnessed the  expansion of th ese  new in d u strie s ', p a r t ic u la r ly  
th a t  of Vauxhall. This growth was comparable to  such towns as 
M iddleborou^, Crewe and Barrow -in-Fum ess in  th e  19th century .
W hilst the  development of" th ese  th re e  towns re s te d  h eav ily  on th e  
ra ilw ays, Luton Vs expansion re s te d  on th e  growth of th e  h a t in d u stry
f
in  th e  l a t t e r  h a lf  of the  19th century , and on the  a r r iv a l  of 
engineering concerns in  the  20th cen tury , ( l )  Thus while th e  h a t 
in d u s try  declined  in  the  in te r-w a r years the population  growth was 
not adversly  a f fe c te d , as th e  predominance of engineering , p a r tic u ls - ily  
th a t  of v eh ic le  b u ild in g , a t ta in e d  supremacy. This change in  
L uton 's  in d u s tr ia l  s tru c tu re  was to  have profound e f fe c ts ,  not only 
• on th e  p ro sp e r ity  of the  town but on the  balance of th e  lab o u r f o r c e .
The Growth of the  Hat Industry .
The main stim ulus to  th e  growth of th e  h a t in d u stry  had been the 
im position  of t a r i f f s  during the  Napoleonic Wars, which severe ly  
r e s t r i c te d  I ta l i a n  imports and encouraged the  home tra d e . (2)
I n i t i a l l y  the p l a i t  was mainly lo c a l ly  grown and made and Luton emerged 
as a m anufacturing cen tre  of the  f in a l  product, predom inantly women's 
bonnets. The c h a ra c te r is t ic s ' of p roduction  were small u n i ts ,  most 
of which were housed in  small workshops and were h eav ily  r e l ia n t  on
(1) The s im i la r i t ie s  axe c lo se r  between L uton 's popula tions growth 
and C oventry 's (another ra p id ly  growing engineering town), 
which a f t e r  experiencing a decrease in  18?1 , due>to th e  d ec lin e  
of the t e x t i l e  in d u s tr ie s ,  rose ra p id ly  from the  end of th e  
19th  Century with the estab lishm ent and growth of the  b ic y c le  
in d u stry  and motor ca r  in d u stry . In  f a c t  C oventry 's growth was 
double th a t  of Luton in  the  decade before 191^i th o u ^  L u to n 's  
growth was comparable in  th e  in te r-w a r  y ears.
( 2) James Dyer and John Dony The S tory  of Luton (Luton 196^;
1975 3rd  ed .) pp 103, 104.
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female labour. By 1851 Women accounted fo r  85 per.cent of the
workforce. Of th e  to ta l  workforce engaged in  straw  manufacture
in  Luton, 2,990 were female and 521 were male, ( l )  By th e  end of
the  century  th is  imbalance between male and female employees was
le s s  marked. The 1901 Census showed th a t  the  percentage of fem ale
lab o u r had f a l le n  to  6? p e r c e n t . ,  whereas the number of workers
who were engaged in  th e  h a t tra d e  had r is e n  to  over 10 ,000 ,(2 )
One of th e  main reasons fo r  ra p id  expansion in  the  tra d e  was th e
a r r iv a l  of the railw ay . A branch l in e  had been opened in  1858
and by i860 connected Luton with Dunstable, to  the  West, and Welwyn
to  th e  E ast. By 1868 a  d i r e c t  rou te  of the  Midland Railway was
constructed  to  London passing th r o u ^  Luton and ev en tu a lly  extending
to  L eice ster . (3) The railw ay  f a c i l i t a t e d  access to  la rg e  m aikets
and enabled cheaper imported p l a i t  to  be used b ring ing  co s t red u ction s.
This had the e f f e c t  o f c u r ta ilin g  p la i t  making in  rural Bedfordshire
and concen tra ting  th e  in d u stry  much more in  Luton.
Equally in f lu e n t ia l  to  the development of the  in d u stry  was the
in trod uction  of the sewing machine, and a concealed s t i t c h  machine
which
invented  by Edmund Wiseman in  18?8^enabled h i ^  q u a li ty  h a t making 
to  be mechanised. Despite th e  in tro d u c tio n  of machinery powered 
f i r s t  by steam and then by e l e c t r i c i ty ,  th e  basic  s tru c tu re  of th e  - 
tra d e  changed l i t t l e .  Dony s ta te s  th a t  'machinery, which in  so
Cl) G.M.Law 'Luton and the Hat Industry' The East Midland 
Geographer V ol.4, No.30 p .340, ta b le  1, December,1968.
(2) Census 1901: County of Bedford Occupation T ables, Table 35A, 
p .40 (H.M.S.O., 1903) .  ,
(3) F.G.Cockman The Railway Age in  Bedfordshire (Bedford, 1974) 
pp. 32 ,42 .
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many in d u s tr ie s  had forced  th e  small m anufacturers out of business 
and concentrated  production in to  th e  hands of a  few* la r g e r  firm s, 
had no such e f fe c t  on the Luton h a t industry .*  ( l )  The reason was 
th a t  homeworkers could use th e  machines ju s t  as e a s ily  as  the  
fa c to ry  workei*s, and thus th e  change from hand to  machine sewing 
only had th e  e f fe c t  of in c reasin g  p ro d u c tiv ity . The la rg e  number 
of production  u n its  continued to  be the  fe a tu re  of th e  in d u s try , 
and they  v aried  in  s iz e  from fa c to r ie s  employing 200 to  300 people 
to  semi-domestic u n its  employing a  fam ily  and one o r two h ire d  
w orkers. In  f a c t ,  the  number of firm s increased  from about 40 in  
1850 to  over 400 by 1910. (2)
According to  Dony, in  the  years up to  the  1 s t  World War L u to n .. .  
im pressed v is i to r s  with i t s  la rg e  su rp lus of women and had the 
rep u ta tio n  of being a p lace where men w ere.kept by th e  women.'( 3 )
The population  censuses between I 9OI and 1921 c le a r ly  show th is  
imbalance.
TABLE 30 Population and Workforce o f Luton 1911, 1921 and 1931 ■ W
Year Total Pop. Male Pop. Fema le  Pop. Male Female
  Workforce Workforce
1901 36,404 16,424 19,980 12,492 + 16,008 +
1911 *49,978 23,522 26,456 18,481 + 21 ,3 2 0 +
1921 60,257 28,279 31,978 ^26,734 + 30,341 + •
+ This includes unocciq)ied and r e t i r e d .
What occupations employed the male labour force? According to  th e
(1 ) Dyer and Dony o p .c it  p. 127. Dony was resp o n sib le  f o r  the
chapters on Luton in  the  period  from the  17th Century.
(2) C .M.Law'Luton and the H at-Industry ' o p .c it  p .338*
(3 ) Dyer and Dony Ib id  p .128.
(4). Source: 19OI Census Bedford P a r t 1 , Population T ab les , Tables 35,
p .40 (H.M.S.O., 1903); 1911 Census, County of Bedford 
Occupation Tables Table 25, p .80, 1921 Census, County of Bedford
Occupation Tables Table 16 , pp 21,28.
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census re tu rn s , before the F i r s t  World War the  la r g e s t  s in g le  male 
occupation was th a t  of h a t making. In  1911 a to ta l  of 4,125 males 
a re  given as working in  the  h a t and d ress  trad e  and a l l i e d  
occupations, ( l )  The men tended to  be owners of th e  f irm s, and 
a l l  th e  blockmakers were men, (2) Bleaching and dyeing was a lso
a so le ly  male area  of employment. O ther h a t trad e  employment f o r
men was in  the  general fe tc h in g  and carry ing  of m a te ria ls  and 
f in ish e d  products, as well as boxing and packing. The nex t th re e  
la r g e s t  occupations, were general engineering 1,839» B uild ings and 
co n stru c tio n  1,565, and 'conveyance of men, goods and m essages',
1 ,121. (3) Probably the  railw ays took th e  m ajo rity  of t h i s  l a s t  
s e c tio n . The r e s t  were absorbed in  r e ta i l in g  perfotm ing work in  
p u b lic  houses and f u l f i l l i n g  a v a r ie ty  of se rv ice  and maintenance 
fu n c tio n s  in  sundry tra d e s . I t  i s  in te re s t in g  to  note th a t  'm otor 
c a r ' makers appears as a sep a ra te  category fo r  the  f i r s t  tim e in  th e  
1911 census, and they number 666; those were almost e n t i r e ly  workers 
a t  Vauxhall and Gommer Gars. (4) In  the  areas surrounding Luton 
males tended to  work in  a g r ic u ltu re  and th e  growing b ric k  in d u s t r y ,(5) 
By the  l a t e  19th  Gentury two basic  problems a f f l i c te d  th e  h a t tra d e ; 
excessive productive capacity  caused by m echanisation, and the  e f f e c t  
of s e a so n a lity  in  the  trad e  which le d  to  h i ^  unemployment a t  c e r ta in  
tim es of the  year. The e f fe c ts  of s ea so n a lity  was le ssen ed , to  
some degree, by th e  production of men's boaters,w hich were l e s s  l i a b l e
(1 ) 1911 Gensus Occupation Tables ta b le  24 p ,?9 ,
(2) Blockmakers made the wooden moulds which formed the  b a s ic  shape 
of the h a ts .
(3) Op c i t .1911 Gensus, ta b le  24, p ,?9 .
(4) Ib id  ta b le  24, p .79.
(5 ) Dyer and Dony o p .c it  p. 128,
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to  fash io n  f lu c tu a tio n s  than  women's.headwear, ( l )  However, 
seasonal unemployment remained a worrying fe a tu re  of th e  tra d e .
Thé com petitive s tru c tu re  of small u n its  a lso  prevented attem pts 
a t  co n tro l by th e  employers, and ensured th a t  the tra d e  w as.incapable 
of so lv in g  the  underlying d i f f i c u l t i e s . - '  ^
The re s p o n s ib il i ty  of a ttem pting  a so lu tio n  to  th ese  problems, 
th e re fo re , f e l l  to  bodies o u tside  the  h a t tra d e . In  18?6 Luton had 
been granted municipal b o ro u ^  s ta tu s  (2) and in  the  fo llow ing  year 
a Chamber o f Commerce was founded ..-(3) , ' ^
Both th e  Chamber and th e  B orou^ Council were well aware of L u ton 's  
re lia n c e  on one tra d e , and th e  problems th a t  i t  would b rin g  to  th e  
town i f  th a t  in d u s try  were to  s u f fe r  a  d ec lin e  or a dep ression .
These bodies f e l t  th a t  they could not solve the  problems of the h a t 
in d u stry  but could o f fe r  an ex terna l so lu tio n  in  a t t r a c t in g  in d u s tr ie s  
to  the  town. In  1889 a 'New In d u s tr ie s  Committee' was s e t  up; 
co n s is tin g  of an equal number of re p re se n ta tiv e s  from th e  Town Council 
and the  Chamber of Commerce; and serv iced  by th e  Town C lerk and th e  
S ecre tary  of the  Chamber of Commerce. (4)
The c iv ic  le ad e rs  took a conscious d ec is io n  to  reduce th e  tow n's 
re lia n c e  on one tra d e , by a t t r a c t in g  new in d u s tr ie s  to  th e  town, 
p a r t ic u la r ly  those which would employ male lab o u r.
Thomas Keens, who had been asso c ia ted  with the committee from i t s
(1) D.A.Binder 'The Luton Hat In d u stry . Aspects of th e  Development 
of a L ocalised  T rad e .' (Unpublished P h .D .th esis . U n iv ersity
of Southampton, 1970) p .77.
(2) . Dyer and Dony op. c i t  p . l4 l .
(3) Ib id  p .143 '
(4) Luton Chamber of Commerce Journal V o l.l. N o.l. December, 1919* 
p .4. The Luton New In d u s tr ie s  Committee was th e  f i r s t  o f i t s  
kind in  B r ita in .
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e a r l i e s t  days, wrote of th e  aims in  the Chamber of Commerce  Joum alj_ 
'The Luton Chamber of Commerce was th e  f i r s t  Chamber in  the  
country to  consider th e  question  of sy stem a tica lly  b ringing  
before  firm s who were compelled to  move out of London, or 
o th e r  la rg e  c en tre s , th e  advantages of Luton as an in d u s tr ia l  
c en tre . The reasons were two fo ld . The h a t in d u s try  by i t s  
n a tu re , must employ a f a r  la r g e r  p roportion  of women than men, 
th e re fo re  ^nployment of men was req u ired , and a t  th e  same tim e 
experience has proved th a t  th e  f in e s t  c la s s  of workers come from 
fa m ilie s  of the  h igh ly  s k i l le d  a r t i s a n . ' ( l )
The l a s t  phrase meant th a t  by a t t r a c t in g  s k il le d  male lab o u r the  
town would a t t r a c t  s k i l le d  female lab o u r as w ell, to  supply the  h a t  
tra d e . In 1926 Keens r e -s ta te d :  'We have had many o p p o rtu n itie s  of 
g e ttin g  in d u s tr ie s  which might have absorbed female lab o u r, but th e  
idea guidihg our work was th a t  in  Luton in d u stry  absorbed very much 
more female than male l a b o u r . . . .  (we) th e re fo re  endeavoured to  secure  
such in d u s tr ie s  as would provide employment f o r  males l o c a l l y . '( 2 )  
This p o licy  was very successfu l and befo re  the  1 s t  World War Luton 
a t t r a c te d  a number of new in d u s tr ie s  u n re la ted  to  th e  s ta p le  t r a d e .  
The most im portant were engineering based and employed predom inantly 
male lab o u r. Before th is  wave of new in d u s tr ie s  h i t  Luton the  
number of firm s ou tside th e  h a t tra d e  were few. Hayward-Tyler, 
which e s ta b lish e d  a b rass and iro n  foundry in  Luton in  18?1, and.
- f l)  Luton Chamber of Commerce J ou rn a l , Thomas Keens 'The^New 
In d u s tr ie s  Committee.' August, 1922. V ol.3* No.33 .p .89*
See a lso  -  Thomas Keens 'The Commercial Development of Luton ' 
Luton News l4 th  November, 1912, p .3 .c o l .3.
(2) Luton Chamber of Commerce Journal February, 1926. V ol.V II,
No.75 p .41.
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produced soda-syphon machinery, ( l )  By f a r  the  b ig g est firm  in  
Luton, i t  employed over 500 men towards the  end of the  19th  Century. 
There was a lso  Balmforth and Company which produced b o ile rs  and was 
much sm aller. (2)
The f i r s t  of th e  'New' in d u s tr ie s  to  a r r iv e  was Laporte Chemicals 
which tra n s fe r re d  i t s  concern from Shipley in  Y orksh ire .(3) In  
Luton the  company manufactured hydrogen peroxide which was used in  
the  b leaching  p rocess in  th e  h a t trad e  and i t  seems p o ss ib le  th a t  
th i s  may have provided the  in cen tiv e  f o r  the  operation  to  be removed 
to  Luton. However, the  Luton p la n t was never r e l ia n t  on th e  h a t 
tra d e  f o r  orders and d esp ite  the  r is in g  t a r i f f  b a r r ie r s  expanded 
on th e  b as is  of a  growing export tra d e  to  Europe. (4)
In 1895 a* small branch of th e  Davis Gas Stove Company was formed in  
Luton and in  190? the  main p a r t  of th e  firm  moved down from Scotland . 
At th e  time of th e  move 45O men were employed many coming from 
Scotland to  become known as th e  'Scotch Colony.'(5 )  As i t s  name 
suggests, Davis mainly produced gas s to v es , but i t  a lso  made h ea tin g  
and laundry  apparatus, as well as ra d ia to rs  and general c a s tin g s . 
Although most of i t s  employees were male some women were a lso  
employed.(6) *
In 1902 the  English and S c o ttish  J o in t C.W.S. cocoa and choco late  
fa c to ry  was opened, and in  th e  follow ing year the  B r i t is h  G ela tine  
Company a rr iv e d , (?)
(1 ) Thomas Keens 'The Commercial Development of Luton' Luton News 
l4 th  November, 1912 p .3» c o l .3 .
(2) Dyer & Dony o p .c it  p .l3 1 .
(3) P rog ressive  Luton Published by The Empire Trade League . (Luton
1933) P.13.
(4) Ib id  p .1 3 .
(5) Luton News 11th Ju ly , I 907, p .5 . c o l .4 .
(6) Luton News 8th June, I 911 p . 7, co ls  3 & 4 . .
( 7) T.Keens 'The Commercial Development of Luton* Luton News l4 th  
November, I 912 p .3, c o l .3 .
224.
I t  was not u n t i l  1905 th a t  th e  new engineering firm s a t  which 
the  New In d u s tr ie s  Committees Location p o lic y  was aimed, began 
to  a r r iv e .  F i r s t  was the West Hydraulic Company vhich moved 
from Bradford and, of course, Vauxhall Motors, from London,
In 1906 a  p o te n tia l  r iv a l  to  Vauxhall , Commercial Cars Limited 
a rr iv e d , A lth o u ^  the  new company did  produce a  few passenger 
v eh ic le s , production  was soon concentrated  on commercial v eh ic le s ,
(1 ) A lth o u ^  Vauxhall was to  outgrow Commercial Cars in  the  long 
run, u n t i l  th e  1 s t  World War and immediately th e re a f te r  the  companies 
employed s im ila r  numbers of employees as Table 3I in d ic a te s .
In 1906 ano ther engineering f in n  George Kent L td . , e s ta b lish e d  
i t s e l f  in  Luton a f t e r  having removed from London. S p ec ia liz in g  
in  th e  production  of water m eters and a i r ,  gas and steam m eters, 
the  work fo rce  comprised mainly s k il le d  men, such as  instrum ent • 
m akers.(2)
In 1910 Skefko Lim ited, l a t e r  to  be S .K .F ., was the  l a s t  of th e  
major new in d u s tr ie s  to  a r r iv e  before 1914. P a rt of the  Svenska 
K ullager Fabriken O rganisation (Swedish B all-bearing  F actory  based 
in  Sweden). Skefko sp e c ia lis e d  in  the  production of b a ll-b e a r in g s .
(3) S ig n if ic a n tly , i t  was th e  f i r s t  foreign-owned company to  
e s ta b lis h  i t s e l f  in  Luton. There were a  few sm aller engineering 
concerns but they  were not to  assume much importance to  the  growth 
of the  Luton economy.
A testam ent to  th e  importance of th e  railw ay  as an a t t r a c t io n  to
(1 ) P rogressive  Luton op. c i t  p .19; H .G .Castle ' B r i ta in 's  Motor 
Industry  (195Qr~P»189; Luton News 11th August, 1911,p .7 .C ol.4 .
(2) The George Kent Centenary George Kent Ltd (Luton,1938)
pp 14,15; 'The George Kent Group I 838 To Today' (T ypescrip t, 
Kents 1978) p . l .
(3) P rogressive  Luton o p .c it  p .25; 'The H istory  of SKF (U.K.) 
L im ited .' (Typescript 1979) p . l .
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th ese  in d u s tr ie s  was th e  f a c t  th a t  most of them acquired  s id in g s  
ad jacen t to  th e  main l in e s .  By 1914 the  s t i r r in g s  of change to  
the  s tru c tu re  of the  Luton economy had begun. When’measured by 
the number of people employed, a p a tte rn  emerges of a  number of 
r e la t iv e ly  sm all, but rap id ly  growing concerns.
TABLE 31 Size of Major Non-Hat Firms in  Luton to  1914 ( l )
Year Davis
Gas
SKF Kents Laporte Commer Hayward-
T yler
Vauxhall
1907 450 (1898
0.25)
208 500 200
1911 700 150 500 500
1912 900 200 350 560
1913 1,000 250 (1924-
274
600 575
Dony's rankings p laces Hayward-Tyler as th e  la rg e s t  non-hat firm , (2)
but th e  evidence above c le a r ly  shows th a t  Davis was a lread y  la r g e r  
than Hayward-Tyler by 1911, and th e  two veh ic le  producers were c lo se  
behind, . ‘ .
(1 ) Source:
Davis -  Luton News 11th Ju ly , 1907, p.5* c o l .4; 'L u to n 's  B iggest 
In d u s tr ia l  C oncern ', Luton News 8th  June,1911 p .7 ,co ls  
3 & 4; Luton News 29th January ,1914 p .6, c o l .3 .
SKF -  H isto ry  of SKF (U.K.)Ltd o p .c i t  p . l ;  Luton News 
28th A pril, 1932 .p .8 , c o l .3 . Review of company.
Kents -  The George Kent Centenary op. c i t  p . l6 .
Laporte -  Laporte Q uarterly  Spring, 197^ p .3; Luton News l4 th  August, 
1924. p .7 , c o l . l .
Commercial Cars -  Luton News 11th Ju ly , 1907, p .5 , c o l .4; Luton News 
17th  August, 1911, p .7, cos 4 & 5 .
Hayward T yler -  Dyer and Dony op. c i t  pp 130,154.
Vauxhall -  ' Vauxhall Facts and F ig u re s ' op. c i t .
(2) Dyer and Dony o p .c it  p .154.
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In  o rder of s iz e  of workforce, th e  s ix  main firm s were Davis,. 
Hayward-Tyler, Commer and Vauxhall, Kents and Skefko. Each was 
la rg e r  than th e  la rg e s t  s i n ^ e  h a t firm , which Law estim ated  as 
employing 3OO to  400 workers, ( l )
However, the h a t tra d e  as an in d u stry  waë to  remain im portant in  
Luton u n t i l  the  2nd World War. In  1911 n early  44 p e r cent of 
the  t o t a l  workforce and 72 p e r  cen t of a l l  employed women were 
engaged in  th e  h a t tra d e . (2), By c o n tr a #  the  seven la r g e s t  
non-hat trad e  firm s shown in  Table 28 employed no more than  3»500 
workers which accounted f o r  le s s  than l4  p e r cent of th e  to ta l  
occupied workforce, and even inc lud ing  the  few women which were 
employed by th e se  firm s only accounted fo r  22 p er cent of th e  t o t a l  
male occupied population . (3)
The 1 s t  World War gave a huge impetus to  the  engineering tra d e , 
and Skefko, Kents, Commer and Vauxhall received  war c o n tra c ts  which 
n e ce ss ita te d  considerable expansion. Skefko was employing n ea rly  
7,000 workers a t  the  heigh t of the  war (4) and Kents over 8 ,0 0 0 .(5 )
A la rg e  sh e ll f i l l i n g  fa c to ry  was a lso  b u i l t  a t  ChauL End and th e  
town w itnessed th e  a r r iv a l  of th e  f i r s t  a i r c r ^ t  fa c to ry  in  the  
shape of H ew litt and B londeau.(6) The e f fe c t  was to  s tren g th en  
the  p o s itio n  of th e  female workforce as. they were req u ired  in  th e  
labour sh o rt economy, and many were a t t r a c te d  away from th e  h a t tra d e  
by h ig h er wages and reg u la r employment. The h a t tra d e , although
(1 ) Law 'Luton and-the Hat In d u stry ' op. c i t  o .338.
(2) Census 191I .  County o f Bedford, Occupation Tables Table. 25,
p .80. (H.MiS.0,1914) . ■ '
(3) C alculated  from Ib id  Census 19I I ,  Occupation Table 25, and 
Table 28 p .187.
(4) Luton News 15th January, 1920 p .4, c o l .5 .
(5) The George Kent Centenary o p .c it  p . l6 .
(6) ' Aeromania' F j i ^ i t  11th June,1915, p .419.
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not hampered by government r e s t r ic t io n s  was often  sh o rt of 
m a te ria ls  and always sh o rt o f labour and l o s t  many of i t s  overseas 
m arkets, ( l )  I t  never regained  i t s  previous p o s itio n . A lth o u ^  
th e  engineering in d u stry  dec lined  from i t s  war time o u t p u t a t  
no tim e was reduced to  i t s  pre-w ar l e v e l .
The predominance of women i s  a lso  c le a r ly  re f le c te d  in  the  a r r iv a l  
of union m ilitan cy  when in  I 916 th e  women munition workers a t  Ghaul 
End s tru ck  f o r  b e t te r  pay and co n d itio n s(2) This was an in d ic a tio n  
of t h e i r  awareness of th e i r  importance to  the war e f f o r t .
At the  end of th e  war th e re  was a  sharp d ec line  in  female lab o u r 
as th e  men re tu rn ed  from th e  war and s o u ^ t  employment. The tre n d  
was a  n a tio n a l one but Luton shared th is  experience, p a r t ic u la r ly  
th e  resentm ent by some men who accused women of p reven ting  them from 
gain ing  employment in  the t r a d i t io n a l  male occupational p reserves 
such as engineering. In  1919 and 1920 th e  Luton News had re g u la r  
re fe ren ces  in  i t s  e d i to r ia l  and l e t t e r s  columns to  th i s  i l l  f e e l in g s (3) 
The d ec line  of th e  war-time peaks in  female employment in  Luton a re  
evidenced by th e  1921 Census re tu rn s . Thou^ the  p o te n tia l  female 
workforce a c tu a lly  had increased  from 20,629 in  I 9I I  to  24,417 in  
1921, th e  numbers a c tu a lly  engaged in  occupation had s l ig h t ly  
dec lined  from 10,286 in  I 9I I  to  10,057 in  1921. (4) Even female 
employment in  th e  h a t trad e  seems to  have declined  in  th ese  ten  years 
from 7,411 in  I 91I  to  5,992 in  1921. (5) The p ic tu re  i s  com plicated.
(1 ) Dony and Dyer op. c i t  p .169 .
(2) See Chapter 5* •
(3) ' In d u s tr ia l  R eport' Luton News p .4 c o l .5 .fo r  example. 30th J a n .,
1919 . a lso  L e tte rs  from d isg ru n tled  unemployed men in  Luton News 
8 th , 15th  and 22nd A pril, 1920. L e tte rs  columns.
(4) Source; Census 1911, Occupation Tables, ta b le  25, p .80; Census
1921 County of Bedford. Occupation Tables, Table I 6 , pp 21^28.
(5) Ib id .
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however, by the  depression in  1921, and the  census o f th a t .y e a r  
shows alm ost l4 ,500  women in  Luton e i th e r  r e t i r e d  o r unoccup ied .(l) 
Dohy's d e sc rip tio n  of Luton a t  th e  end of th e  F i r s t  World War 
as an engineering cen tre  (2) might be taken as implying th e  
concomitant d ec lin e  in  female employment in  th e  lo c a l ' economy, 
but th i s  would be an erroneous in te rp re ta t io n  of th e  e f fe c t  of 
engineering expsmsion in  Luton during th e  war.
By comparison with the  Midlands Luton was s t i l l  a  sm all cen tre  of 
engineering in  1920 when th e  h a t tra d e  continued to  predom inate' in  
terms of employment. In  1911 2,505 workers were employed in  
general engineering and machine making (inc lud ing  ca rs)  (3 ) , by 
1921 th a t  number had r is e n  to  4 ,496, (4) bu t th e  1921 f ig u re  s t i l l  
only rep resen ted  16 p e r cent of th e  to t a l  occupied Luton w oikforce, 
and 24 p e r cen t of th e  to ta l  male occupied workforce. (5) In  f a c t ,  
th e  1921 depression  and i t s  a f t e r  e f fe c ts  h i t  th e  engineering  in d u s try  
very severe ly  in  Luton and fo r  th e  f i r s t  few years of th e  1920s 
co n trac tio n  occurred when firm s such as Vauxhall, Commercial Cars, 
and H ew litt and Blondeau stru g g led  fo r  su rv iv a l. (6)
The h a t in d u stry , by c o n tra s t, seems to  have succeeded in  w eathering 
th e  depression f o r  in  1921 the  Luton News rep o rted  th a t  th e  'S traw  
Trade was having a good t im e .' (?) Unemployment tended to  be l e s s  
on average than  in  engineering and women's unemployment was always 
well below th a t  of th e  men. N evertheless, some cau tion  should be
(1 ) Census 1 9 2 1 ,.County of Bedford. Occupation Tables Table I 6 pp 21-28
(2 ) Dyer and Dony op. c i t  p .l6 9 .
(3) Census 1911 Occupation Table op. c i t .
(4) Census 1921 Occupation Table o p .c i t ,
(5) C alcu lated  from 1921 Census Occupation Table op. c i t .
(6) H ew litt and ELondeau went in to  liq u id a tio n  in  1919 see
'Aeromania' in  F lig h t op. c i t . Commercial Cars was in  f in a n c ia l  
d i f f i c u l t i e s  from 1920 and went in to  th e  hands of th é  re c e iv e r  
in  1924. U n til 1926 i t  continued production in  a  sm all way 
inin by th e  rec e iv e r  when*it was purchased by Humber, and l a t e r  
absorbed by th e  Bootes Groiq>.^ See Luton News 10th J u ly ,1924 
p .13 , c o l . l .  and Progress'L uton  o p .c i t .p .19
(7)  Luton News 12th May, 1921 p .2.
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used in  making bold statem ents based on such in form ation .
Seasonal unemployment s t i l l  remained in  the  tra d e , adding to  the 
ovferall r e g is te r  from June to  August and to  a g re a te r  degree from 
November to  the  beginning of January, periods when th e  tra d e  was 
t r a d i t io n a l ly  d u ll .  In  ad d itio n , some women would not r e g i s te r  
as unemployed and th e re fo re  accu ra te  s t a t i s t i c s  fo r  comparison a re  
lack in g . N evertheless, th e  follow ing re tu rn s  from th e  Luton 
Employment O ffice give some in d ic a tio n  of th e  r e la t iv e  e f fe c ts  of 
the depression on the h a t and engineering tra d e s .
TABLE 32 Unemployment in  Luton 1920-1924.
Month Year Men • Women Total Engineering H ats(9)T otal %
Unemployed
Sept. 1920 474 60 534 150 100 3 .0 (1)
Jan. 1921 * 2,761 .  394 3,155 N.A. N.A. 14 .0 (2)
May* 1921 3,029 637 3,666 N.A. . N.A. (18 .0 )* (3)
Nov. 1921 2,610 570 . . 3,180 1,456 530 16.0 (4)
Feb. 1922 2,909 309 3,218 1,500 N.A. 14 .2 (5)
Sept 1923 1,109 801 1,910  • N.A. N.A. 8 .2 (6)
May 1924 814 179 993 225 242 4 .3 (7)
* H ighest f ig u re  was recorded in  A pril, 1921 
This was 18.0 p e r  cent of th e  workforce.
which was 4 ,l4 0 . (8)
I t  can be seen th a t  unemployment among women was always much low er
than th a t  of men, and in  th e  h a t tra d e  was much lower than  th a t  in
engineering. I t  was not u n t i l  1924 th a t  unemployment in  both tra d e s
(1) Luton News 'Luton Unemployment' 30th S ep t., 1920 p.5» c o l .6.
(2) Luton News ' Unemployment F ig u res ' 2?th January,1921 p .5 » c o l .5 •
(3) Luton News 'Luton Unemployment F ig u re s ' 26th May,1921 p .6 ,c o l . 6.
(4) Luton News 'Luton and D is tr ic t  Unemployment Committee' l ? th  Nov.,
1921, p . 7, c o l .4.
(5) Luton News ' Unemployment F igu res ' 9th February, 1922 p .6 ,c o l .6.
(6) Luton News 'Unemployment in  Luton' 20th September,1923» p .9 » c o l.4 ,
(7) Lutbn News ' Unemployment on th e  Downward P a th ' 15th May,1924,p . 9 . c o l .1
(8) Luton News 'Employment in  Luton' 28th April,* 1921 p . 7»c o l .5 . No
breakdown of male and female given, nor occupational breakdown 
of f ig u re s .
(9) Luton News 13th A pril, 1922, p .5 ,c o l .3 .;  20th S ep t., 1923 p-9  
c o l .5; 15th  May, 1924 p .9, co l:6 .
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was r p u ^ ly  equal and by th a t  time engineering was f u l ly  emerging 
from th e  depression . In  many resp ec ts  then th e  h a t in d u stry  
a c tu a lly  cushioned the  e f fe c ts  of the  depression to  som e.extent.
Had engineering been le s s  prominent in  the  post-w ar years Luton 
would have su ffe red  f a r  le s s  sev ere ly  from th e  e f fe c ts  of the  
depression .  ^ As i t  wa’s , th e  peak of 1921 accounted fo r  18 p er cent 
of th e  insured  Luton workforce, whereas th e  n a tio n a l peak never 
reached 1? p e r c e n t( l)  in  th a t  year.
The Luton Economy 1921-1950: The Rise to  Predominance of E ngineering.
In the  f i r s t  s e c tio n  of th i s  chap ter we have seen how th e  h a t 
in d u s try  grew in  th e  19th Century, and a t  the  same tim e gave r i s e  
to  concern over L uton 's t o t a l  re lia n c e  on one tra d e . The New 
In d u s tr ie s  Committee which was formed in  1889 to  absorb male employment 
and to  d iv e rs ify  the  tow n's in d u s tr ia l  base, succeeded in  a t t r a c t in g  
a considerable number of new in d u s tr ie s  before  th e  F irs t,W o rld  War.
The in te r-w ar years continued to  w itness t h e i r  considerab le  growth, 
and the  f a r  s i f t e d  p o lic ie s  of Thomas Keens and o thers  were to  see 
engineering r i s e  to  preeminence and while the  h a t tra d e  re tu rn ed  to  
pre F i r s t  World War le v e ls  in  th e  1920s, i t  was to  experience a 
r e la t iv e  d ec line  in  the  1930s as Table 33 rev ea ls .
( l )  Stephen Constantine Unemployment Between the Wars (1980) p .3.
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TABLE 33 Insured  Workforce and Occupied Workforce in  
Luton 1901-194-8.
Year Hats % o f Engineering % o f Veh ic le s  % o f Total Vauxhall-T- —  tsm g r  ZT WST rsrv ?
^ / f  v eh ic le
1901 10,080 53 1111* 5 .8  -  . -  -  “
1911 11,536 44 2505* 9.5  -  -  -  ^ '9
1921 8,717 30 4496^ , 16.0  -  -  4 .2
1931 11,515  32 4259^ 11.9  2,500  7.0  19 • 6.8
1939 11,700 24 6883^ 14.0 10,442 21.0  35 18.5
1945 2,111 5 12 , 089^ 28.0  13,545 31 . 0.59  27.2
1951 5 ,7 6 3  9 1 3 ,5 7 5 °  21.6  1 3 ,9 9 3  2 2 .3  44 1 9 .2
a = v eh ic les  included; "bF sep ara te  from v eh ic les ; c = sep ara te  from
v eh ic le s  but includes 
a i r c r a f t .
Sources; Census I 9OI County of Bedford Occupation Tabl e s ,  Table 35A,p.40.
Census 191I  County o f Bedford Occupation T ables, Table 24 ,p .79.
Census 1921 County o f Bedford Occupation T ables, Table I 6 ,p p .21-28.
Census of England and Wales 1931 In d u stries and
C la s s if ic a t io n  Tables V o l .I l l ,  Table 2, p p .13-19.
Vauxhall Facts and Figures'.. (Vauxhall Motors,. Luton,I 966)
pp. 2 . 3 .
. - ■ '  , • . .
By the  mid 1920s Luton and th e  country in  general were experiencing
a sp u rt of in d u s tr ia l  growth as the  worst excesses of th e  post-w ar 
depression  were l e f t  behind. New in d u s tr ie s  began to  a r r iv e  in  
Luton once again . In 1926 the  Swedish firm  E lec tro lu x  e s ta b lish e d  
i t s  main B r itish  base in  Luton; ..(l) in  1925 th e  Cundall Folding 
Machine Company s e t  up a  fa c to ry ; (2) and in  1929 th e  chemical firm  
of Alcock (Peroxide) Lim ited e s ta b lish ed  i t s e l f  in  Luton. (3)
Cundall and Alcock were not la rg e  concerns bu t E lec tro lu x  was to
(1 ) Luton Chamber of Commerce Journal February, 1926 p .42.
(2) P rogressive  Luton The Empire Free Trade League (Luton,1933)p.I3*
( 3) Ib id  p . 3 2 .
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to  w itness considerab le  expansion, p a r t ic u la r ly  in  th e  1930s,
when th e  growth of the  consumer goods market induced r is in g  
»
sa le s  of products such as r e f r ig e ra to r s  and vacuum cleaners  
inc lud ing  those produced by th e  Luton companies.
The production of m o to r.veh ic les, b a l l  bearings, domestic^ consumer 
durab les, and chem icals a l l  enjoyed a  considerable expansion, 
p a r t ic u la i iy  a f t e r  1934 when the  worst of th e  depression  had passed. 
Towns such as Luton, Coventry, Oxford and-Birm in^am , to g e th e r 
with suburban London areas which contained new in d u s tr ia l  e s ta te s  
near main a r t e r i a l  roads p a r t ic ip a te d  in  t h i s  p ro sp e r ity , and were 
in  s ta rk  c o n tra s t to  the  depressed reg ions in  th e  North, South Wales, 
and Scotland, which languished  in  depression  u n t i l  th e  onset of war. 
Luton exem plified th is  new growth and the  depression was in  many 
senses an un fo rtunate  in te r lu d e  in  i t s  rap id  growth. The one drag 
on th e  p ro sp e rity  of Luton was the  h a t tra d e  which began to  experience 
se rio u s  d i f f i c u l t i e s  in  th e  1930s. In  terms of i t s  .work fo rce  i t  
experienced only a s l i ^ t  d ec lin e  in  numbers and i t  appeared to  be 
s t a t i c  but th i s  h id  a m ultitude of s tru c tu ra l  f a u l ts ,  which were 
to  ensure th a t  i t  never re-emerged as the  la rg e s t  s in g le  in d u stry  
in  Luton a f t e r  th e  Second World War.
The la r g e s t  s in g le  concern in  Luton was Vauxhall Motors which had 
enjoyed th a t  s ta tu s  s ince th e  e a r ly  1920s and a f t e r  i t  was acqu ired  
by General Motors in  1925, and re -o rg an isa tio n  and expansion had 
taken p lace a f t e r  1929, th a t  lead  was to  grow s ig n if ic a n t ly  as th e  
fo llow ing ta b le  re v e a ls .
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TABLE 34 Size of Luton Firms 1919-1950.
Year Davis Skefko Kents Laporte E lec tro lux  Vauxhall
1$19 -  775 1,114 -  -  ' 1,023
1921  -  1,000  -  -  -  1,210
1924 -  1,000  -  271 -  1,750
1926 -  -  -  -  300 1,934
1 9 3 3  -  -  -  400 700 5,200
1934  -  1 ,7 0 0  -  -  -  6,352
1935 2,000 -  -  -  -  6,726
1936 -  2,000 -  -  1,500 7,660
1938 -  -  1,750  -  -  8,589
1950 1,800 3,000 3,000 -  2,000 12,659
Sources: Davis: Luton News Jrd March, 1935, P*7, c o l .5; Beds.
Engineering Employers A ssociation  Minute Book,
16th  Nov., 1950.
Skefko:Luton News 15th  Ja n .1920, p .4, c o l . l .  For 1921 
and 1924 , 'A H istory  of SKF (UK) L td ' (T ypescrip t, P.R.
Dept, 1979) p .2 and p .4 f o r  1934. Luton News 3rd Dec.,
1936, p .10 c o l . l .
Kents: The George Kent Centenary, 1838-1938 (Kent L td .
Luton, 1938) p .23 . Luton News 22nd September, 1949 p .2 .co l.3<
L aporte: Luton News l4 th  Aug., 1924. p .7. c o l .T .P rog ressive
Luton Empire Trade League (Luton, 1933) P«31.
E le c tro lu x : 'E le c tro lu x  Lim ited: H is to r ia l  Notes'
(T ypescrip t, p . r .  D ept., 1977) p .2.
V auxhall: ' Vauxhall Facts and F igures ' o p .c i t  pp 1 ,2 .
In  1933 th e  Luton Town Clerk declared  th a t  ' Vauxhall Motors.was a 
very g re a t a s se t  to  the town and 10,000 people or 12 p e r cen t o f th e  
population , were dependent on them. ' ( l )  By 1938 Vauxhall had a 
la rg e r  workforce than th e  next f iv e  la r g e s t  firm s in  Luton combined.
I f  Commer Cars i s  added, (u n fo rtu n a te ly  th e re  are  no records .of 
th e i r  workforce in  th i s  period) i t  can be seen th a t  Luton was becoming
(1 ) Luton News 21st September, 1933, p .5 , c o l . l .
r e l i a n t  on engineering  and p a rtic iila rL y  upon veh ic le  production . 
Indeed, concern was f e l t  th a t  Luton was moving from th e  o r ig in a l 
COTicept of th e  New In d u s tr ie s  Committee as a town with d iv e r s if ie d  
in d u s try  to  one r e l ia n t  on two in d u s tr ie s  -  hat-making and veh ic le  
b u ild in g . I t  i s  not su ip r is in g  th a t  such w orries were a ire d  during 
the  motor v eh ic le  slump of 1938 vdiich tem porarily  ra is e d  
unemployment le v e ls  in  Luton, ( l )  '
Vauxhall*s c e n tra l p o s itio n  in  the  Luton economy tends to  over­
shadow the  im pressive performance of the  o th e r new in d u s tr ie s ..
Skefko 's workforce doubled between 1924 and 1936. (2)
E lec tro lu x  expanded s im ila r ly  and i t s  work fo rce  grew from 300 people 
in  1926 to  700 in  1933 and 1,500  in  1936 -  a f iv e  fo ld  in c rea se .
Much of the  growth occurred a f t e r  1933» (3)
George Kent a lso  w itnessed expansion in  th e  in te r-w a r years,-though  
on a more modest sca le  than th e  above firm s. This was p a r t ly  due 
to  th e  f a c t  th a t  i t  was th e  l a r e s t  s in g le  concern in  Luton a t  the 
end of the  F i r s t  World War, and th a t  i t s  products -  w ater, gas and 
steam meters -  would never achieve the  mass maifcet demand of consumer 
durables as motor veh ic les and vacuum c lean e rs . N evertheless, i t s  
work fo rce  in creased  by 57 p e r cent between 1919 and 1938 . (4) 
Laporte, the  chemical firm , had been le s s  severe ly  a f fe c te d  by th e  
depression  in  th e  ea rly  1920s , but a lso  experienced an upsurge in  
th is  p eriod . I t s  work fo rce  in creased  by 47 p e r cen t to  400 between
(1 ) Luton News 3rd February, 1938 p .10, c o l .4.
(2) See Table 33, p .231.
(3) See Table 34, p .233.
(4) Ib id
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1924 and 1933. ( l )  Althon#i sm all compared with th e  major Luton 
engineering  firm s i t  was a  le s s  lab o u r in te n s iv e  in d u s try , and 
i t s  annual n e t p r o f i t s  in creased  im pressively  from £18,000 to  1928 
to  £107,000 by 1939. (2) The r e la t iv e  im portance, as  employer of 
the  Davis Gas Stove Company, L uton 's  la r g e s t  s in g le  concern on th e  
eve of the  F i r s t  World War g radually  d ec lined ,
TABLE 35 The Five Largest Firms in  Luton 1900-1950 ( in  order of s iz e )
Year 1 s t  2nd 3rd 4 th  5th
1900-1914 Davis Commer/ -  Kent Skefko
Vauxhall
1920s Vauxhall Skefko D avis/ -  Commer
Kent
1930s Vauxhall Skefko Davis Kent E lec tro lu x
1940s Vauxhall Skefko Kent E lec tro lu x  Davis
Source: Based on the  s t a t i s t i c s  in  Table 30 .
A irc ra f t  manufacture was to  re -e s ta b l is h  i t s e l f  in  Luton with th e  
a r r iv a l  of P e rc iv a l A irc ra f t in  1936 which sp e c ia lis e d  in  the. 
.production of l i g h t  a i r c r a f t .  (3 ) The fa c to ry  was based a t  Luton 
A irport and i n i t i a l l y  employed 250 workers, r is in g  to  400 in  1939, 
and 1,500  by 1950. (4)
The expansion of the  new in d u s tr ie s ,  and p a r t ic u la r ly  th a t  of Vauxhall 
was to  tu rn  Luton in to  a predom inantly engineering town. The tre n d  
was ac ce le ra te d  by the  d ra s t ic  dec lin e  of th e  h a t tra d e  in  th e  Second 
World War. I t  was not regarded as e s se n tia l  war woik, and i t  emerged
(1 ) See Table 34, p .233.
(2) Luton News l6 th  May,1929, p .4 . c o l .5: Ib id  6th June 1940, 
p .2, c o l .6.
(3) The H isto ry  of P erc ival A ircraf.t Lim ited Hunting Group 
(Aylesbury, 195l) p .8 . ' ~
(4) Ib id  pp 1 ,2 ,3 ,4 .
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from the  yra-r w ith only a  f i f t h  of i t s  1939 work fo rc e . Thou^i
I t s  work fo rce  almost tre b le d  between 1945 and 1948, th e  old s ta p le
'
was never again  to  assume th e  im portant p o s itio n  i t  had enjoyed 
in  previous decades.
Vauxhall*s importance in  th e  post-w ar economy cannot'* be o v ers tre ssed , 
i t  accounted f o r  over a  q u a r te r  of th e  in su red  workforce, and
f
in d ir e c t ly  many engineering and o th e r  concerns were r e l i a n t  upon
*
the  firm  fo r  business and in  1945 engineering reached a  war time 
peak of 59 p e r cen t of a l l  Luton employment, and a f t e r  the  drop in  
■ war time a c t iv i t i e s ,  s t i l l  accounted fo r  44 p e r cent of the  Luton 
workforce. In  drawing up th e  County Development Plan- in  1952, 
i t s  au tho r noted th a t  'Luton depends on the  p ro sp e r ity  of eng ineering  
and motor veh ic le  b u ild in g . ' ( l )
The Influence of the  ' New In d u s tr ie s ' :  M igration .
One consequence of the  ra d ic a l change in  Luton was a rap id  growth 
in  population  during th e  1930s, a considerable  p roportion  of which 
was a t t r ib u ta b le  to  m igration . The phenomenon was shared with o th e r 
towns where new in d u s tr ie s  were lo ca ted , f o r  example, Oxford,
Covent%y and th e  London reg ion .
N ationally  two tren d s were tak in g  p lace ; one was a marked s h i f t  of 
population  away from town cen tres  towards th e  suburbs; the second 
was from the depressed reg io n s, where the  old s ta p le  in d u s tr ie s  of 
th e  ' In d u s tr ia l  Revolution ' were lo ca te d , to  th e  South, where su p e rio r
( l )  E .S tem  The County Development Plan 1952 Beds. County Council 
(Bedford 1952) p .31.
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employment o p p o rtu n itie s  in  th e  'new in d u s tr ie s ' a t t r a c te d  m igran ts. 
London experienced th e  convergence of th ese  two flow s on th e  o u te r 
ed^e of the reg io n , ( l )  and Luton was a lso  in  th e  mainstream of 
th ese  in flu en c es . Between 1931 and 1937 the  population  of 
B r ita in  ro se 'b y  7& per cen t, but London and th e  Home Counties 
experienced an in c rease  of 18 p e r  c e n t . (2) D espite these  marked 
tren d s  in  population  d is t r ib u t io n  c lo se r  examination rev ea ls  th a t  
in te rn a l  m igration  was no t p a r t ic u la r ly  high by comparison with th e  
19th  century , and exercized  le s s  of an e f fe c t  in  evening out the 
incidence of unemployment than m i ^ t  have been expected. (3 )
Oxford, fo r  example, a t t r a c te d  f a r  more woikers from the surrounding 
a reas  than i t  d id  from th e  depressed reg io n s. F o rty -th ree  p e r  cent 
of a l l  in su red  male a d u lts  in  Oxford in  1936 came from o th e r p a r ts  
of th e  country and of th ese  le s s  thaji a  q u a rte r  came from Wales 
and th e  N orth .(4) S ta t i s t i c s  f o r  Luton confirm a s im ila r  p ic tu r e .
In  1945 i t  was ca lcu la ted  th a t  54 p e r cen t of the  population  was bom  
ou tside  the town and, as th e  follow ing ta b le  in d ic a te s , only 13 p e r 
cent came from th e  depressed reg ions.
(1 ) D .H .Aldcroft The Inter-W ar Economy; B r ita in  1919-1939. (1970; 
2nd im pression paperback, 1973) PP* 98,99* ~
(2) Ib id  p .102
(3 ) S.Glynn and J.Oxborrow Inter-W ar B rita in ; A Social and Economic 
H isto ry  (1976) pp .208,209.
(4) A ldcroft o p .c i t  pp97, 98.
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TABLE 36 B irth  P lace of Total Luton Population  1945.
P lace of Origin Number % of Total
Scbtland 3,140 3 1 Depressed a reas
Wales .3,170 3 t o t a l  = 13 p e r
North 7,216 7 Î c e n t.
M idlands• 4,901 5
East Anglia 2,611 3
South West and o thers 3,470 3
London 12,108 12
Remainder of S .E ast 11,448 11
Bedfordshire 7,500 7
Luton 47,881 46
Total 103,445 100
Source; F.Grundy and R.Titmus Report on Luton (Luton,1945)
Table V III, p . l l 9 .
By f a r  the  la r g e s t  number of m igrants o rig in a ted  from London, the
South E ast, and Bedfordshire and c o lle c tiv e ly  accounted f o r  30 p e r
cent of L uton 's t o t a l  popu la tion . .
Grundy and Titmus r e f e r  to  a fe e lin g  held  by contem poraries th a t
most newcomers to  the  town were of S c o ttish , Welsh and North Country
o r ig in , and exp lain  th a t  'th e  popular m isconception has probably
a r ise n  because th ese  men and women a re  conspicuous by reason of t h e i r
a l ie n  accen ts , whereas newcomers from the  county and th e  South E ast
pass unnoticed. ' ( l )  An ad d itio n a l f a c to r  was th a t  many more m igrants
en tered  the  town than a c tu a lly  stayed , and i t  i s  known from s tu d ie s
of o th e r a reas th a t  many m igrants e i th e r  moved on or re tu rn ed  to  t h e i r
p laces  of o r ig in , unable to  adopt o r adapt to  the new a r e a . ( 2)
(1 ) F . Grundy 'and R.Titmus Report on Luton (Luton, 1945) p .118.
(2) G.Daniel 'Some F acto rs A ffecting  th e  Movement of Labour'
Oxford' Economic Papers 1940, pp. 165,171. Those re tu rn ed  
tended to  be o ld er men, beyond the  age of 30 and u su a lly  m arried .
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The Luton News noted th is  tre n d  by the  end of the  1930s, and s ta te d  
th a t  the  town had 'now la rg e ly  become a p o r t of c a l l  in s te a d  of th e  
main o b je c t iv e . ' ( l )
In  towns such as Oxford, Coventry and Luton m igrants found work 
p rim a rily  in  th e  motor tra d e  and in  th e  in d u s tr ie s  connected with 
i t .  This was because i t  was th e  f a s t e s t  growing s e c to r  of in d u stry  
in  th ese  towns. Much of th e  m igration was through in d iv id u a l o r 
c o l le c t iv e  e f fo r t s ,  although s ta te  schemes ex isted  to  help  people, 
p a r t ic u la r ly  th e  young, to  s e t t l e  in  growth a reas . (2 ) Hearsay, 
l e t t e r s  home, and word- of -mouth were more im portant than  o f f ic ia l  
channels. Fred Smith, f o r  example, who came to  Luton from Swindon 
in  1935» had heard  th ro u ^  f r ie n d s  and co n tac ts  in  Swindon th a t  work 
was to  be had a t  Vauxhall, and many people who came from h is  own 
s t r e e t  in  Swindon found work in  L u to n ..(3) By 1938 th e  Welsh in  
Luton were nimerous enou^  to  e s ta b lish  a  Welsh S ociety , p a r t  of 
idiose.proceedings were conducted in  t h e i r  n a tiv e  language. (4)
The p reference of Vauxhall in  employing m igrant lab o u r h i ^ i l i ^ t e d  
th e  fundamental d iffe ren ces  in  s tru c tu re  between the  'New in d u s t r ie s ' 
and th e  h a t tra d e . Vauxhall p re fe rre d  m igrant lab o u r because i t  
was more r e l ia b le  as a workforce needing employment a l l  th e  year, 
and having no a t t r a c t io n  to  work in  the  h a t  trad e  during  the  busy 
seasons. The 'new In d u s tr ie s ' had never r e a l ly  s e t t l e d  amicably 
w ith in  Luton next to  the h a t tra d e . The unorganised n a tu re  of th e
(1) Luton News 11th May, 1939» p .1 1 .c o l .4.
( 2) A ldcroft op .c i t .p .101
(3) In terv iew  Fred Smith, taped  and typed I f t h  March 1980, p .5*
(4) Luton News 3rd March, 1938» p .10, c o l .4.
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h a t tra d e , i t s  small u n its  of production, i t s  seasonal n atu re  and 
lack  of reg im entation  in  th e  work p lace  d id  not s u i t  th e  new 
in d u s tr ie s  whose modern forms of production needed g re a te r  co n tro l 
of t h e i r  workforce towards la rg e  sca le  organised machine production . 
The h a t tra d e  in  Luton had some, s im i la r i t ie s  with th e  early- 
t e x t i l e  in d u s tr ie s  of th e  l 8th  Century, using  p a r t ly  domestic 
production and p a r t ly  small fa c to ry  u n i ts .  Work was taken up o r 
stopped a t  w i l l , and i t  was common f o r  h a t tra d e  workers to  cease 
production f o r  an hour to  read  th e  lo c a l  paper when i t  a rr iv e d .
Women home workers organised t h e i r  work around fam ily  a c t i v i t i e s ,  
when ch ild ren  were a t  school or a f t e r  the  evening meal was f in ish e d , 
( l )  The fa c to ry  work of the  new in d u s tr ie s  requ ired  much more ■ 
reg im entation  and co n tro l. C locking-in and clock ing-ou t, s e t  tim es 
f o r  breaks, con tro l of output on an hourly  b a s is , and fa c to ry  
d is c ip l in e  a l l  had the  a f f e c t  of making work in  the  new in d u s tr ie s  
le s s  a t t r a c t iv e  to  many h a t tra d e  workers. In  ad d itio n  Vauxhall 
had unfo rtunate  experiences with h a t tra d e  workers ^ o  took up 
employment, only to  leave when the  h a t tra d e  season resum ed.(2)
Thus a l th o u ^  h a t tra d e  workers were not excluded, Vauxhall p re fe r re d  
m igrant labour, and h a t tra d e  workers g en era lly  p re fe rre d  th e i r  own 
tra d e , although each made use of the  o th er idien necessary . In  
ad d itio n  th e re  were com paratively few openings a t  Vauxhall f o r
(1) I  am g ra te fu l to  Dr.Dony fo r  th is  inform ation on h a t workers
co nd itions. He i s  the  acknowledged a u th o r ity  on th e  Luton Hat
Trade. The inform ation was given in  a taped in te rv iew .
(2) F.A.Acres, th e  Production Manager of Vauxhall, wrote to  th e
lo c a l paper s"bating 't h a t  the  experience of Vauxhall Motors
Limited in  employing out-of-w ork h a t tra d e  o p era tiv es i s  very 
unfo rtunate  in  as much as the  h a t tra d e  busy season commences 
a t  about th e i r  b u s ie s t tim e, so th a t  any such op era tiv es  they  
may have engaged e a r l i e r  in  th e  season and tra in e d  to  t h e i r  
work, leave  them when they  have most need of t h e i r  s e r v ic e s . ' 
Luton News l4 th  November, 1929, p .6 , c o l .5 .
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women u n t i l  th e  Second World War. Therefore these  conditions 
la rg e ly  a ffe c te d  male hat workers who were in  a m inority  of 3 to  1 
i n 't h e  in te r-w a r years .
The flow  of m igrants in to  th e  motor ca r  in d u s try  has given r i s e  
to  debate concerning th e i r  in flu en ce  on u n io n isa tio n . I t  has been 
suggested th a t  workers p a r t ic u la r ly  from th e  depressed regions 
brought with them s trong  union t r a d i t io n s  which played a  s ig n if ic a n t  
ro le  in  un ion ising  th e  in d u s try , ( l )  This has been denied ap a 
main m otivating  f a c to r .  (2) The debate has p a r t ic u la r ly  cen tred  
on Oxford and Coventry, and i t  i s  in tended to  examine whether th e  
Luton experience conforms with e i th e r  of th ese  views.
The P ressed  S tee l s t r ik e  a t  Oxford in  1934 has been p resen ted  
as th e  r e s u l t  of o rgan isa tion  c h ie f ly  by workers from th e  depressed 
areas; th e  two main s tr ik e  le a d e rs  had been members of th e  South 
Wales Mining F ederation . (3) However, Lyddon has argued th a t  th e  
ro le  of th e  'Communist P arty  and i t s  o rg an ise rs  from London were 
more s ig n if ic a n t  in  d ire c tin g  and expanding th e  s t r i k e . (4) Of 
the Welsh who m igrated to  Oxford only 60 to  ?0 per cen t came from 
the South Wales coal f ie ld  a re a , and only 20 p er cent of those came 
s p e c if ic a l ly  from the  Rhondda V alleys which were a s t r o n ^ o ld  of 
m ili ta n t  tra d e  unionism. (5) The Welsh in  Coventry rep resen ted  
only 3 p e r cent of the  ad u lt males in  th e  a i r c r a f t  and motor in d u s tr ie s
(1) J .Z e i t l in  'The Emergence of Shop Steward O rganisation and Job 
Control in  th e  B r itish  Car In d u stry : A Review Essay. ' H is to ry  
Workshop Journal Autumn 1980, No.10, p .126.
(2) ,D.Lyddon 'Workplace O rganisation in  th e  B r it ish  Car In d u stry .
A C ritiq u e  of Jon^.than Z e it l in .  ' H isto ry  Workshop Journal 
S p ring ,1983, No.15 , PP. 133,13&'
(3 ) Z e it l in  o p .c it  p .12?.
(4) Lyddon op. c i t  p .135*
(5) Lyddon ib id  p .134.
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of idiom a q u a r te r  were m igrants, ( l )  Lyddon emphasises th e  youth 
of th e  m igrants many of whom 'had never, o r only b r ie f ly  worked 
in  th e  mines, because of th e  chronic unemployment in  the  South 
Wales coal f i e l d , * and he f u r th e r  s ta te s  th a t  ^lodge o f f i c i a l s ,  
unemployed a c t iv i s t s  and communists stayed  and f o u ^ t  in  t h e i r  
own communities. '  (2)
The Luton experience would seem to  corroborate  Lyddon's view. The 
Welsh, rep resen ted  only 3 p e r cen t of the  e n t ire  population  of the  
town by th e  end of th e '1 9 3 0 s ,(3 ) and as we have seen th é  a r r iv a l  
of considerably  more from o th e r depressed regions (13 p e r cent in  
to ta l )  had l i t t l e  e f fe c t  on th e  'tu rn ip  p a tc h '.m e n ta lity  of the  
Vauxhall workforce. One Vauxhall m il i ta n t  has estim ated  th e  ex ten t 
of u n io n isa tio n  among the  sem i-sk illed  as having been le s s  than 3 p e r
cen t, and about 40 t o '30 p e r cent in  the  s k i l le d  a re a s , when he
began work th e re  i n ‘1938.(4) Z e it l in  adm its th a t  ' i t  should no t *
be thought t h a t  Welsh im migration au to m atica lly  le d  to  in d u s tr ia l  
m il i ta n c y , ' and mentions S lo u ^  'where Welsh m igrants were over­
whelmingly s in g le  men working in  Government T raining Centres and no 
s ta b le  community developed .' ( 5) He a lso  c i te s  Luton and Vauxhall 
Motors as ano ther example. Richard Whiting b e liev es  th a t  m ilitan cy  
and u n io n isa tio n  may have v aried  because of d if f e re n t  conditions 
p re v a ilin g  in  the  ca r f a c to r ie s  them selves. (6)- There i s  much
(1 ) Lyddon op ic i t . p .135.
(2) Ib id  p .134
(3) See Table 3,5, p .235 .
(4) In terv iew  Tom 'Jook ' A dair 1 s t  A p r il ,1981. Taped and ty p e so rip te d
(5) ' Z e i t l in  o p .c i t  p .128
(6) R.C.Whiting 'The Working Class in  th e  'New In d u s try ' Towns
Between the  Wars. The Case of O xford .' Unpublished Oxford Ph.D. ’
Thesis (1977) pp 292-295.
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evidence to  support th i s  view in  th e  Vauxhall case, and as we 
saw in  Chapter 6 Charles B a r t le t t  pursued a  po licy  of e n l i^ te n e d  
pa'tem alism  whereby la y -o ffs  were kept to  th e  minimum, o p p o rtu n itie s  
to  earn r e la t iv e ly  high wages under group bonus were increased , 
which co n trasted  v iv id ly  with th e  Morris f a c to r ie s  in  Oxford,
The Lyddon-Z eitlin  argument cen tres  on th e  in fluence  of m igrants 
in  th e  in te r-w a r years, but in  Vauxhall th e  beginnings of growth 
of u n io n isa tio n  began in  th e  Second World War, and th e  le a d e rs  of 
th i s  movement in  the  sem i-sk illed  a reas  were a l l  immigrants to  Luton 
Tom 'Jo ck ' Adair was bom  in  Glasgow, idio worked as p a in te r  and 
d eco ra to r, in  th e  bu ild in g  tra d e , a rriv e d  in  Luton in  1937 and began 
a t  Vauxhall in  1938. ( l )  Don 'Jo ck ' Smith was bom  in  Kerry Muir 
in  Scotland, who moved to  Bedford in  1936 and a lso  worked in  th e  
b u ild in g  tra d e  before tak ing  up employment a t  Vauxhall a f t e r  moving 
to  Luton in  1938.(2) R ussell 'Taffy* Jones o rig in a ted  from 
Mountain Ash in  South Wales. (3) Alec Tuckwell came from a  s tro n g  
tra d e  union background on the  railw ays in  Swindon, as had Fred Smith 
mentioned e a r l i e r ,  (4) and Harold Home o rig in a ted  from London, having 
worked fo r  London Transport, then a t  Hemel Hempstead, before jo in in g  
Vauxhall in  1940.(3) These f iv e  m il i ta n ts  thus shared the  common 
experience of movement to  Luton in  search of work, and Communist P arty  
a f f i l i a t i o n s .  None came from mining backgrounds and fo u r had been
(1) In terv iew  Tom Adair; •
(2) In terv iew  Don Smith.
(3) Mentioned in  Don Smith in te rv iew  as one.of th e  m il i ta n ts  in  
th e  A.E.U.
(4) Mentioned as one of the  main le a d e rs  in  the A.E.U. by Tom A dair.
(5) In terv iew  Harold Home.
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\engaged in  tra d e s  noted f o r  t h e i r  lack  of u n io n isa tio n .
While th e  evidence would seem to  su b s ta n tia te  Lyddon*s argument 
th e re  i s  obviously some connection with m igrants and u n io n isa tio n  
in  Vauxhall. Three of th e  f iv e  came from depressed reg ions noted 
f o r  la rg e  sc a le  unemployment, and Tom Adair and Don Smith both 
a t t e s t  th a t  t h i s  had a  fu n d ^ e n ta l  impact on t h e i r  p o l i t i c a l  lean in g s , 
( l )  Alec Tuckwell moved from Swindon, a town su ffe r in g  from the  
d ec lin e  of th e  ra ilw ays, and >diere depression was undermining the 
s tro n g  union presence w ith in  th e  railw ay workshops th e re . Their 
s o c ia l i s t  conscience was crea ted  out of th e  resentm ent of th e  
h um ilia tio n  th a t  unemployment b r o u ^ t ,  as Tom Adair s ta te s :  'th e  
unemployed were regarded as in d u s tr ia l  s c ra p . '(2 )  That no Lutonian ■ 
i s  mentioned as having played a key ro le  in  Vauxhall u n io n isa tio n  
i s  sca rce ly  su rp r is in g  as Luton was a town where u n io n isa tio n  had 
always been weaker than in .th e  a reas  whence, these  men o rig in a ted .
The main problem of th e  Zeitlin-Lyddon argument i s  one of p é r io d is a tio n . 
By emphasising u n io n isa tio n  in  th e  1930s only, th e  im portant 
subsequent developments in  th e  war years a re  ignored. Thus while 
the  Luton evidence would suggest th a t  m igrants had l i t t l e  impact 
on u n io n isa tio n  in  th e  1930s , th e  growth of unionism in  th e  1940s 
i s  seen to  be stemming from th e  e f fo r ts  of the  m igrants.
The onset of war ra d ic a l ly  a l te re d  the  labour market to  one where by 
1941 th e re  was a shortage of workers, and th i s  combined with 
government encouragement of worker p a r t ic ip a tio n  th r o u ^  works
(1 ) In te rv iew  Don Smith and Tom A dair.
(2 ) . In te rv iew  Tom Adair.
(3 ) Z e it l in  o p .c i t . p .126.
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committees c rea ted  the  p re-cond itions favourable f o r  men such 
as Harold Home, Alec Tuckwell, Tom Adair and Don Smith to  r e c ru i t  
in to  th e  unions. The Luton evidence would seem to  suggest th a t  
by concen tra ting  th e  debate in  th e  1930s a  f u l l  p ic tu re  cannot 
emerge. I t  i s  in d isp u tab le  th a t  m igrants played key ro le s  in  
Vauxhall unions, but only in  the  labour sh o rt economy of th e  1940s 
which was conducive to  g re a te r  union a c t iv i ty .
The Decline of Female Labour: The New In d u s tr ie s  Committee's Aims 
Achieved?
This chap ter begm with ah examination of the  ro le  of women lab o u r 
in  th e  Luton economy, and i t  dem onstrated how th e i r  predominance 
in  th e  s ta p le  in d u stry  caused s u f f ic ie n t  anx ie ty  to  s tim u la te  th e  
s e t t in g  up of a New In d u s tr ie s  Committee to  a t t r a c t  firm s which would 
employ mostly male labour. I t  i s  the  in te n tio n  of th i s  concluding 
sec tio n  to  examine how women were a ffe c te d  by the  r i s e  of new 
in d u s tr ie s  and th e  decline of th e  h a t tra d e , and whether th e  aims 
of th e  New In d u s tr ie s  Committee were achieved in  th e  long term . 
Reference has a lread y  been made to  the s tru c tu ra l  weaknesses which 
th e  h a t trad e  began to  experience in  th e  1930s , and while the  
employment le v e ls  declined  only s l i ^ t l y ,  beneath th i s  were concealed 
re a l  d i f f i c u l t i e s .  The major sympton was the  in c rease  in  seasonal 
unemployment, f o r  while th e  number of workers engaged in  th e  tra d e  
f e l l  from 13,550 in  1933 to  11,71? in  1939(l) unemployment peaked 
a t  4,109 of which n early  3,500 were women; g iv ing  a 34 p er cen t
( l )  J.G.Dony A H istory  of th e  Straw Hat Trade (Luton.1942) 
appendix ta b le  unemployed in  the  h a t trad e  p .198.
246.
unemployment r a te  f o r  th e  tra d e  as a whole,, and 29 cent f o r  
women. I t  was thus the  h a t tra d e  th a t  was a  r e s t r i c t io n  on the  
p ro sp e r ity  of Luton a t  a  time when th e  new in d u s tr ie s  were enjoying 
a considerab le  expansion.
The p a tte rn  o f ' th e  Luton economy had thus changed s ig n if ic a n t ly  
by th e  1930s , and while th e  h a t tra d e  had cushioned th e  e f fe c ts  
of th e  ea rly  1920& depression , th e  new in d u s tr ie s , and Vauxhall in  
p a r t ic u la r  enabled Luton to  weather th e  1930 's depression ,
A d ec lin in g  h a t tra d e  in e v ita b ly  worsened employment o p p o rtu n itie s  
f o r  women. Graph 3 i l l u s t r a t e s  th e  unemployment le v e ls  in  Luton 
in  th e  1930s. Female unemployment ( in d ic a te d  in  red  ink) rose 
s ig n if ic a n t ly  from 1935.
"Winter r is e s  continued in  th e  succeeding th re e  years, reaching  a 
peak in  th e  W inter of 1938/39. However, th ese  r is e s  cannot be 
f u l ly  blamed on th e  h a t tra d e  because a d d itio n a l male unemployment 
was caused by th e  annual f a l l in g  o ff  of ca r  s a le s  a f t e r  the  Olympia 
Motor Show in  October, and a lso  th e  inclem ent weather which al"ways 
a f fe c te d  the  b u ild in g  tra d e . F u rth e r more, in  1938 a slump in  th e  
motor tra d e  n a tio n a lly , a ffe c te d  the  unemployment f ig u re s  in  Luton 
in  th e  Winter of 1938/39. This i s  p a r t  explanation f o r  th e  la rg e  
r i s e  a t  th a t  tim e, but th e  graph in d ic a te s  th a t  in  November of 1939 
female "unemployment had reached a  p innac le  fo r  th e  decade. Another 
in d ic a tio n  of th e  problems fac in g  th e  h a t tra d e  was th e  in creased  
female "unemployment in  the  o th er d u ll season, in  l a t e  June, Ju ly  and 
@a,%ly August. From 1935 female "unemployment in  th i s  season o u ts tr ip p e d  
male unemployment in  every year from 1935 .( l) -
( l )  See graph 3. No f ig u re s  f o r  1938 bu t a l l  the  in d ic a tio n s  a re  
th a t  th i s  year wo"uld be no d if f e re n t  to  the  r e s t  in  th i s  
re sp e c t.
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Sources fo r  Graph 3
‘Luton News •
’ v ■ 20th August, 1931, p .8 , c o l .3 . ( fo r  1930 as  w ell)
24th August,1933, p . 9 ,c o ls . 1 & 2 ( fo r  1932 as w ell) 
28th September, 1933, p.1 0 ,c o l .4 .
7th Dec ember,1933, p .13 , c o ls . 4 & 5»
4 th  January, 193^, p .10, c o ls . 6 & 7*
8th  February, 193^, p . l 6 , c o ls . 5 & 6 .
10th May, 193^, p .11, co ls  1 & 2.
9th August, 193^, p .8 , co ls  2 & 3*
15th  November, 193^, P»5, co ls  2 & 3»
I 13th  December, 193^, p . l3  co ls  1 & 2.
I4 th  February, 1935, p .10 co ls  6 & 7* 
l4 th  March, 1935', p .10, co ls  4 & 5«
6th  June, 1935, p .11 co ls  4 & 5» 
n t h  Ju ly , 1935, p .13 , co ls  4 & 5 ”.
8th  August, 1935, p .8 , co ls  4 & 5«
12th' September, 1935, P *11, co ls  4 & 5*
11th October, 1935, p .11, co ls  4 & 5«
7th November, 1935, p .13, co ls  4 & 5»
12th December, 1935, p .19, co ls  1 & 2.
2nd January, 1936, p . 6 , co ls  2 & 3*
6th  February, 1936, p .11, co ls  3 &
9th A p ril, 1936, p .10, co ls  3 & 4. 
l4 th  May, 1936, p .10, co ls  3 & 
n t h  June, 1936, p .11 co ls  3 &
9th Ju ly , 1936, p .5, co ls  3 &
10th September, 1936, p .9, co ls  6 & 7»
15th  October, 1936, p .6 , co ls  3 &
12th November, 1936, p .11, co ls 4 & 5* 
n t h  Febzruary, 1937, p .7, c o l .7.
25th  May, 1937, p .9 , co ls 2 & 3-
9th  September, 1937, p .11, c o ls . 1 & 2.
27th  January, 1938, p .11, c o l . l .
10th February, 1938, p .11, c o l . l .
10th March, 1938, p .11, co l. 1 & 2.
9th  Junoj 1938, p .3 , co ls 3 & 4.
n t h  May, 1939, p . l l ,  c o l .4 .
7th December, 1939, p . 7, c o l .3»
8th February, 1940, p .10, c o l .3 .
7th March, 1940, p . 7, c o l . l .  
n t h  A pril, 1940, p . 7, c o l . l :
9th May, 1940, p .7, c o l .? .
13th  June, 1940, p .6, c o l .4. 
n t h  July, 1940, p .3, c o l .3 .
8th  August, 1940, p .4 , c o l . l .
5th  Septem'ber, 1940, p .5, c o l .3 .
17th  October, 1940, p .5, c o l .2.
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In  th e  ea rly  1930s female unemployment in  th e  season was 
n o n -e x is te n t. By th e  end of the  1930s i t  was 2 or 3 p er cent 
in  th e  s e a so n .( l)  H i^  unemployment in  th e  tra d e , p a r t ic u la r ly  
th a t  of women was hidden by sea so n a lity , and the  's e a s o n a li ty  
was ra p id ly  i n te n s i f i e d . ' (2)
The a c c e le ra to r  in  the  dec line  of the h a t tra d e  was th e  onset of 
war in  1939. Strong government in te rfe re n c e  le d  to  a rap id  and 
in te n se  co n trac tio n  and 4?  p e r cent of h a t m anufacturing u n its  
ceased tra d in g  between 1939 &nd 1943. (3) The E ssen tia l Works 
Order a lso  had the  e f fe c t  of d ire c tin g  lab o u r in to  engineering and 
o th e r firm s engaged in  war work. Vauxhall, fo r  example engaged, 
f o r  the  f i r s t  tim e, a considerable number of women in  production 
work. (4)
By 1945 the h a t  tra d e  had reached a  20th Century n ad ir  of 2,111 
workers accounting fo r  5 p e r cent of the  Luton workforce. (5) There 
was some expansion in  the  post-w ar years as the tra d e  m s  ab le  to  
take advantage of the in te rn a tio n a l markets while war to m  co u n trie s  
such as Germany were recovering from m il i ta ry  d e fea t. Once th a t  
phase m s  passed the trad e  s e t t le d  down to  a capacity  of 50 p e r cen t, 
th a t  of the  p re -1 939 years, and by 1948 5,980 workers a re  recorded 
as working in  th e  in d u stry , accounting f o r  8 .3  p e r cent of the Luton 
workforce. (6)
By c o n tra s t employment in  engineering and veh ic les  accounted f o r  over
(1 ) D.A.Binder "Ihe Luton Hat Industry : Aspects of th e  Development 
of a L ocalised  T rad e .' (Unpublished P h .D .th es is . U n iv ersity
of Southampton 1970) p .126.
(2) Ib id  Binder p .126.
(3) Ib id  B in d er,p .131.
(4) W.J.Seymour An Account of Our Stem rdship (Vauxhall, Luton
19^5 ) p .6.
( 5) Grundy and Titmus op. c i t  p .101, Table 18.
(6) E .S tem e County Development Plan Beds. County Council^ ________________
(Bedford, 1952) Table V ll, p .37-
2 4 9 .
44 p e r  cent of th e  insu red  woikforce by th e  end of th e  1 9 4 0 s .( l)
The percentage to ta l  workforce in  h a ts  shows a s teady  dec line  
w h ils t engineering and v eh ic les  combined, show a  considerab le  growth. 
Vauxhall alone accounted f o r  over a q u a r te r  of L u to n 's  in su red  
workforce in  the  l a t e  1940s. Hence, f a r  from the. d iv e rs if ie d  
economy tdiich th e  New In d u s tr ie s  Committee d es ired , a p ic tu re  of 
th e  Luton economy emerges in  which engineering, and motor engineering  
in  p artic iiL ar were predominant. As e a r ly  as 1935 th e  Mayor of 
Luton s ta te d  ' I t  i s  an engineering town on the autom obile and
mechanical s id e , and what we want to  do i s  to  endeavour to  a t t r a c t
the  o th e r s id e s . '( 2 )  In  1938 th e  e d i to r  of the  Luton News wrote 
'th e  fo rtu n es  of Luton a re  too c lo se ly  bound up 'w ith those of only 
two in d u s tr ie s  -  h a ts  and motor eng ineering . And motor engineering  
i s  very la rg e ly  rep resen ted  by one company.' (3) L i t t l e  was done 
o r could be done to  a l t e r  th i s  s i tu a t io n ,  as the  Second World War 
emphasised L utop 's dependence on such in d u s tr ie s .
Planning fo r  the  post-w ar reco n stru c tio n  was a concern in  th e  l a t t e r  
years of the war, and P ro fesso r Abercrombie in  surveying th e  G reater 
London Area commented th a t ,  'th e  p resen t population  and s iz e  of Luton 
i s  such th a t . f u r th e r  expansion i s  not d e s ire ab le  -  i t  i s  c le a r ly  
over in d u s tr ia l is e d . ' (4) He opposed th e  se ttlem en t of new in d u s tr ie s  
and th e  expansion of those a lready  in  ex isten ce , with one exception;
(1) See Table 34 p .233.
(2) Luton News 12th December, 1935, p . 6, c o l .3.
(3) Luton News 3rd February, 1938, p .10,' c o l .3.
(4) P ro fesso r P a trick  Abercrombie The G reater London Plan 1944 
H.M.S.O. 1945 , p .127.
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th a t  'o f  a l im ite d  number of c lo th in g  firm s to  supplement female 
lab o u r in  th e  h a t tra d e  i f  th e  in d u stry  shows any marked tendency 
to  post-w ar d ec lin e . ' ( l )  Not s u r p i l s in ^ y  th e re  was much 
h o s t i l i t y  to  th e  p lan  in  Luton, p a r t ic u la r ly  from th e  Chamber of 
Commerce and th e  council, which saw th i s  as a l im ita tio n  to  the  ' 
growth and th e re fo re  th e  p ro sp e r ity  of th e  town. (2)
The recommendations of th e  Barlow Commission on th e  p o s t war p lanning 
of in d u s try , and th e  fin d in g s  of the  Abercrombie Plan were given 
some le g i s la t iv e  fo rce  in  the  Town and Country Planning Act of 
1947, (3 ) but a l th o u ^  th i s  may have had th e  e f fe c t  of p reven ting  
some new in d u s tr ie s  coming to  Luton (4)- i t  d id  not stop  th e  growth 
• of Vauxhall Wiich breached th e  Abercrombie Luton proposals in  1949.
The Vauxhall v ic to ry , which re su lte d  in  th e  £14 m illio n  extension  
completed in  th e  ea rly  1950s, no t only a t te s te d  to  the  s tren g th  
. of the  f irm 's  economic in flu en ce , but revealed  the p a in fu l 
co n trad ic tio n s  in h eren t in  th e  mixed economy; between p lanning  f o r  
the  in te r e s t s  of the  community as a whole and th e  post-w ar d riv e  
f o r  exports and g re a te r  production . The Vauxhall management ex p lo ited  
th is  c o n f lic t  of in te r e s t s  by claim ing th a t  prevention of th e i r  p lans 
would h inder t h e i r  fu tu re  production performance. (5)
The Vauxhall v ic to ry  did  not p lease  a l l  Lutonians. The e d ito r  of 
the  Luton News commented th a t ,  'Luton i s  f a s t  reaching  th e  p o in t 
where i t  w ill depend too much on l i ^ t  engineering . ' (6)
(1 ) Abercrombie op. c i t  p .127,
(2) Luton News 21st December, 1944, p .5 . co ls 2 ,3 .
(3 ) Hainiy Hopkins The New Look: A Social H isto ry  of th e  F o r tie s
(1963) p .474 .
(4) Luton News 25th Ju ly , 1946, p .5, co ls 2 & 3 .
(5 ) Luton News 13th January, 1949, p .5, c o l .6.
(6) * Luton News 10th February, 1949, p .4, c o l . l .
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The 1950 's  boom period  swayed concerned Lutonians away from any 
se rio u s  thoughts of ta c k lin g  th e  imbalance, but i t  was only in  
the  1960s th a t  some people began to  r e a s s e r t  th a t  th e  p lace  
occupied by th e  motor in d u stry  was dangerously la rg e , ( l )  Had 
th e  New In d u s tr ie s  Committee th e re fo re  f a i le d ?  The answer must 
be a  q u a lif ie d  one. In  terms of economic d iv e r s i f ic a t io n , in  
the  sh o rt run th e  p o licy  was su ccessfu l. Many hew in d u s tr ie s  had 
been a t t r a c te d ,  p a r t ic u la r ly  before  “the  F i r s t  World War, and a t  
th a t  time i t  was d i f f i c u l t  to  see which of th ese  in d u s tr ie s  would 
be su c c e ss fu l. Indeed, in  th e  ea r ly  1920s th e  most o p tim is tic  
of growth among Luton firm s would appear to  have been Skefko and 
Laporte follow ed in  the  l a t t e r  p a r t  of th a t  decade by E leb tro lu x .
Had no t General Motors decided to  purchase and develop Vauxhall 
th a t  concern may not have been in  ex istence today, and Luton woild 
have been sm aller but more d iv e rs if ie d . Such developments were 
im possible to  p re d ic t.
In th e  long term , the  rap id  expansion of Vauxhall in  th e  1930s ensured 
i t s  c e n tra l p o s itio n  in  th e  Luton economy, and i t s  subsequent growth 
ensured i t s  predominance. In  th e  long term , th e re fo re  the  New 
In d u s tr ie s  Committee seems to  have f a i le d ,  outflanked by unforeseen 
developments. N evertheless, by comparison to  the  19th  century  
Luton,"was more d iv e rs if ie d . In  the  1920s and 1930s th e re  could be 
sa id  to  have been two s ta p le  tra d e s , and i t  was not u n t i l  th e  years 
a f t e r  th e  Second World War th a t  th e  t r a d i t io n a l  tra d e  was t r u ly  
ec lip sed . These tra d es  helped Luton th r o u ^  two dep ressions.
(1 ) Luton Year Book 1962-63 p ,91 #
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In  term s of provid ing  more occupations f o r  men and le sse n in g  
L u ton 's  re lia n c e  on female lab o u r, th e  Committee had a much more 
su ccessfu l reco rd . The d ec lin e  of th e  h a t tra d e  ensured th e  
d ec lin e  of th e  female workforce in  r e la t iv e  terms to  men. This 
p rocess was delayed by the  two World Wars a t  which tim es female 
lab o u r was in  demand f o r  th e  war e f f o r t .  However, female presence 
in  th e  engineering trad e  does not seem to  have surv ived  long a f t e r  
the 1 s t  World War and a s im ila r  experience took p lace  a f t e r  the  
2nd World War. Where women d id  gain a foo tho ld  in  th e  new in d u s tr ie s  
was in  firm s such as E lec tro lu x  and Skefko engaged in  u n sk illed  
assembly work. T heir lab o u r was cheap and thus f a r  le s s  c o s tly  
than th e  men. The average weekly wage in  the  ha t tra d e  in  the  
mid-1950s was between £L-12s and £2 p e r week’, ( l )  Men by c o n tra s t 
could earn between £3 aJid £4 a week and with over-tim e in  th e  c a r  
tra d e  even h ig h er sums. (2)
The Cheapness of female lab o u r always ensured a demand fo^/bhem.
In th e  mid 1920s th i s  became a re g u la r  com plaint amongst employers.
For example. Skefko complained to  the  Engineering Employers Federation  
( lo c a l branch) of the  'd i f f i c u l ty  experienced by Luton firm s in  
o b ta in ing  and keeping g i r l s  . . .  owing to  th e  h i# i wages pa id  in  th e  
straw  (ha t) t r a d e . ' (3) K en t's  agreed with th is  view.
D espite the depressed s ta te  of th e  h a t tra d e  from th e  mid-1930s i t  
s t i l l  provided s u f f ic ie n t  a t t r a c t io n .  In stead  of th e  women
(1) E.D.Smithies 'The C ontrast Between North and South in  England
1918-1939: A study of economic, so c ia l and p o l i t i c a l  problems 
with p a r t ic u la r  re ference  to  th e  experience of B urn ley ,H alifax , 
Ipswich and L uton .' (Unpublished U niversity  o f Leeds Ph.D.
Thesis, 1974) Table 3 .11, p .142.
(2) Ib id  p .137 .
(3) Beds E.E.A.Minute Book 1927, 15th September, 1 9 2 7 ,,15th December,
1927.
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rem aining in  th e  h a t tra d e  a l l  year as seemed to  be th e  case 
in  the  1920s,a .decade l a t e r  th e  p a tte rn  seemed to  be th a t  th e  
'.g ir ls  leave  to  take  seasonal work in  th e  h a t tra d e  and re tu rn  
to  E lec tro lu x  a t  th e  end of th e  s e a s o n , '( l )  This a lso  ap p lied  
to  Skefko and to  Kents and some o th er firm s to  a  l e s s e r  degree . 
Besides the  h i ^  seasonal wages th e  h a t tra d e  proved a t t r a c t iv e  
to  women because of the  f l e x i b i l i t y  of working hours and co n d itio n s. 
They could work a t  home i f  they  so wished on many opera tions thus 
enabling women with small ch ild ren  and o th e r dependents to  work.
In  ad d itio n  they were not sub jec ted  to  th e  reg im entation  of work 
which was th e  norm on assembly l in e s  in  th e  new in d u s try  f a c to r ie s .  
When th e  war in te rru p te d  th i s  in terchange of female lab o u r between 
the  h a t trad e  and the  new in d u s tr ie s ,  th e  women became more 
aggrbssive in  th e  demands f o r  h igher pay. The s a fe ty  valve of 
the  h a t tra d e  had been removed as they  were d ra fted  in to  eng ineering  
and o th e r types of fa c to ry  work often  ag a in s t th e i r  w ill .  In  
Skefko th e re  was a very m il i ta n t  s t r ik e  involv ing  some vio lence 
in  1940. They were demanding more money. 'The g i r l  shop stew ards 
a lleg ed  th a t  they were unable to  con tro l th e i r  members... th e re  
had been some scrapping. ' (2) "The 80 p e r  cent women worker's tdio 
were on s t r ik e  were f u l ly  supported by th e  men. (3 ) At Davis Gas 
Stove Company women welders requested  and received  h ig h er r a t e s , (4) 
in  August, 1940. D espite some gains by women fa c to ry  workers th e re
(1 ) 'R eport on th e  In d u s tr ia l  P o s itio n  of Luton. ' South of E n^and  
Economic League, A pril, 1938, P»3« M id-An^ian E .E .F .A rchives.
(2) Skefko F ile ,  Three page management re p o rt of th e  s t r ik e .
25th  A pril, 1940. M id-An^ian E .E .F .Archives.
(3 ) Luton Saturday Telegraph 27th A p ril, 1940 p .6, c o l .2.
(4) Beds E.E.A.Minute Book, 1940, l8 th  August, 1940.*
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was s t i l l  g rea t re s is ta n c e  by women to  e n te r  the  f a c to r ie s .  In 
December, 1940 over 1,000 women a re  recorded as being unemployed 
and ' aw aiting  h a t w o rk .'( l)  The Beds A ssociation  of th e  E.E.F. 
were anxious to  know why women d id  not want to  work in  t h e i r  concerns. 
The delegate  from Skefko suggested th re e  reasons; 't h a t  th e  work 
was d i r ty ,  they d id  not l ik e  machine shops and they ob jected  to  
s h i f t  woiking. ' (2) No mention i s  made of low pay and reg im entation . 
I t  was only 'firm  government r e -d ir e c t io n  of lab o u r th a t  s ig n if ic a n tly  
enabled the  new in d u s tr ie s  to  ob tain  s u f f ic ie n t  female lab o u r.
Of th e  d ispu tes  which reached works conference and lo c a l  conference 
le v e l  in  the war many involved women woikers, and as l a t e  as 1943 
some, women were complaining th a t  th e i r  wage le v e ls  were not much 
h ig h er than in  pre-w ar years, and th a t  th e  d i f f e r e n t ia l s  with the  
men were very n o ticeab le . (3)
In most re sp ec ts  th e  Second World War was th e  l a s t  time, in  which women 
could asserb  some in fluence on th e  Luton economy. When th e  War ended 
th e  need fo r  women workers was g re a tly  reduced. Vauxhall, fo r  
example, had taken on women workers in  th e  production a reas  f o r  th e  
f i r s t  tim e, and, female employees in creased  considerab ly  on the  
non-production and s ta f f  s id e . In  1943 women accounted fo r  over 
25 p e r cent of th e  to ta l  Vauxhall workforce (4 ), and towards th e  end 
of th e  war some 20,000 women were engaged in  various kinds of work
(1) Beds E.E.A.Minute Book 1940, 12th December, 1940.
(2) Ib id  12th December, 1940.
(3) Ib id  1942-1945 19th  August", 1943.
(4) Vauxhall Motors Personnel and Employment Sheets 1939-1978, p . l .
Vauxhall Motors Archives.
\ ' - 
in  Luton, ( l )  By 1946 th e  to t a l  female workforce in  Vausdiall
had f a l le n  to  ju s t  over 6 p e r  cent of th e  to ta l  Vauxhall workforce, 
and on th e  production  s id e  i t  had f a l le n  from ju s t  over 25 p e r ­
cen t of th e  t o ta l  in  19^3 to  1 .6  p e r cen t. (2)
Combining th i s  f a l l  with th e  d ec line  in  th e  fo rtu n es  of the  h a t 
tra d e , female employment had become very much secondary to  male 
employment. By 1951, the  male occupied workforce was more than 
tw ice th a t  of th e  fem ale. (3)
Women lab o u r tended to  be disadvantaged in  the  long run as a r e s u l t  
of th e  economic changes in  Luton. The decline  of h a t tra d e  
employment during th e  period  was not s u f f ic ie n t ly  o f fs e t  by the 
in c rease  in  th e  number of jobs made av a ila b le  in  th e  new in d u s tr ie s .  
The p ic tu re  i s  d is to r te d  by th e  experience of th e  two world wars 
during both of which demand f o r  t h e i r  labour was h i ^ .  However,
* a t  th e  end of th e  F i r s t  World War th e  h a t tra d e  was s u f f ic ie n t ly  
la rg e  to  reabsorb th e  women who had gone in to  engineering and ^  
m unitions work, and i t s  r e la t iv e ly  la rg e , though d ec lin in g  s iz e , 
enabled women to  choose between new in d u stry  assembly jobs and th e  
seasonal h a t trade '. But th e  p a tte rn  o f  unemployment in  h a ts  in  
th e  1930s made le s s  s ta b le  employment p rospects  f o r  women.
The tru e  p ic tu re  of female employment did not f u l ly  emerge u n t i l  
a f t e r  the  Second World War. The war had g re a tly  damaged the  h a t 
in d u stry , and th e  engineering and motor veh ic le  in d u s tr ie s ,
(1) Dyer and Deny o p .c it  p .184
(2) Ib id  Vauxhall Motors Archives p . l .
(3) Census 1951, County of B edfordshire, 0ccupation Table s , ta b le  25, 
p .4 l .  Occupied males = 3^,948; Occupied fem ales -  16,473*
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p a r t ic u la r ly  Vauxhall, had prospered. The p a tte rn  of women 
ahso rh tion  in to  th e  h a t in d u stry  could apparen tly  no t be repeated  
a f t e r  th e  Second World War and th e re fo re  unemployment among women 
in  percentage term s in creased .
In  f a c t  th e  h a t tra d e  s t i l l  he ld  a g rea t appeal f o r  women, because 
of th e  more- I 'd ax ed  in d u s tr ia l  r e la t io n s  than  those  in  the  
engineering in d u s tr ie s .  We have seen th e  com paratively g re a te r  
freedom o ffe red . One example Dony c i te s  i s  th a t  in  one h a t 
workshop a person was h ire d  by th e  women, to  read to  them while they  
w orked.(l) By c o n tra s t female h a t workers were re lu c ta n t to  e n te r  
f a c to r ie s  during th e  ea rly  years of the  war. This evidence would 
suggest th a t  women who could have found work in  many of the  new 
in d u s tr ie s  chose to  s tay  a t  home ra th e r  than be sub jec ted  to  fa c to ry  
diudgery. Women wanted to  s t a r t  and r a is e  fam ilie s  a f t e r  f iv e  years 
of domestic upheaval caused by th e  war. In  e f fe c t  women voted with 
th e i r  f e e t  a g a in s t en te rin g  the  new in d u s tr ie s ,  and i t  was not u n t i l  
th e  1950s th a t  they  began once* again  to  show s ig n if ic a n t  numbers . 
in  th e  Luton workforce. (2)
(1) In terv iew  with Dr.Dony.
(2) See 1961 census, f o r  Luton workforce.
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CHAPTER EIGHT Vauxhall and the Luton Economy,
In tro d u c tio n ,
The in te n tio n  of th is  chap ter i s  to  show how V auxhall's  in fluence  
on th e  Luton economy became predominant, p a r t ic u la r ly  a f t e r  the  
1930s. A n a tu ra l d iv ide  occurs in  1930 and th e  f i r s t  p a r t  of 
. th e  chap ter w ill show th a t  Vauxhall was as vulnerable to  the 
in flu en ces  w ithin  th e  town as  the  o th e r new in d u s tr ie s  before th a t  
tim e . Far from c rea tin g  i n i t i a t iv e s  w ith in  the  Luton economy, 
i t  was often  adversly  a ffe c te d  by lo c a l  p re ssu re s . Although 
Vauxhall had emerged from the  1 s t  World War as one of th e  la rg e s t  
s in g le  Luton concern, i t s  s iz e  was in s u f f ic ie n t  to  o f fs e t  the  
problems which i t  faced w ithin  the  lo c a l labour maiket; shortage 
of s k i l le d  workers and high r a te s  of pay. In ad d itio n  i t s  problems 
were compounded by th e  changing s ta te  of the  n a tio n a l economy from 
one of boom to  slump between 1919 and 1921, and i t s  r e la t iv e  
performance in  th e  ca r  market in  the  1920s. I t s  postu re  was in  
essence a defensive one in  th i s  period .
I t  w ill be shown how a f t e r  1930, V auxhall' s growth and p r o f i t a b i l i ty  
gave i t  the s tre n g th  to  ex ert considerab le  in fluence  on the 
com petitive bidding fo r  lab o u r between Luton firm s. In  o rder to  
a t t r a c t  s u f f ic ie n t  s k i l le d  lab o u r, Vauxhall co n tin u a lly  ra ise d  i t s  
le v e l of pay so th a t  in  1950 the lo c a l  a sso c ia tio n  of the  Engineering 
Employers F ederation  complained th a t  i t  was unable to  counteract 
i t s  in fluence .
Luton and Vauxhall to  1930.
The period  between I 916 atnd 1920 was a time of labour shortage due 
to  th e  war and th e  post-w ar boom. Workers were ab le  to  make progress 
in  organising them selves and as we have seen in  Chapter 5» not only
2 5 8 .
did  unionism in  Luton reach new peaks, but f o r  the  f i r s t  time 
even female lab o u r was unionised , th o u ^  not th a t  employed in  
the  h a t tra d e .
A fter th e  a b o lit io n  of leav in g  c e r t i f ic a te s  in  1917, which le d  
to  considerab le  enticem ent between firm s by bidding up wages in  
order to  a t t r a c t  labour, in te r - f irm  com petition f o r  lab o u r was 
in te n se . I t  was a time of worker offence and employer defence.
During th is  period  Vauxhall was co n tin u a lly  fo rced  to  fo llow  wage 
r is e s  given by o th e r companies to  r e ta in  workers.
TABLE 37 Luton and Bedford Companies mentioned in  t h i s  chap ter. 
Vauxhall e s t .  I 905. Product -  motor c a rs . Joined EEF 1907, l e f t  in
1921;
Adamant Engineering e s t .1919. Product -  s te e r in g  gear f o r  motor 
v e h ic le s . Joined EEF in  1937.
W.H.A llen e s t .  1894 . Products -  pumps and e le c t r ic  g en era to rs .
. jo ined  EEF in  1913. Has always been the  la rg e s t  Bedford firm .
Commer Cars e s t.l9 0 6 . Product -  commercial motor vehicles*. Joined 
EEF in  1911r . _ , '
Davis Gas Stove Co. E s t .1895. Products -  gas s toves, ra d ia to rs  and 
general c a s tin g s . Joined EEF in  1941.
E lec tro lu x  est.1926 . Products - ’ vacuum c lean ers  and r e f r ig e ra to r s .  
Joined EEF in  1941.
Hayward-Tyler e s t . 1871. Products -  soda syphon machinery and general 
engineering. Joined EEF in  1903»
George Kent e s t.l9 0 6 . Products -  w ater, gas and steam m eters. Jo ined 
EEF 1920.
P erc iv a l A irc ra ft e s t .1936. Product -  l i g h t  a i r c r a f t .  Joined EEF 
in  1941 .
Skefko ( l a te r  S .K .F .) est.1910 . Product -  b a l l  b earin g s. Joined 
EEF in  1915.
Attempts were made to  con tro l the  bidding up of wages by inducing 
firm s to  jo in  the  lo c a l  a sso c ia tio n . In May 1919 Bedford and Luton 
a sso c ia tio n s  had amalgamated to  form a Bedfordshire A ssociation .
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This had l i t t l e  sh o rt term in flu en ce  due to  the  d if f e r in g  n a tu res
of th e  two towns. In  October, 1920 th i s  was acknowledged by
the  f a c t  th a t  Bedford in creased  i t s  piecework r a te s  by 2% p e r  cent
and Luton by 4 to  5 p e r c e n t . ( l )  Bedford, the  sm aller and le s s
in d u s tr ia l is e d  o f th e  two towns, had g re a te r  and more e f fe c tiv e
co n tro l by th e  EEF over th e  lo c a l  engineering workforce. In
1919 f o r  example of the  13 firm s which were members of the
Bedfordshire A ssociation  only 5 were from Luton, and i t  was
c a lc u la te d  th a t  th e re  were 12 p o ss ib le  firm s th a t  could be re c ru ite d
in  th e  Luton a rea  bu t had re fu sed  to  jo in .  (2) N evertheless,
of th e  f iv e  Luton firm s, Vauxhall, Kent, Ske&o and Davis were
th e  la r g e s t  with an approximate combined woikforce of between
3 and 4,000. The post-w ar boom and shortage of lab o u r, however,
meant th a t  th e re  was l i t t l e  hope of co n tro llin g  wage b idding, and
a defensive p o licy  was the  only one th a t  th e  a s so c ia tio n  could adopt
• * .
a t  t h i s  tim e.
The w resting back of m anagerial ascendancy had to  wait u n t i l  th e  onset 
of depression  from th e  l a t t e r  h a lf  of 1920. This p rocess began in  
1921 w ith Vauxhall lead ing  th e  a s s a u l t .  But even the  E .E .F . could 
not work hard o r v igorously  enough ajid Vauxhall resigned  from th e  
a sso c ia tio n  in  Ju ly  1921.(3) Unimpeded by E.E.F. agreements Vauxhall 
was ab le  to  break the  union presence and power w ith in  th e  firm , and
(1 ) B.E.E.A.Minute Book 1919-1920 l4 th  October, 1920.
(2) B.E.E.A.Minute Book Luton C ttee 1916-18, ? th  March, 1918.
(3 ) B.E.E.A. Minute Book 1921-1924, 20th Ju ly , 1921.
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in troduce  i t s  own form of bonus system based upon tim e and motion 
s tu d ie s  worked out by th e  management, a lone.
• Thé lo c a l  a s so c ia tio n  waited u n t i l  1922 when the  F ederation  
coordinated  a n a tio n a l lo ck o u t. In  B edfordshire 591 engineering  
tra d e  u n io n is ts  were sacked and only taken .back when they  aquiesced 
to  F ederation  demands, ( l )  By the tim e th e  d isp u te  had f in is h e d  
a thorough dem olition job had been c a r r ie d ' out on th e  unions shown 
by th e  dram atic d ec line  in  engineering unions membership, from a 
peak of over 2,000  in  1920 to  ?60 by e a r ly  1923. ( 2) Thou^ th e  
lo c a l a s so c ia tio n  members had regained  'th e  power to  m anage'(3) by 
co-opera ting  with th e  n a tio n a l e f fo r ts  of the  F ederation , t h e i r  
v ic to ry  in  many re sp e c ts  was a  hollow one.
By 1923 fo u r firm s had l e f t  th e  lo c a l  a sso c ia tio n  and only one had * 
jo in ed , (4) Membership had thus dec lined  from 13 to  10, and of 
th ese  only fo u r were Luton firm s. The d ec line  in  tra d e  union 
membership was thus p a ra lle le d  by a  d ec lin e  in  employers a sso c ia tio n  
membership. Both s id es  had been badly  a ffe c te d  by th e  depression , 
but th e  employers had decided to  use th e  unions as a scapegoat. 
E a r l ie r  in  1926 th e  dec line  of th e  a sso c ia tio n  was minuted when 
■ ' i t  was noted th a t  due to  th e  sm allness of the  a s so c ia tio n  th e  
executive committee was v i r tu a l ly  th e  same as the  General Committee, 
and th a t  e f fo r ts  should be made to  r e c r u i t  members. '  (5) There was
(1 ) B.E.E.A.Minute Book 1921-24, l4 th  March, 1922. "Mr Carmichael 
(o f Commers) s t a t e d . . .  th a t  a w r itte n  statem ent was made by 
th e  men in  each department s ta t in g  th a t  they  had ceased to
be members of A.E.U., and those who d id  not sign  were au to m atica lly  
p a id  o ff a t  noon Saturday."
(2) See Table 24 in  Chapter F ive. .
(3) T i t le  of E ric  Wi^ams book on th e  EEF’ i s  e n t i t le d  ' The Power to
Manage' ;  A H isto ry  of th e  Engineering Employers F ederation  (1973) 
Chapter Six i s  e n t i t le d  'Power Regained, 1920-34.'
(4) ■ The Bedford Engineering Company jo in ed  in  1921.
(5) B.E.E.A.Minute Book 1926, 4 th  J a n .,  1926.
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no successfu l recru itm ent campaign and a sso c ia tio n  membership_d id  
no t re tu rn  to  i t s  1921 le v e l u n t i l  1 9^0 .( l )  In  many resp ec ts  
the  a sso c ia tio n  had made a rod f o r  i t s  own back. T heir ac tio n  
in  weakening th e  unions had enabled th e  non-f ederated  f ip i s  to  
reap th e  b e n e f its .  While fed e ra ted  firm s were held  in  check by 
n a tio n a l guide l in e s  on pay, lo c a l  non-federated  firm s had no such 
impediments and could r a is e  wage le v e ls  to  a t t r a c t  s k i l le d  labour 
when req u ired . There was thus l i t t l e  in c en tiv e  f o r  th ese  firm s 
to  jo in  the  fe d e ra tio n . They were b e t te r  o ff  o u tsid e  i t .
A fter a dismal f a i lu r e  in  re c ru i t in g  lo c a l  firm s, Mr. Kent (of George 
Kent L td .)  b i t t e r l y  remarked 't h a t  i f  i t  had not been f o r  the  
fe d e ra tio n  they  (non-federated  engineering  firm s) would have had to  
pay very much h ig h er wages.' (2)
In  th e  l a t t e r  h a lf  of the  1920s tra d e  picked  up considerab ly  among 
Luton engineering firm s and the lo c a l  p re ss  began to  run o p tim is tic  
surveys in  which th e  p o te n tia l  f o r  industm a l  growth w ithin  Luton 
.was p a in ted  in  glowing term s. The two motor concerns d id  not share 
in  th is  p ro sp e r ity . Vauxhall was s t i l l  a i l in g  and unsure of i t s  
fu tu re  under General Motors co n tro l ; Gommer was pu t in to  the  hands 
of the  re ce iv e r  in  1924 with accumulated lo s se s  of £280,000. (3)
I t s  a f f a i r s  were co n tro lled  by th e  re c e iv e r  u n t i l  i t  was purchased 
by Humber L td. of Coventry in  1926, which in  tu rn  amalgamated with 
Hillman Cars and th e  Bootes Group in  1928.(4) Skefko was seen
(1) Annual Report of B.E.E.A. f o r  1940 dated January 1941.
(2) B.E.E.A.Minute Book, 1926 23rd September, 1926.
(3) Luton News 10th Ju ly , 1924, p .13, c o l . l .
(4) P rogressive Luton Empire Trade League (Luton,1933) P»19*
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much more as th e  g l i t t e r in g  jewel in  th e  Luton in d u s t r ia l  crown, 
to  be follow ed by another Swedish owned su b sid ia ry , E lec tro lu x  
which was es ta b lish ed  in  Luton in  1926.
I t  can be sa id  th a t  E lec tro lu x , and p a r t ic u la r ly  Skefko, s e t  an 
example to  o th e r firm s in  th e  lo c a l i ty  in  te rn s  of p la n t  la y  ou t,
I '
and p ro v is io n  of w elfare s e rv ic e s . As e a rly  as 1921 The Luton 
Chamber of Commerce Journal rep o rted  th a t  ' v i s i to r s  were much s tru ck  
with th e  ex ce llen t manner in  which th e  works i s  p la n n e d .. . .  (and) 
l i ^ t  and a i r  space i s  p le n t i fu l .*  ( l )  Ske&o a lso  provided a 
spacious canteen and a  sp o rts  and so c ia l club f o r  i t s  employees.(2) 
This expansion a t  th e  end of th e  decade le d  to  in c reasin g  demands 
f o r  workers in  two a reas: s k i l le d  and cheap u n sk illed . Very cheap 
u n sk ille d  labour was o ften  drawn from th e  ranks of women workers 
in  the h a t tra d e  but they proved d i f f i c u l t  to  r e c ru i t  in  th e  1920s 
because in  r e la t iv e  terms th e  h a t tra d e  was more prosperous than  
the  engineering tra d e  and th e  seasonal slump in  th e  ca r/en g in eerin g  
tra d e  and, the  h a t tra d e  coincided a t  th e  end of th e  year. I t  was 
p o ss ib le , however, to  r e c ru i t  some women in  th e  summer months when 
the  h a t trad e  was t r a d i t io n a l ly  s lack .
(1) • Luton Chamber of Commercial Journal 21st May, 1921, p .86.
(2) I t  may be noted th a t  a c o n trad ic tio n  e x is ts  in  th e  f a c t  th a t  
Skefko appeared to  be an en ligh tened  employer and ye t belonged 
to  the  E .E .F . which had v iru le n tly  crushed engineering 
unionism in  many a reas , includ ing  Luton, in  1922. I t  i s  
genera lly  accepted p ra c t is e  in  Sweden f o r  employers to  belong 
to  a sso c ia tio n s , the n a tio n a l one being the  S.A .F. (Svenska 
ArbetsgLvare’-rforeningen -  a  more powerful equ ivalen t of th e  
B r it ish  C .B .I.)  C en tra lised  bargain ing  procedures had been 
es ta b lish ed  in  Sweden befo re  th e  1 s t  World War. The S.A .F. 
had used th e  lo ck -o u t to  i n s t i t u t e  c e n tra lis e d  con tro l in  
1906 and 1909 . See P .Jackson and K .Sisson 'Employers 
F ederations in  Sweden and th e  U.K. and th e  S ign ificance  of 
In d u s tr ia l  I n f r a s t r u c tu r e . ' B r i t is h  Journal of In d u s tr ia l  
R elations XIV (3) ,  1976. There-was thus no co n trad ic tio n
in  belonging to  the  E .E .F . which employed s im ila r  procedures.
A p o licy  of firm  but en ligh tened  pa terna lism  was aimed a t  in  
in d u s tr ia l  r e la t io n s .
zü#.
S k ille d  workers, r e a l is in g  they were g re a tly  sought a f t e r  began to  
demand increased  wages. At Kents f o r  example, th e  toolroom 
woikers were given a compensatory bonus which enabled them to  
be p a id  'h ig h e r  than th e  d i s t r i c t  r a t e . ' At Commers a compensatory 
bonus was a lso  paid  p lus a  co st of l iv in g  bonus, ( l )  The ex tra  
co st of l iv in g  bonus alarmed S ir  W alter Kent who 'was anxious th a t  
Gommer not upset the  d i s t r i c t  r a te  and ought to  come in to  l in e  with 
Kent and Skefko p ra c tic e . They (Kents) had a la rg e  to o l room and 
d id  not want to  upset an arrangement which was working p e r fe c tly  
s a t i s f a c t o r i l y , '  (2) This s i tu a t io n  where the  s k i l le d  workers 
envisaged reg a in in g  th e  l o s t  ground from 1922, was to  be thw arted 
by th e  onset of the  Great Depression, By November 1930 th e  
draughtsmen a t  A lle n 's  Engineering Company in  Bedford were fo rced  
to  take a reduction  in  wages, and a t  Gommer in  Luton they  worked 
an ex tra  h a lf  hour f o r  th e  same pay, (3) In  1931 Kents in troduced  
a piecewoik system whereby ' i f  a  man made a lo s s  on a job then 
he had to  bear th a t  lo s s ;  in  o th e r words the  day work r a te  would 
not be guaranteed, ' (4^ ) The depression  was not to  a f f e c t  th e  
engineering tra d e  as badly as i t  d id  the old s ta p le  in d u s tr ie s .
(1) B.E.E.A.Minute Book, 1921, 24th October, 1929*
(2) I b id , 24th October, 1929.
(3) B.E.E.A.Minute Book, 1930, 13th November, 1930.
(4) B.E.E.A.Minute Book 1931» 26th November, 1931.
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Vauxhall and Luton 1930-1950*
Unemployment peaked f o r  th e  decade in  1932 a t  8%. ( l )  A fter 
1934 Luton was to  experience a  rap id  expansion in  i t s  new in d u s tr ie s .  
That expansion was very much spearheaded by Vauxhall. The in flu en c e  
of Vauxhall on Luton iq) to  1930 was l im ite d  and, i t s  presence 
could not be c a lle d  predominant. The p o l ic ie s  o f General Motors 
'to tu rn  Vauxhall in to  a  mass producer of ca rs  and commercial v eh ic les  
was to  cause Luton to  become g radually  more r e l ia n t  on th e  firm  
and i t s  success f o r  continued p ro sp e r ity .
Even in  th e  p lanning  stsiges of i t s  growth in  th e  l a t e  1920s, the
economic and p o l i t i c a l  s tren g th  of Vauxhall in  in flu en c in g  lo c a l
government p o lic y  was d e c is iv e . Throughout most of 1930 th e  Luton
. '
Town Council agonised over whether to  allow  Vau^diall to  add 500,000
square fe e t, of f lo o r  space which included a covered bridge over th e
*
main road lead in g  to  the works, The General Motors owned 
su b sid ia ry , helped th e  council come to  a speedy d ec is ion  by 
th re a ten in g  to  b u ild  a huge a l te rn a t iv e  p la n t ' i n  some o th er p a r t  of 
the c o u n try ,' (2) At a tim e of worsening unemployment the  Council 
re a lis e d  th a t  o th e r areas would not be so p a r t ic u la r  about p lann ing . 
Perm ission was duly given f o r  th e  Vaujdiall extension. For th e  r e s t  
of the  decade no such embarrassing hold ups were to  occur f o r  
Vauxhall expansion p lans, and a mutual co -operation  sprang up 
between th e  firm  and the  town council. In  November,1931 Charles
(1 ) Average Unemployment f o r  Years 1923-1939 (Burnley, H alifax , 
Ipswich and Luton) Table, p , l l4  in  Sm ithies, E,D. 'The C on trast 
Between North and South in  E n^and , 1918-1939*' (Ph,D ,Thesis, 
U n iversity  of Leeds 1974),
(2) Luton News 4 th  September, 1930, p .8, c o l ,4,
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B a r t le t t  gave th e  Mayor and members of th e  Luton Corporation a 
guided to u r  of th e  reorgan ised  w o rk s.(l)  A h a lf  m illio n  pound 
expansion scheme in  ea rly  1933 received  no opposition  a t  a l l  from 
th e  council and t h i s  was follow ed by a  fu r th e r  £ 250»000 expansion 
in  the  l a s t  q u a r te r  of th a t  year, w ith s im ila r  r e s u l t s . (2) With 
over 5,000 woikers employed a t  Vauxhall and a ne t p r o f i t  declared  
a t  £170,000 L e s lie  Walton could ju s t ly  boast of V auxhall's  growing 
im portance to  th e  p ro sp e r ity  of th e  town a t  the 1 9 3 ^ .Annual General 
Meeting.
'We have n a tu ra lly  been ab le  to  co n tr ib u te  in  no small measure 
to  th e  p ro sp e r ity  of our country , and p a r t ic u la r ly  to  Luton 
and d i s t r i c t ,  f o r  not only i s  th e re  p r a c t ic a l ly  no unemployment 
in  th e  d i s t r i c t ,  but b e liev in g  as we do th a t  good work e n t i t l e s  
a man to  good wages, i t  means a s u b s ta n tia l c irc u la t io n  of money
lo c a l ly  every week.' ( 3)
I^ r th e  follow ing year, a f t e r  th e  announcement of a 75 p e r cent 
dividend to  shareho lders, th e  Luton News h a ile d  Vauxhall as 'a  
Luton Goldmine. ' (4) The m illio n  pound investm ent expansion to  
produce the  'Vauxhall 10 ' received  not so much as a  murmur of 
p ro te s t  from th e  Council in  1937. The only time th a t  th e  worry 
of Luton becoming in c reas in g ly  r e l ia n t  on Vauxhall, was p u b lic ly  
a ire d , was during the  motor tra d e  slump in  1938 (5) Any doubts
( l )  ' Luton News 12th November, 1931» P.&» co ls 2 & 3*
(Z) Luton News 9th February, 1933» p.&» c o l .3* Tbl^ 21st S ep t.,
1933» p .11» co ls  4 & 5.
(3) Luton News 22nd March, 193^» p .13» c o l .3*
(4) Luton News 3rd January, 1935» p .H »  co ls 3 & 4.
(5) Luton News E d ito r ia l ,  3rd February, 1938, p .10, c o l .4.
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were soon d isp e lle d  when tra d e  picked up, and l a t e r  in  th e  year 
when Vauxhall announced p lans to  develop a  26 acre  s i t e  in  nearby 
Dunstable, th e  main concern in  th e  p ress  was whether th is  would 
d e tra c t  fzx)m L uton 's  p ro sp e rity , ( l )  As i t  was, the  Dunstable 
p la n t was not developed u n t i l  th e  Second World War and th e  la rg e  
sca le  expansion did not take p lace  u n t i l  1954» (2)
From th e  ea rly  1930s Vauxhall had a lso  begun to  ex ert an enormous 
in flu en ce  on th e  labour m arket. The need f o r  a  g re a te r  work fo rce  
caused Vauxhall to  a c t l ik e  a magnet to  th e  unemployed not only in  
th e  lo c a le ,  bu t a lso  in  London and th e  home counties and depressed 
a reas f a r th e r  a f ie ld .  The a t t r a c t io n  of u n sk illed  and sem i-sk illed  
lab o u r was r e la t iv e ly  easy. Competition between lo c a l firm s was 
p a r t ic u la r ly  keen fo r  s k il le d  labour and from th e  ea rly  1930s 
Vauxhall began to  use the enticement of h i ^  wages to  ob ta in  s u f f ic ie n t  
men. The f i r s t  recorded in stan ce  was in  th e  d isp u te  between the  
Skefko management and th e i r  to o l room workers in  1933» The d isp u te  
i s  an in te re s t in g  one as i t  shows two con trary  p ressu res  operating  
on the  Skefko management, which were to  be app lied  in  tu rn  to  o th e r 
firm s in  the  Luton d i s t r i c t .  F i r s t ly ,  th e  men began to  demand 
wage in creases  and poin ted  to  th e  example of V auxhall. I t  was made 
c le a r  by the  men th a t  i f  these  demands were not forthcom ing then 
they  would leave  and go to  V auxhall.(3)
Secondly, Skefko 's membership of the  Engineering Employers A ssociation
(1) Luton News l4 th  Ju ly , 1938» PP 8 ,10.
(2) A H istory  of Vauxhall Vauxhall Motors L im ited ., (Luton 1981) p .52*
(3) 'R ates of Pay-Skefko Tool room.' Works Conference,
15th  December, 1933. The Skefko Papers, M id-A n^ian E .E .F . 
Archives.
.would not allow  th e  management to  in c rease  th e  to o l room workers 
r a te s  as th is  would he con trary  to  n a tio n a l agreement nego tia ted  
hy th e  E .E .F. The only winners would he th e  workforce and in  the  
long run th e  unions. . In  such a s i tu a t io n  any th o u ^ ts  of f re e  
c o l le c t iv e  bargain ing  were anathema to  th e  lo c a l  assQ ciation . ( l )
I t  suggested two courses of a c tio n  which would prevent Skefko 
contravening E .E .F . agreements. They were, to  approach Vauxhall 
as a non-federated  firm  and appeal to  them to  keep in  l in e  with 
lo c a l fe d e ra tio n  p ra c tic e ; an d /o r ' t o  approach th e  M in istry  of 
Labour with a view to  a  tra n sfe ren c e  of lab o u r from d is tre s se d  
areas to  meet th e  p resen t labour demand in  L u ton .' (2) Even 
befo re  these  measures were taken Skefko had given in  to  th e  Vaujdiall 
p ressu re  and had granted h igher wage r a te s  to  th e i r  to o l room men.
This p a tte rn  of Vauxhall s e t t in g  th e  %age norms which th e  o ther 
lo c a l firm s were fo rced  to  fo llow  became f u l ly  e s ta b lish e d  in  thé  
1930s The lo c a l  a sso c ia tio n  minutes record  numerous s im ila r  
occurrences and th ese  com plaints by lo c a l  fe d e ra tio n  members continued
throughout th e  19 4 0 s.(3)
In  December, 1933 Kents complained of d is s a t is f a c t io n  among th e i r  
p a tte rn  makers, which had sprung from such com parison.(4) Even 
th e  production  workers a t  Skefko began to . demand the  re s to ra tio n  
of the  p re  193I  bonuses and p iece  r a t e s . (5) The scene was s e t  by 
1934 f o r  a membership d riv e  and a  wages a s sa u lt  by th e  small but
(1 ) 'R ates of Pay -  Skefko Tool room' Works Converence, 15th D ec., 
1933. The Skefco Papers, Mid-Anglian E .E .F .A rchives. p p .5 ,o ,7 .
(2) Ib id  p . 7 . '
(3) Vauxhall predominance in  t h i s  re sp ec t continues to  th i s  very day.
(4) B .E .E .A.Minute Book 193^, ^ th  January, 193^.
(5) I b id .
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■ .  ■ \  .  ■ growing Amalgamated Engineers Union. The p o licy  pursued was to
use Vauxhall as  a s t ic k  with which to  bea t o th er firm s in  order
to  gain  wage advances. The F ederation  viewed with alarm the
successes gained by the  Skefko workforce, p a r t ic u la r ly  th e  f a c t
th a t  th e  management had rep o rted  a r i s e  in  the  f irm 's  union
membership, ( l )
The high ra te s  p a id  to  s k i l le d  workers by Vauxhall began to  have 
a  w ider in flu en ce  Tdiich re in fo rced  th e  upward tre n d . For example, 
K ent' s management accused Gommer of having excessive r a te s  i . e .  
on average £3-16-1 d p e r week f o r  to o l room woikers, whereas Kents 
paid  £3-13-8d. Gommer F ederation  d e leg a tes  explained th a t  they 
were fo rced  to  pay these  r a te s  to  r e ta in  workers in  th e  face  of 
Vauxhall com petition. (2)
The A .E .U .tac tics  were then  to  sw itch th e i r  a t te n t io n  to  non-federated  
f irm s. Vauxhall was out of th e  question  f o r  two reasons: 'the f i r s t  
and most obvious being th a t  Vauxhall was th e  tren d  s e t t e r  in  th e  ' 
d i s t r i c t  in  terms of wages and cond itions; and, secondly, the f a c t  
th a t  union presence in  Vauxhall was l im ite d  and by no means a c tiv e .
A Mr. G ill ie s  was sen t by the  Gommunist P arty  't o  organise th is  
w o rk s ... .  and then to  make i t  a union sh o p .' (3) That he s ig n a lly  
f a i le d  to  do t h i s  i s  evidenced by the  f a c t  th a t  he even tua lly  
became employed a t  the Park End C lothing Company as a c an v asse r.(4)
(1) B.E.E.A.Minute Book'193^, 1 s t  February, 193^.
(2) Ib id  12th A pril, 1934.
(3) L e tte r  and Report from L .R .S tanford , Jo in t O rganiser of The
Sout6 of En^and Economic League to  W.F.T.Trunchion, Sec. Beds. 
Engineering Employers A ssociation , 29th Ju ly , 1938.
Mid-Anglian E .E .F .A rch ives.p .4 .
(4) Ib id , PP 2 ,3 . All workers in terv iew ed by th e  au thor a l l
confirm a small union presence in  Vauxhall in  th e  1930s.
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The A.E.U. th e re fo re  concentrated  t h e i r  e f fo r ts  on th re e  o ther 
non-federated  f irm s Adamant, Davis Gas Stove and E lec tro lu x .
In ' September, 1934 a s tr ik e  took p lace  a t  Adamant Engineering.
The A.E.U. were ab le  to  apply a  fo u r way p ressu re  on th e  firm .
From w ith in  th e  f irm  by means of the  s tr ik in g  workforce; by g e tt in g
A.E.U.members in  o th e r firm s to  pledge support f o r  th e  s tr ik e ;  
and by gaining th e  cooperation of A.E.U.members in  o th e r firm s in  
o th e r p a r ts  of th e  country to  b lack Adamant goods. This in  tu rn  
caused anx ie ty  w ith in  th e  E .E .F . as i t  would adversely  a f fe c t  some 
of t h e i r  member f irm s . P ressu re  was thus pu t on Adamant to  jo in  
th e  lo c a l  A ssociation , but they  refused , ( l )  The Federation  then  
informed Adamant th a t  ' i f  any Federated firm s a re  inconvenienced 
by any ac tio n  of th e i r s  th e  whole F ederation  resources would be used 
to  support the  union, they t h o u ^ t  i t  would be wise to  meet th e  
union h a lf  way.' (2)
F in a lly , the  uni^n was able to  have p ressu re  app lied  by the M in istry  
of Labour. Adamant was a government c o n trac to r and th re a ts  were 
made to  withdraw th a t  p r iv ile g e  'due to  th e  f a c t  th a t  the  firm  were 
not paying trad e  union w ages.' (3) In ev ita b ly  Adamant acquiesced 
and nought advice as to  the  d i s t r i c t  r a te  bu t the  lo c a l  a sso c ia tio n  
re fu sed  to  fu rn ish  them with th i s  inform ation . Adamant th e re fo re  
decided to  seek advice in  th i s  resp ec t from Vauxhall. Alarmed by 
th i s  move the a sso c ia tio n  h u rr ie d ly  sen t Adamant th e  d i s t r i c t  r a te s .  (4)
(1) B.E.E.A.Minute Book 193^» 13th September, 193^*
(2) B.E.E.A.Minute Book 1934, 25th October, 193^.
(3) Ib id , 13th  September, 193^*
(4) Ib id , 13th  December, 193^.
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By e a r ly  1935 th e  lo c a l  a s so c ia tio n  had come to  r e a l i s e  th a t  
such was the  shortage of s k i l le d  lab o u r ' t h a t  they could not 
a t t r a c t  men to  t h e i r  works because of th e  d i s t r i c t  r a te  f ix e d  
by th e  fe d e ra tio n . The men p re fe rre d  employment with non-federated  
firm s o r -operative work on production  jobs where they  could earn 
considerab ly  more than they  could in  th e  to o l room. ' ( l )  This 
problem was no t only a  Luton one. The Federation  found th a t  
A ssociations North of L e ic e s te r  were a g a in s t r a is in g  r a te s  n a tio n a lly  
and those  South were in  f a v o u r .(2) In d ic a tiv e  th a t  th e  engineering 
and new in d u s tr ie s  cen tres  of th e  South and Midlands were 
experiencing an upswing in  t ra d e , lAiereas th e  North and o th e r depressed 
a reas were s t i l l  very much experiencing slump co n d itio n s. Indeed 
in  1934 th e re  were s t i l l  l40 ,000 engineering woikers unemployed.(3) 
L u ton 's  p lace in  th e  n a tio n a l context was complex. N ationally , 
th e  F ederation  had allowed a 2 /— a week r i s e  to  th e  engineers on 
th e  grounds th a t  general claim s f o r ’th e  d i s t r i c t ,  must always be . 
r e je c te d . (4) Almost immediately a f t e r  th i s  n a tio n a l agreement 
Luton and th re e  o th e r areas had submissions by th e  A.E.U. fo r  an 
in c rease  in  th e  D is tr ic t  r a t e . (5) Luton was unique in  th e  sense 
th a t  i t  was a town whose engineering workforce was la rg e ly  o u tsid e  
of th e  con tro l of th e  F ederation , and th a t  was due to  th e  phenomenal 
r i s e  of-V auxhall. Therefore a l th o u ^  th e  lo c a l a s so c ia tio n
(1 ) B.E.E.A.Minute Book, 1935. 7th February, 1935. Mr. Kent was 
probably re fe r r in g  to  Vauxhall. In  f a c t  th e re  a re  many recorded  
in stan ces  of migrant s k i l le d  workers tak ing  production  jobs ^
i f  they  could not ge t s k il le d , work in  Vauxhall. Several s k i l le d  
. body b u ild e rs  interview ed took jobs in  the  h ea t trea tm en t and 
ch assis  departihents although they  had been f u l ly  s k i l le d  men 
in  th e  Swindon railw ay works.
(2) Ib id , 7th February, 1935. N ational Report p resen ted  to  the 
meeting.
(3) E.Wi^am The Power to  Manage, (1973.) p .145.
(4) Ib id , PP 142,143 .
(5) Ib id  p .143 .
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re je c te d  the claim  and *a f a i lu r e  to  ag ree ' was recorded a t  the  
c e n tra l conference, th e  fed e ra ted  firm s in  Luton knew th a t  they 
were f u l ly  under th e  in fluence  of Vauxhall. Within th e  lo c a l  
a sso c ia tio n  a leng thy  debate ensued. The re p re se n ta tiv e  from 
Hayward-Tyler was a g a in s t g ran tin g  any in c rease  on th e  grounds 
th a t  th e  ra te s  f o r  f i t t e r s  and tu rn e rs  in  Oxford were l / -  lower 
than Luton, ( l )  Kents, on th e  o th e r hand, re fe r re d  to  th e  d i f f i c u l t  
p o s itio n  in  regard  to  labour shortage and th a t  'th e y  could not 
a t t r a c t  labour even from the  o u tside  a t  th e  F ederation  r a te s  as 
the  non-federated  firm s were w illin g  to  pay h igher r a t e s . ' ( 2 ) 
N evertheless, th e  lo c a l  a sso c ia tio n  refused  to  g ran t the  in c rease  
'a s  th e re  were few u n io n is ts  in  th e  fe d e ra te d  firm s today and they  
would not r is k  t h e i r  jobs and wages f o r  th e  sake of a 3/ -  p e r week 
in c rea se . The earnings by payment by r e s u l ts  workers were h ig h . '(3 )  
The A ssociation seemed co rrec t in  i t s  an a ly s is  as no s t r ik e  or 
d ispu te  i s  reco rd ed .ir  I t  would seem th a t  th e  A.E.U. in  Luton had 
over played i t s  hand but th i s  v ic to ry  was a p y rrh ic  one fo r  in  
denying the  in c rease  they c o n s is te n tly  denied themselves s k i l le d  
lab o u r. In  e a r ly  1937 the  A.E.U. once more pu t in  an advance f o r  
the Luton d i s t r i c t  1 ^  fo r  u n sk ille d  grades andJLd p e r  hour f o r  
s k i l le d  w oikers. Kents noted th e  in c rease  in  union membership in  
the  A.E.U. from 800 to  2,000 in  th e  D is t r i c t ,  and th a t  th e  union had 
regarded th e  growth of Luton as an engineering cen tre  so im portant 
th a t  th e  area  head q u arte rs  was moved from Essex to  Luton, with 
Chappell, the  ar®, o rgan iser perm anently in  resid en ce . (4) The
(1) B.E.E.A.Minute Book, 1935., 25th August, 1935. M orris Motors 
was a t  Oxford.
(2) I b id . 25th  August, 1935.
(3) I b id . 19th  September, 1935.
(4) Ib id . 11th February, 1937.
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lo c a l a sso c ia tio n  re s is te d  any in creases  and th e re fo re  the  union 
p re ssu rised  non—fe d e ra tio n  firm s Davis, E lec tro lux  and Adamant. 
Adamant app lied  to  jo in  th e  E.E.F. in  an attem pt to  avoid being 
is o la te d  by the  union, but they  p re fe rre d  to  keep th e i r  5 ^ 7  & 
week p ra c tic e  which fed e ra tio n  firm s were not allowed to  do, and 
so they  never reached the  s tag e  of a c tu a lly  subscrib ing , ( l )
Towards th e  end of 1937 a l l  th re e  non-federated  firm s had acceeded 
to  th e  union demands. At Davis the  to o l f i t t e r s  had refused  to
work overtim e u n t i l  the  s i tu a t io n  was 'c l a r i f i e d . '(2 )  Under such
lo c a l p ressu re  the  lo c a l a sso c ia tio n  granted a small in crease : 
f i t t e r s  and tu rn e rs  from 4 5 /-  to  4 6 /- p e r  week, and lab o u rers  from
2 8 /lid  to  3 0 /- .(3 )
The unions d id  not have en o u ^  c o lle c tiv e  s tren g th  in  th is  perio d  
to  gain  o v era ll advances by them selves, but th e re  were enou^  
pockets of unionism in  non-federated  firm s l ik e  Adamant, Davis and 
E lec tro lu x  to  apply adequate p ressu re .
In  1938 tra d e  union a c t iv i ty  was much le s s ,  due mainly to  the  slump
in  th e  motoring and engineering in d u s tr ie s .  During th i s  l u l l  th e
Davis Gas Stove Company ap p lied  to  jo in  the  B.E.E.A. because 'th e
A.E.U. were a tta c k in g  non-federated  co n cern s,' (4) and they d id  no t 
wish to  f ig h t  alone when th e  next demands were made. In  th is  way 
th e  a tta c k s  on non-federated firm s gave cause fo r  lo ca l firm s to
(1 ) B.E.E.A.Minute Book 1937, 6th A pril, 1937.
(2) Ib id , 9th December, 1937.
(3) Ib id .
(4) L e tte r  from Sec.Beds. E.E.A. to  E .E .F . 11th January, 1938. 
Davis Gas Stove Company Ltd Membership F ile s , E .E .F .A rchives.
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jo in  the  fe d e ra tio n  -  a s ta te  of a f f a i r s  to  lAiich th e  lo c a l
a sso c ia tio n  d id  not re a d ily  o b jec t. In  f a c t  the  re la tio n sh ip  
%
between the  lo c a l a sso c ia tio n  and the A.E.U. was good throughout 
most of th e  1930s p a r t ic u la r ly  a f t e r  1937*( l )  A p a r t ic u la r  
example of th is  was th e  amicable way th a t  th e  n a tio n a lly  n eg o tia ted  
R elaxation Agreement,(2) concerning d i lu t io n , was smoothly worked 
between the  two bodies.
The war years were to  hasten  th e  tren d  towards organised c o lle c tiv e  
bargain ing . Union membership n o ticeab ly  increased , and lo c a l firm s 
began to  jo in  employer a s so c ia tio n s . B.E.E.A. membership jumped 
from 12 in  1940 to  23 by 19^3 , and by th e  end of the  war 30 firm s 
had a f f i l i a t e d .  (3) Two no tab le  new members from Luton were 
E lec tro lu x  and P erc iv a l A irc ra f t .  The main reason f o r  th is  was 
in creased  government involvement in  production as a v i t a l  p a r t  of 
th e  war e f f o r t .  This had the  e f fe c t  of c rea tin g  an atmosphere 
of in d u s tr ia l  cooperation through such bodies as production  committees, 
and the  need to  cooperate over the  operation  of the E sse n tia l Works 
Order, in d u s tr ia l  tra in in g , reserved  occupations and d i lu tio n .
Unions and employers a sso c ia tio n s  could much more e a s i ly  rep resen t 
in d iv id u a l firm s and th e i r  workers in  the  increased  b eau rac ra tic  
wartime economy. Another reason f o r  th e  growth in  membership ,of 
th e  B.E.E.A. was th a t  in  a labour sh o rt economy the  bargain ing  
s tren g th  of workers had considerably  in creased . Ind iv idual firm s
.(l)  Annual Reports of the Beds. E.E.A.1938, 1939 a-nd 1940. 
M id-A n^ian E .E.F.A rchives.
(2) Wigham, op. c i t . p .146. Because of th e  acu te  shortage of 
s k i l le d  labour th e  union and employers f in a l ly  agreed to  some 
d ilu t io n  from 1939. This was a t  th e  prompting of government 
anxious to  have war co n trac ts  f u l f i l l e d .
(3) Annual Reports of B.E.E.A. 1940-45. * M id-A drian E.E.F. 
A rchives. .
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began to  seek sanctuary  w ith in  th e  ranks of an experienced 
b e ll ig e re n t which could tak e  oh both the  government and th e  unions 
more e f fe c t iv e ly  than a firm  on i t s  own. L u ton 's  own sp ec ia l 
in g re d ie n t to  th i s  rec ipe  f o r  in d u s tr ia l  c o n f l ic t  was th e  p o licy  
o f 'h i ^  wages pa id  ajb Vauxhall, which continued to  c rea te  problems
w ■
fo r  th e  lo c a l a s so c ia tio n  throughout th e  war.
W.T.F.Trunchion, th e  B .E.E^A.Secretary, c a lc u la ted  th e  fo llow ing 
index Qf wages, which shows a remarkable in crease  of wages between
1939 and 1942. '
TABLE 38 B edfordshire D is tr ic t  Index of Wages in  Member Firms, ( l )  
Year Wages Index Base year 1939 “ 100.
1939 100
1940 -  .
1941
1942 " 322
1943  • 363
1944 • 3^8
1945 295 '
1946 .281
1947 300
1948 355
1949 372
1950 382
The leap  in  wages was g re a te s t between 1939 and 1942/43 when war 
production  had reached fev e r p itc h . This h i# i  peak was to  be 
su sta in ed  th ro u ^ o u t  most of 1944 but by the  end of the  war th e re  
was a decrease in  earnings as demand wound down and with i t  over-tim e 
and ex tra  bonuses. The flood ing  of the  labour market with demobbed 
servicemen; fu e l ,  iro n  and stee l- sho rtages, had th e  e f fe c t  of
(1 ) Annual Report of B.E.E.A.1950, M id-An^ian E.E.F .A rchives.
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low ering wages and output le v e ls .  In  ad d itio n  much p la n t which 
had been woiked unceasingly and to  f u l l  capacity  throughout the  
war needed rep lac in g , and th e  new c a p ita l  investm ent programmes 
were as ye t incom plete. By 1948 wage le v e ls  had reached war-time 
maximums as in d u s tr ie s ,  e sp e c ia lly  motor veh ic les  worked hard  to  
f u l f i l l  rocketing  overseas demand. By 1949 a new wage peak had 
been reached.
The p a tte rn  of lo c a l  n eg o tia tio n s  p a r a l le l s  th i s  p ic tu re  q u ite  
c lo se ly . The number of lo c a l  n eg o tia tio n s  increased  d ram atica lly  
in  1942 and ta i l e d  o ff  suddenly in  1946, a lth o u # i th e  number of 
woiks conferences remained a t  a much h i ^ e r  le v e l than  in  the  
pre-w ar years.
TABLE 39 Local N egotiations of the  Beds. Engineering Employers 
A ssociation  1937-1949»
Year Works Conf. Local Conf. C entral Special Total
1937 6 . 3 1 - 10
1938 1 3 3 - 7
1939 1 1 2 — 4
19'J-O 5 3 3 - 11
19^1 8 3 - - 11
194-2 33 8 2 - 43
1943 29 5 3 3 40
1944 22 4 3 - 29
1945 25 3 2 - 30
1946 14 7 2 - 23
1947 16 6 - 1 23
1948 15 5 2 - 22
1949 18 5 1 - 24
( l )  ■ Source: The Annual Reports of the  B.E.E.A., 1937-1950» The
B.E.E.A.Minute Books 1937-1950. Mid-AngLiah E.E.F .A rchives.
A Works Conference l i t e r a l l y  took p lace  on the  works prem ises 
and would u su a lly  involve th e  management, shop stew ards, 
convenor and on occasions, the  union area  f u l l  tim e o f f i c i a l .
A Local Conference took p lace  when th e  d ispu te  could not be 
reso lved  a t  'sh o p T lo o r le v e l o r fa c to ry  le v e l .  This would
involve B .E.EéA. o f f ic ia l s  and lo c a l  union o f f i c i a l s  as w ell 
as  th e  management and men of th e  firm  involved. Evidence 
would be presen ted  and u su a lly  recorded verbatim .
, . C entral Conference was th e  f in a l  s tag e  in  'th e  p rocess when
'a  f a i lu r e  to  ag ree ' had been recorded a t  the  lo c a l  conference .
These u su a lly  took p lace  a t  York and to  a l e s s e r  ex ten t a t
L ond on .N ational le v e l o f f ic ia l s  of union and employers would v e r ^ t
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The number of works conferences vAilch remained high a f t e r  th e  war 
must not be only in te rp re te d  as an in crease  in  th e  bargain ing  
power of organised lab o u r. I t  was more in d ic a tiv e  of the  g re a te r  
acceptance of c o lle c tiv e  bargain ing  procedures of management and 
labour,, and in  f a c t  th e  number of d isp u tes  reaching  c e n tra l 
conference a c tu a lly  d ecrease! a f t e r  th e  war even though th e  number 
of firm s which were B.E.E.A. memjbers had t r ip le d  s in ce  before th e  
war.
The growth of unionism must not be exaggerated o r i t s  in fluence  
over emphasised. While A.E.U. membership increased  eleven fo ld  
between 1933 and 1950 ( l ) ,  i t  was s ta r t in g  from a very low base.
As we have seen in  chap ter S ix, even by 19^9 only 20 p e r cent of the  
Luton insured  workforce was unionised . (2) I t  was th e  growth of 
Vauxhall and i t s  demand f o r  workers which had added considerable 
s tren g th  to  the  ranks of th e  lo c a l  unions. I n t e r e s t i n g y th is  
process was d e fle c ted  away from Vauxhall and towards non-federation  
film s in  the 1930s. In  th e  1940s, as many more lo c a l  firm s began 
to  jo in  p ressu re  was brought to  bear on the  F ederation  i t s e l f .
I t  could be argued th a t  Luton was experiencing th e  general in c rease  
in  tra d e  in  new in d u stry  and th a t  th i s  f a c to r  was more p e r tin e n t 
to  i t s  growth, and in  tu rn  ac ted  as a c a ta ly s t  f o r  changes in  
in d u s tr ia l  r e la t io n s .  Vauxhall could then  be seen to  have been ju s t
(1) See Table 26, chap ter Six,
(2) Trade Union Membership D rive, Luton and D is tr ic t  Trades Council 
(Luton 1949) P«7.
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one p a r t  of th i s  general growth. Vauxhall was very much a  le a d e r  
in  th e  growing motor veh ic le  in d u stry  in  th e  1930s and 1940s. 
N evertheless, i t  i s  a lso  tru e  th a t  i t  in troduced  lo c a l  fa c to rs  
which had a profound and unique e f fe c t  on Luton. F i r s t ly ,  i t  
ac ted  as a wage le a d e r , in  th e  sense th a t  i t  not only p a id  th e  
h i p e s t  wages in  Luton hut a lso  w ith in  th e  engineering and motor
in d u s tr ie s .
I t  has a lready  been shown th a t  th i s  p rocess began in  th e  1930s.
In th e  2nd World War i t  was to  continue. In  1942, E lec tro lu x  as 
a newly. re c ru ite d  member of th e  F edera tion , wanted to  know th e  lo c a l  
r a te s  f o r  s k i l le d  workers. The in form ation  supplied  by the  B.E.E.A • 
c le a r ly  shows th a t  Vauxhall was a t  the  head of th e  wages ta b le .
For th e  h ig h est paid  workers in  th e  to o l room E lec tro lux  paid  
'29.34d p e r hour, Skefco paid  30.42d 'and Davis Gas Stove Company 
paid  26.75d. By c o n tra s t Vauxhall r a te s  were as fo llow s; a l l  s k i l le d  
workers s ta r te d  a t  28d p er hour p lu s 8/6d p e r  week bonus. This 
would add ju s t  oyer 2d p e r hour. Middle grade were paid  31d 
p er hour, p lus an ex tra  Id  a f t e r  2 years se rv ic e . By m erit awards 
up to  35d p e r hour could be earned, and i f  made a group le a d e r  37d 
p e r hour, ( l )  I t  was c le a r  th a t  even th e  low est grade and le a s t  
experienced s k i l le d  workers in  Vauxhall began on a le v e l with th e  
h ig h est paid  workers in  these  th re e  firm s. When a d d itio n a l payments 
such as bonuses and p r o f i t  sharing  a re  added the  d iffe ren ce  between 
Vauxhall and lo c a l  firm s widened even f u r th e r  more. '
( l )  'Conference with Mr.Trunchion of th e  Employers Federation  on 
O utstanding Labour M atters A ffecting  E lec tro lu x  L im ited .' 
20th Ju ly , 1942. E lec tro lux  Box F i le ,  M id-An^ian E .E .F. 
Archives.
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In  th e  n a tio n a l con tex t Vauxhall was a lso  noted f o r  i t s  h i ^  wage 
payments. I t s  wages f o r  a l l  ca teg o ries  of workers were h igher 
than th e  h ig h est pa id  fo r  example in  Ipswich, H alifax  and Burnley, 
towns re p re se n ta tiv e  of th e  depressed North and ru ra l  Eàst A nglia, ( l )
Even w ith in  the  c a r  in d u stry  Vauxhall was considered to  be a good
*’ - - ■ _ 
firm  to  work f o r ,  Fred Smith who had moved to  Luton in  the  l a t e
1930s from th e  railw ay  works a t  SiW.ndon considered Vauxhall to  be
'one of th e  b e s t paying firm s in  th e  country. ' (2) Harold Home,
an A.E.U. Convenor a t  Vauxhall who began work th e re  in  1940, was
o f .th e  opinion th a t  high wages and good conditions a t  Vauxhall had
the e f fe c t  of a t t r a c t in g  away Ford workers, as both firm s drew oh
the  London catchment area  f o r  lab o u r. (3) F u rth er, i t  has a lread y
been noted  th a t  th e  Luton d i s t r i c t  r a te  f o r  f i t t e r s  and tu rn e rs  was
l / -  p e r  week h ig h er than th a t  of Oxford. (4) The only a rea  where
pay r a te s  p e r hour were h i ^ ë r  was in  Coventry, p a r t ic u la r ly  a t
Standard Motors, (5) and not u n t i l  1940. ' .
By 1943 th e  B.E.E.A. id e n t i f ie d  th e  un ions' p o licy  as 't o  g e t what
they can n a tio n a lly  and afte rw ards, to  go f a r th e r ,  by a ttack in g
in d iv id u a l firm s and p lay ing  o ff  one ag a in s t th e  o th e r. ' (6) The
r e s u l t ‘was th a t  d i s t r i c t s  which had a powerful in flu en ce  on lo c a l  r a te s
(1 ) E.D.Smithies ' The C o n tra s t 'Between North and South in  England 
1918-1939: Study of Economic, Social and P o l i t i c a l  Problems 
with P a r t ic u la r  Reference to  th e  Experience of Burnley, H alifax , 
Ipswich and L u to n .' (Unpublished P h .D .th es is . U n iversity  of 
Leeds, 1974.) see pages 130,131,132,136,137, ta b le s  3 ,8 , 3«9, 
3 .10 . N.B. Sm ithies p o in ts  out th a t  th i s  was not tru e  f o r  a l l  
o th e r workers in  Luton, p a r t ic u la r ly  those in  th e  h a t tra d e .
(2) In terv iew  with Fred Smith (taped) March, 1980. ' •
(3) In terv iew  with Harold Home (taped) Ju ly , 1978.
(4) B .E .E .A.Minute Book, 1935, 25th August, 1935-
(5) R.Croucher ' Engineem a t  War, 1939-1945 (1982) p. 158. Standard
was paying even h ig h e r‘than the  d i s t r i c t  r a te ,  which had been
ra ise d  due to  the  e rec tio n  of f iv e  shadow f a c to r ie s ,  run by th e
government. In  order to  a t t r a c t  lab o u r they  pa id  h ig h er th an  th e
d i s t r i c t  r a te  and F ederation  firm s were fo rced  to  fo llow  s u i t .
See K i^am  o p .c i t . p .l4 7 .
(6) B .E .E .A.Minute Book 1943. 11th. February, 1943.
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of pay would tend  to  have average wages f o r  th e i r  d i s t r i c t  h igher 
than  the n a tio n a l average, Vauxhall ac ted  as a c a ta ly s t  f o r  Luton 
in  th i s  re sp e c t. The r e s u l t  was th a t  in  th e  years between 19^2 
and 1950 the  id ea  of a d i s t r i c t  r a te ,  which the  E .E .F . was keen 
to  m aintain became something of a myth. Thus in  1946 the  B.E.E.A. 
complained th a t  'w h ile  the  m ajo rity  of firm s have s im ila r  r a te s
t ^
as agreed f o r  th e  d i s t r i c t ,  l i e u  bonuses and p iece bonuses have 
caused a considerable d iffe ren ce  in  in c lu s iv e  ea rn in g s . '  ( l )  Such 
a d d itio n s  to  b asic  r a te s  had been c a rr ie d  by lo c a l firm s in  order 
to  p reven t enticem ent by Vauxhall, Such was th e  concern th a t  once 
again  the  B.E.E.A. wrote to  S ir  Charles B a r t le t t  to  ask fo r  a  meeting 
to  d iscu ss  th e  problem. On th e  1 s t  November the  B.E.E.A. met 
S ir  Charles with a s ix  p o in t document of com plain t.(2)
That th e  meeting l i t t l e  a f fe c te d  B a r t l e t t 's  a t t i t u d e . i s  evidenced 
by the  f a c t  th a t  the  lo c a l a s so c ia tio n  was fo rced  once again to  
w rite  a s t r o n g  y worded l e t t e r  to  Vauxhall in  the fo llow ing year. (3) 
The rep ly  was considered 'u n s a t is fa c to ry ' by B.E.E.A. members, but 
they  could do l i t t l e  about the  s i tu a t io n . (4) This was c le a r ly  shown 
when in  the follow ing year Kents and more s u rp r i s in ^ y ,  P e rc iv a l 
A i r c r a f t , . one of th e  h ig h est wage payers in  the d i s t r i c t ,  l o s t  workers 
to  Vauxhall. (5) The B.E.E.A. 'ag reed  th a t  no u sefu l purpose 
would be served by making f u r th e r  con tact with them, and th e  m atte r
(1 ) B .E .E .A.Minute Book, 1946 26th September, 1946.
(2) B .E.E.A. Minute Book 1946, 24th October, 1946.
(3 ) B.E.E.A. Minute Book 1947 12th March 1947;
(4) Ib id  l4 th  May, 1947.
(5 ) When P erc iv a l A irc ra f t jo ined  the  F ederation  in  1941 th e re  was 
considerable  doubt as whether to  accep t th e i r  membership as 
they paid  considerably  h ig h er than th e  d i s t r i c t  r a te .  The
B.E.E.A. even tually  adm itted  th e  firm  fo r  th e  reason th a t  i t  
was p a r t  of a h i ^  paying in d u s try . See B .E .E .A.Minute Book 
1940, l4 th  November, 1940, and 21st August, 1941.
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was l e f t  f o r  Luton members to  take up in d iv id u a lly  i f  they d es ired
to  do s o . ' ( l )  In  1950 Vauxhall was accused of e n tic in g  workers 
away from Bedford firm s (20 m iles to  the  North of L u to n ).(2)
The upshot was f o r  the lo c a l  a sso c ia tio n  to  renew an enticement 
agreement th a t  they  had composed in  194?. I t  had s ta te d  th re e  
cond itions to  be observed b y 'fed e ra te d  f irm s. That a person 
employed in  one fed e ra ted  firm  should not be employed in  ano ther, 
unless unemployed and has h is  cairds with him. That th e  telephone 
be used to  enquire whether th e  man i s  employed o r no t; and th a t  i f  
the  new p o s itio n  o ffered  promotion then th e  firm  should not stand  
in  the  p e rso n 's  way. (3)
The amended agreement added th a t  ' i f  an ap p lican t i s  unemployed and 
i s  not in  possession  of h is  cards, then i t  i s  d es ireab le  th a t  th e  
in terv iew ing  employer should telephone th e  previous employer to  
ensure th a t  th e  a p p lican t i s ,  in  f a c t ,  unemployed.(4) Some members 
argued th a t  th i s  amendment was alm ost th e  same as before and a 
t ig h te r  agreement was needed. The r e a l i s t s  in  B.E.E.A. recognised 
th a t  th e  co n tro l of the  movements of the  lo c a l  and m igrant lab o u r 
fo rce  was but a p ipe dream, and employers would have to  'p u t a 
s te e l  fence round th e i r  employees with an E ssen tia l Woiks Orders 
of medieval s e v e r i ty , ' in  o rder to  do t h i s . (5) The lo c a l a s so c ia tio n  
had come to  accept the predominance of Vauxhall as a f a c t  of l i f e ,  
and they attem pted to  r e ta in  t h e i r  workforce by o th e r methods.
(1 ) B .E.E.A.Minute Book 1948, 21st October, 1948.
(2) B .E .E .A.Minute Book 1950» 18th May, 1950.
(3) B .E.E.A.Minute Book 1947, 10th September, 1947.
(4) B .E.E.A.Minute Book 1941, 21st A pril, 1951.
(5) Ib id  20th September, 1951.
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Skefko and E lec tro lu x  fo r  example allow ed 100 p e r cent u n io n isa tio n  
in  t h e i r  s k i l le d  shops and t h e i r  semi and u n sk illed  workers were 
la rg e ly  un ionised , ( l )  Davis Gas Stove paid  measured day work 
long befo re  Vauxhall, and th i s  seemed to  be popular with the  
workforce th e r e . (2) P erc iv a l A irc ra f t  was a good wage payer, and 
i f  no t up to  Vauxhall le v e l c e r ta in ly  above the d i s t r i c t  r a t e . (3)
In a d d itio n  th e re  must have been a t t r a c t io n  in  th e  f a c t  th a t  the  
type of work th e re  was not as monotonous as the  assembly work so 
much p rev a len t a t  Vauxhall. George Kent L td . , on th e  o th e r hand, 
emphasised lo y a lty ,  leng th  of se rv ice  and se c u rity  of job as 
a t t r a c t iv e  f a c to rs  to  keep th e i r  w orkforce.(4)
N evertheless, th e  lu re  of high wages a t  Vauxhall was an im portant 
f a c to r  in  en tic in g  workers from the  above firm s and o th ers  in  the 
Luton and B edfordshire D is t r ic t .  The 'cash  nexus' was to  remain 
as s tro n g  in  th e  1930s and 1960s as i t  was in  the 1940s and 1930's  
in  in flu en c in g  th e  supply and d is t r ib u t io n  of the  lab o u r f o r c e . (5)
Another Vauxhall p o licy  irtiich had th e  e f fe c t  of causing f r i c t io n  
between th e  firm  and th e  B.E.E.A. was th a t  of paid  ho lid ay s. In 
1937 Vauxhall was th e  f i r s t  Luton firm  to  give a f u l l  weeks pay f o r  
the w orkers' Summer Holiday. The >rtiole fa c to ry  was to  c lo se  in  th e  
f i r s t  week in  August 'to  make i t  as complete a c lo su re  as  p o s s ib le . '(6 )  
Thië was not a p a r t ic u la r ly  ra d ic a l  move as the  E .E .F . had n eg o tia ted
(1) Goldthorpe, Lockwood, e t  a l .  The A ffluent Worker; In d u s tr ia l
A ttitu d es  and Behaviour (Cambridge, 1968) p . 94. See a lso  ~
' Skefko Co.Ltd; Women Workers. '  S trik e  Document describ in g  
women's d isp u te  over a few women idio d id  not wish to  jo in  th e  
union. Skefko Box F i le ,  M id -M ^ian  E .E .F .A rchives. .
(2) Davis Gas Stove Co., L td . , ' Membership A pplication Form' to  
E.E.F.Davis Membership F i le ,  Broadway House, E .E .F .A rch ives,1938.
(3) ' P erc iv a l A irc ra f t  C o .,L td ., A pplication  fozm to  E .E .F .'
P e rc iv a l Membership F i le ,  1941. Broadway House E .E .F .A rchives.
(4) The George Kent Centenary, 1838-1938» G.Kent L td . , (Luton,1938)»p .24.
(5) - , Goldthorpe e t a l . ,  c p . p i t  p . 27.
(6) Luton News 23th March, 1937» p .11» co ls  6 & 7.
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a ho liday  with pay in  th e i r  1937 agreement with th e  unions hut
i t  was th e  f i r s t  to  do so in  Luton, ( i )  Of g re a te r  concern to
th e  lo c a l  a s so c ia tio n  was th e  proposal by Vauxhall to  give th e i r
work fo rc e  two weeks paid  Summer ho liday . This was in troduced
in  1946, 3. years before th e  F ederation  agreed to  such a  p o licy
with th e  unions a t  a  n a tio n a l le v e l .  (2) Such a p o licy  was looked
upon with envy by workers in  o th e r Luton firm s and by 1948 the
B.E.E.A. noted th a t  th e  workers in  t h e i r  own firm s had voted with
th e i r  f e e t  in  favour of two weeks. Most Luton workers decided
to  take a  f o r t n i ^ t ' s  ho liday  unpaid or n o t. The lo c a l  a sso c ia tio n
recorded th a t  ' t h i s  ac tio n  must be r e s is te d  as long as p o s s ib le '( j )
The Luton News recorded th a t  60 p e r cent of Luton workers follow ed
th e  Vauxhall h o liday  'ex o d u s.' (4) - By th e  end of th e  1940^ the
Vauxhall two week c losure v i r t u a l  y reduced Luton to  a 'g h o st town. '
Sm aller estab lishm ents which r e l ie d  on Vauxhall f o r  c o n tra c ts , were
a lso  s tro n g ly  in fluenced  to  fo llow  s u i t ,  and shops and se rv ices
were s im ila r ly  a ffe c te d .
Each tim e Vauxhall expanded i t  impinged i t s e l f  on th e  l i f e  of the 
Luton community. Housing needs increased  adding to  th e  post-w ar 
sh o rtages. Bus ro u tin g  became centred  around Vauxhall Works 
en trances and e x is ts  a t  rush hour t im e s .(3) In many senses Vauxhall 
became Luton. In  p o l i t i c s  many of i t s  workers and s t a f f  became 
lo c a l c o u n c illo rs . Voluntary and church o rg an isa tio n s  received
(1) W i^am ,o p .c i t  pp 143,144. >
(2) Luton News 18th A pril, 1946. p .4, c o l .3,
(3) B.E.E.A.Minute Book 1948, l6 th  September, 1948. '
(4) Luton News 22nd August, 1946, p .4 , c o l .3*
(3) Luton News 27th August, 1946, p .4.
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considerab le  d i r e c t  help  from Vauxhall employees in  terms of 
money and o rg an isa tio n a l h e lp . The whole so c ia l f a b r ic ,  and 
economic s tru c tu re  became Vaupchall in fluenced . The firm  acted  
as a barom eter to  th e  p ro sp e r ity  of th e  lo c a l  and n a tio n a l economy 
as rep resen ted  by th e  motor veh ic le  in d u stry .
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In  t h i s  sec tio n  th e  in te n tio n  i s  to  p resen t th e  prominent p o in ts  o f 
each chap ter, in  an attem pt to  answer more su c c in tly  th e  questio n s  
posed in  th e  in tro d u c tio n  a n d  a t  th e  beginning o f  each chap ter.
In  Chapter One we concluded th a t  V auxhall's  i n i t i a l  success in  motor
.manufacturing before the HrstSfforld-Wax. was due t o  i t s  Steady, but
not over extended r a te  o f  c a p i ta l  form ation and expansion o f productive 
capacity . A balanced m anagerial board which ensured th e  cooperation  
o f  engineering s k i l l  and commercial e x p e rtise  was im portan t, and a 
so lid  engineering background provided by a  s k i l le d  workforce enabled 
Vauxhall to  design v eh ic le s  fo r  a  changing market a t  a  time when many 
firm s were merely assembly p la n ts . A lso, th e  v eh ic le  designs o f  
Laurence Pomeroy, culm inating in  th e  legendary 30/98, were to  r a i s e  
V auxhall's  re p u ta tio n  to  considerable h e ig h ts .
However, th e  post-w ar era  was to  w itness th e  beginnings o f  th e  t r a n s i t io n  
o f motor v eh ic le  manufacturing in to  r ^ lm s  o f mass p roduction , and th e  
in a b i l i ty  and unw illingness by Vauxhall management to  adapt and change 
s u f f ic ie n t ly  le d  to  continuing f in a n c ia l problems. Over ex tension  o f 
c a p i ta l  and p la n t in  th e  boom o f  th e  immediate post-w ar years  was in  
re tro s p e c t  fo r  many firm s includ ing  Vauxhall, a  se rio u s  m istake. The 
depression which began in  l a t e  1920, th u s  caught many firm s w ith  
enormous deb ts and f a l l in g  p r o f i t s  and, in  th e  case o f  Vauxhall, 
la rg e  lo sse s . The s itu a tio n  was not helped  by th e  resum ption o f 
com petitive rac in g , an expensive s id e lin e  which Vauxhall f in a l ly  
abandoned in  1923. Though Vauxhall began production o f a  sm alle r 
14 h .p . model which had th e  e f fe c t  o f in c reas in g  s a le s ,  th e  onset o f  
f a l l in g  p r ic e s , caused i n i t i a l l y  by th e  slump and l a t e r  in  th e  decade 
by mass production o f sm aller v eh ic le s  by A ustin and M orris, ensured 
th a t  V au x h a ll ' s  p r o f i t a b i l i ty  remained m arginal. In  essence Vauxha
Sunbeam and s im ila r  firm s were caught between two s to o ls ;
by th e  f in a n c ia l  in a b i l i ty  to  move in to  manufacture on a  la rg e  enough 
sca le  to  compete with Austin and M orris and th e  unw illingness to  
compromise engineering  prowess upon which th e  re p u ta tio n  o f Vauxhall 
re s te d , and th e  in a b i l i ty  to  compete in  th e  narrowing luxury  end of 
th e  market epitom ised by Rolls-Royce.
The a c q u is it io n  o f Vauxhall by General Motors was even tua lly  to  le a d  th e
Company in to  th e  realm s o f mass production , bu t not w ithout c o n f l ic t
■
w ith in  both Vauxhall and General Motors. In  Chapter Two we saw th a t  
considerable doubt was expressed by A lfred Sloan and o th e r G.M.execu tives 
about th e  fu tu re  worth o f Vamdiall, James Mooney convinced th e  
G.M.Board th a t  Vauxhall should be made a base f o r  B r it ish  and empire 
m arkets, which he c o r re c tly  envisaged were o f g re a t im portance. • Thus, 
th e  small B r it is h  su b sid ia ry  began an im portant innovation  in  G.M. overseas 
p o lic ie s ,  follow ed sh o r tly  by Adam Opel in  Germany, which was to  have 
a  f a r  le s s  im pressive record  than  Vauxhall.
Controversy over th e  sa le  of Vauxhall engendered by th e  motoring p re ss , 
and th e  atmosphere o f economic nationalism  fo s te re d  by William M orris 
amongst o th e rs , le d  G.M. to  keep a  low p r o f i le .  Anxious to  promote an 
a l l  B r it is h  image, American presence was kep t to  the  minimum, w ith th e  
e f fe c t  th a t  Vauxhall was allowed considerable autonomy w ith in  th e  G.M. 
s tru c tu re . .
In  Chapters Three and Four the  r i s e  o f Vaujdiall to  'B ig S ix ' s ta tu s  i s  
explored. Of enormous importance were th e  i n i t i a l  in je c tio n s  o f c a p i ta l  
to  enable Vauxhall to  survive th e  1920s and begin  to  expand and 
reo rgan ise  fo r  mass production . In  ad d itio n  G.M. e x p e rtise  in  m atte rs  
concerning te c h n ic a l developments were f re e ly  used by Vauxhall e .g .  • 
synchromesh gears and a l l  metal body s h e ll  p roduction . Of in estim ab le  
importance was th e  adoption of American m arketing methods idiich co n tra s te d
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to  th e  p ed es trian  B r it ish  approach,' D is tr ib u tio n  net works were 
b u i l t  up in  which th e  Vauxhall s a le s  department was in  constan t and 
in tim a te  con tac t w ith r e t a i l e r s ,  agen ts  and d ea le rs , Ihe General 
Motors News, l a t e r  r e t i t l e d  th e  Vauxhall-Bedford News was e s ta b lish e d  
to  promote a constan t stream o f new id eas , . Economic s tu d ie s  o f 
th e  market p o te n tia l  fo r  each area  were accrued  fo r  th e  use o f fieldm en. 
H ire purchase and deferred  payments schemes were generated through th e  
General Motors Acceptance C orporation, and th e  promotion and quick 
tu rnover o f  used c a rs  and tru c k s  was seen a s  enhancing s a le s  o f new 
models in  th e  long run.
As im portant a s  th e  advantages bestowed by th e  American p aren t company, 
was th e  s k i l l  o f  Vauxhall ' s B r it is h  Ife-nagers in  in troducing  th ese  
innovations in to  th e  B r itish  context which was a  p r in c ip a l f a c to r  in  
V auxhall' s success. We have seen th a t  both Ford, U.S.A. and General 
 ^Motors f a i le d  to  perceive th e  divergences and d i s s im i la r i t ie s  between 
th e  B r it ish  and American m arkets and th a t-F o rd 's  la rg e  'Model A' and 
.V auxhall's 'C adet' f a i le d  to  make th e  expected inroads in to  th e  B r i t is h  
market, P erc iv a l Perry, o f  th e  B r it is h  Ford Motor Company and C harles 
B a r le tt  o f  Vauxhall in s is te d  on th e  production o f the  sm aller Ford 
' Model Y' and 'E ig h t ' and th e  Vauxhall 'L igh t S ix ' and l a t e r  th e  'T e n , ' 
The most successfu l Vauxhall v eh ic le  o f th e  1930s was th e  Bedford 
30 cwt tru c k  which found la rg e  markets both a t  home and abroad. Indeed, 
Vauxhall tru c k s  accounted fo r  over a q u a rte r  o f  B r it ish  commercial 
v eh ic le  exports by 1938. The General Motors w orld wide s a le s  o u t le ts  
and back up se rv ices  played a c ru c ia l ro le  in  ch anelling  Vauxhall models 
in to  export m arkets, where th e  Commercial Motor rev ea led  th e  in e f f ic ie n t  
and an ach ro n istic  m arketing methods used by B r i t is h  commercial v eh ic le  
m anufacturers, .
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Chapters Five and Six considered th e  labour r e la t io n s  o f  Vauxhall 
Motors. 'The long term view shows how expansion o f  th e firm  combined 
with changes in  production techniques sh if te d  th e r e la t io n sh ip  between 
management and men,. . This was considerably a ffec te d 'b y  th e  changing 
economic c lim ate. Whereas in  the F ir s t  "World War and th e  immediate 
post-war years management was w il l in g  to  make concessions to  th e  
workforce due to  labour shortages and th e  need to  qu ick ly f u l f i l l  demand; 
th e  onset o f  depression created  a sharp change in  management p o l ic ie s .
What could be conceded to  workers in  1919 was v igorou sly  r e s is t e d  by 
management in  1921 under th e  burden o f  la rg e  f in a n c ia l lo s s e s .
E s s e n tia lly  th e  Vauxhall management changed from a defensive to  an 
o ffen siv e  p o s itio n , compelled in to  t h i s  prem aturely by i t s  needs to  cu t 
c o s ts  in  a market where veh ic le  p r ic e s  were ra p id ly  f a l l in g .  The Board 
perceived  th a t  i t  could not continue w ith  th e  premium bonus system 
r e lu c ta n t ly  adopted in  1917» a s 'th e  bonus payments were in  excess o f 
th a t  which i t  f e l t  i t  could a ffo rd .
The abandonment o f  premium bonus, th e  breaking o f  the union presence  
in  th e firm and Hancock and Kidner’ s  fe e lin g  th a t Vauxhall was not 
r ec e iv in g , s u f f ic ie n t  support from the E .E .F ,, le d  to  th e res ig n a tio n  
o f the Company from th at body in  1921, because the Vauxhall Board sta te d  
i t  could no longer adhere to  the n ation a l agreements o f  1914 and 1920, 
Freed from the c o n str ic t io n s  o f  the E .E .F ., th e  Vauxhall management 
proceeded to  reduce i t s  workforce, r e s i s t  attem pts to  r e s t r ic t  over-tim e, 
and re-grade and re-tim e jobs in  accordance w ith  what was to  be c a lle d  
an 'e f f ic ie n c y  system ',  To in terp ret t h i s  a s  a move towards 'd ir e c t  
con tro l' and in  p a rticu la r  towards a F ordist system a s  Wayne Lewchuk 
has proposed, can be considerably m isleading. Even when th e  works were 
expanded and reorganised in  1925 th e  system o f  production and organ isa tion
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was not advanced, nor was th e  output o f v e h ic le s  large  enough to  
conform to  the F ord ist system.
The. adoption o f Group Bonus in  1928 was a move away from th e  c la s s ic  
forms o f  d ire c t  c o n tro l and could be seen a s  conforming more to  what 
Friedman d escrib es  a s  Vself-autonomy. ' Group Bonus was to  remain 
u n t i l  1956, when i t s  abandonment was n e c e s s ita te d  by th e  in s ta l l a t io n  
o f advanced m echanisation. Lewchuk_ seems to  have p re -d a ted  th e  
move towards d ire c t  co n tro l under th e  F o rd is t model by 30 years.
In Chapter 6 an a ttem pt i s  made to  explain  th e  tran q .u il in d u s tr ia l  • 
r e la t io n s  which p e rta in ed  under th e  managing d ire c to rd i ip  o f  C harles 
B a r t le t t .  The 'tu r n ip  p a tch ' m en ta lity  o f th e  Vauxhall workforce 
has i t s  ro o ts  in  th e  development o f  th e  Luton economy. The h a t in d u stry  
ensured no t r a d i t io n  o f  unionism and th e  eng ineering  firm s e s ta b lish e d  
in  Luton before th e  F ir s t  World War were too  small to  c re a te  a la rg e  
union presence. D espite th e  m ilitan cy  o f th e  F i r s t  World War, th e  
h’is fo ry  o f tra d e  union o rgan isa tion  in  Luton was lim ite d  in  fo rce  and 
m ilitan cy  by comparison to  more in d u s tr ia l is e d  a re a s , th e  burning o f  
Luton Town H all in  1919, o r ig in a tin g  from causes o th er than  union 
m ilitancy . Equally im portant was th e  i s o la te d  p o s itio n  o f Luton, 
which ensured th a t  Vauxhall was in su la te d  much more from th e  general 
in flu en ces  o f th e  engineering and motor in d u s tr ie s .
When B a r t le tt  assumed the managing d irecto rsh ip  in  1929 the economy 
was about to  enter th e Great Depression, and although th e v e h ic le  
industry emerged more g^uickly than the s ta p le  in d u str ie s  th e  e f f e c t  
o f the depression was to  create a permanent pool o f  r e a d ily  a v a ila b le  
u n sk illed  and sem i-sk ille d  labour until- th e Second World War -  an 
e f fe c t  th a t was a general dampener on rapid  union growth in  the motor 
v eh ic le  industry.
Within Vauxhall B a r t le t t  promoted p a te r n a lis t ic  p o l ic ie s  ca lcu la ted  to
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create  a contented workforce, whose growing demands were in t e l l ig e n t ly  
met and catered fo r  by reforms to  the in d u s tr ia l r e la t io n s  stru ctu re .
These included high pay and r e la t iv e  job secu r ity . A group bonus 
scheme e x is te d  which enabled good reward fo r  c o l le c t iv e  e f f o r t ,  uniôns
were even tu a lly  recogn ised  and were shozrtly follow ed by th e  s e t t in g
\  ■
up o f  th e  M.A.G.i a t  th e same tim e t h is  period  saw the in trod uction  
o f  improved w e lfa r e , sp ortin g , s o c ia l  and canteen f a c i l i t i e s .
Channels o f  communications between management and th e  workforce were
c o n s id e ra b ly  improved and attem pts were made to  deal with p o te n tia l
problems a s  soon a s  th ey  were recognised . E ffo r ts  were made to  
engender in  the workforce a fe e l in g  o f  belonging, by fo s te r in g  a .
cooperative atmosphere; promotion which was based on organ isa tion a l 
ta le n t  and a b i l i t y  to  get on w ith th e men, was open to  a l l  and based 
on m erit. Another important consideration  was th at the B a r t le t t  era 
was one o f  expansion, and w hile  an upsurge o f  unionism did take p lace  
a t Vauxhall from th e  1940s troub le in e v ita b ly  began when contraction  
or lack  of-growth thwarted th e expecta tion s o f  an organised workforce. 
F in a lly , the c lo se  c o r d ia lity  o f  th e  B a r t le t t  approach to  in d u s tr ia l  
r e la t io n s  could work e f f e c t iv e ly  u n t i l  th e 1 9 5 0 ' s  when a r e la t iv e ly  
sm all workforce was lo ca ted  on a s in g le  s i t e ,  but by the 1960s  th e  
workforce had grown th ree fo ld  sca ttered  among th ree s i t e s .  Such 
in s t itu t io n s  a s the M.A.C., were bound t o  prove l e s s  e f f e c t iv e  in  
such a large  and geograp hically  spread organ isation .
B a r tle tt  was, n ev erth e less , in t e l l ig e n t ,  adaptable and had considerab le  
fo r e s ig h t, and th ere  i s  l i t t l e  doubt th a t under h is  p o l ic ie s  Vauxhall 
in d u str ia l r e la t io n s  were ex cep tio n a lly  good, .
In the f in a l  chapters, Vauxhall was placed in  the context o f  th e  
growth o f  the Luton economy. In Chapter Seven we saw how th e  Luton 
Chamber o f  Commerce and the Tbwn Council became worried by th e  predominance
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o f  the hat trade which in  th e  la t e  19th Century employed mainly 
female labour and was prone t o  seasonal unemployment. A New 
In d u str ies  Committee was created  w ith t^e in ten tio n  o f  a ttr a c t in g  
concerns which would mainly employ male labour. This ob ject was 
su c c e ss fu lly  achieved in  th a t new in d u str ie s  s e t t le d  in  Luton in  
th e period before th e  F irst World War, and w itn essed  considerab le  
expansion in  the inter-w ar years. The aims o f  providing work fo r  
men and a ttr a c t in g  in d u str ie s  l e s s  su scep tib le  than the hat trade  
to  seasonal f lu c tu a tio n s  appeared to  have been achieved.
During th e  inter-w ar years th e  combination o f  th e  hat trade and 
engineering in d u str ie s  helped Luton survived two depressions. In 
the ea r ly  1920s , i t  was th e hat trade th a t recovered q u ick ly  and 
maintained employment in  Luton, whereas in  th e  1930s i t  was engineering  
and p a r tic u la r ly  th a t o f  motor v e h ic le s  which ensured Luton's 
p rosp erity  in  the face  o f  a s tr u c tu r a lly  weak hat trade.
In the long term th e rapid expansion o f  Vauxhall-ensured i t s  cen tra l 
p o s itio n  in  the Luton economy and fe a r s  were expressed th a t Luton 
was becoming la r g e ly  r e lia n t  on two trad es -  h a ts  were to  undergo a 
severe d ec lin e  in  p o p u l^ ity  during the -Second World War, and motor 
v e h ic le s , la r g e ly  represented  by Vauxhall. As Glyn Morgan, an
A.U.E.W., convenor a t Vauxhall put i t ,  "When Vauxhall sneezes Luton 
catches a co ld ."  ( l )  I t  would seem th a t in  th e long run th e  aims 
o f  the New In d u stries  Committee had not been achieved, outflanked  
by unforeseen circum stances. N evertheless compared to  19th century  
Luton th e  town's in d u str ia l structure was fa r  more d iv e r s if ie d ..  
C ertain ly  attem pts a t creatin g  more male .employment succeeded to  a 
point where the percentage o f female labour to  th a t o f  men d ec lin ed
sharply.
1 . Interview  Glyn Morgan, December, '■ 197.9 . .
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The strength  o f  in flu en ce  o f  a rap id ly  expanding Vauxhall qu ick ly  
became evident in  th e 1930s  and th e  f in a l  chapter rev ea ls  how 
Vauxhall acted  a s  a lead er in  the com petitive bidding fo r  labour 
between Luton, firm s. Vauxhall paid above th e  d is t r ic t  .ra te  in  order 
to  a ttr a c t  s k i l le d  workers in  p a r ticu la r , The e f fe c t  was to  
in crease  th e general wage le v e l  w ith in  th e  d i s t r ic t ,  a s  firm s 
attem pted to  check th e  movement o f  labour to  Vauxhall. In ad d itio n , 
th e engineering unions were, ab le  to  use the example o f  Vauxhall to  
ex tra ct b e tter  wages and con d ition s fo r  th e ir  members in  other  
Luton firm s. The B .E .E .A 's attem pts a t  c o n tro llin g  t h is  process  
proved f r u i t le s s ,  and th a t body was forced  to  accept the s itu a t io n .
At the same tim e V auxhall's expansion contributed  to  the growth o f  
unionism in  Luton, and th e A.E.U's p o lic y  o f  using  Vauxhall a s  a 
s ta lk in g  horse to  put pressure on other firm s, one by one, le d  to  
an in crease  in  B.E.E.A. membership a s  firm s began to  seek greater  
sec u r ity  w ith in  i t s  organ isation . ' This trend in te n s if ie d  during 
World War Two when an overheated labour market rendered greater
cohesion among employers a s  im perative to  ensure orderly  c o l le c t iv e  
bargaining. The rapid expansion o f  Vauxhall in  the post-war years  
however, increased  i t s  dominance over th e Luton economy and in  
e f fo r t s  to  r e ta in  th e ir  workers, Luton firm s adopted a lte r n a tiv e  
s tr a te g ie s  to  Vauxhall. By 1950 th e  B.E.E.A. r e a d ily  adm itted th a t  
i t  was unable to  prevent Vauxhall' s  enticem ent o f  labour.
In many sen ses Vauxhall had become th e  barometer o f  Luton's prosp erity .
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